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HANDS OFF—WITH A WINK 

We are hearing much of the slogan, “hands off the 
transportation act.” Many of the railroads are singing 
it. The chorus is being led by the Railway Business 
Association. We ourselves have joined in. It was the 
keynote of the address made by Julius Kruttschnitt at 
the banquet of the Railway Business Association this 
week. The argument is, of course, not that there are 
not things in the transportation act that are bad or that 
there are not good things that could be changed for the 
better, or other good things absent that might be inserted, 
but that it is dangerous to tamper with the law at present 
for fear Congress may make it worse instead of better, 
and that the part of wisdom is to stand fast against any 
and all proposed amendments to the end that the carriers 
and the country may have at least another year under 
what, with all its faults, is, on the whole, a constructive 
piece of legislation. 

But what is this we hear? Nineteen railroads join- 
ing in an effort to prove unconstitutional that part of 
the law that requires the carriers to pay to the govern- 
ment one-half of any excess they may earn over the 
percentage of net return fixed by the act—or by the 
Commission under the act—as reasonable? We don’t 
think much of that provision and we have been frank, 
from the first, to say so. We think as little of it now as 
we evér did. But it is in the law. It is one of the things 
without which the law would be better. Buta cry from 
the railroads of “hands off the law” would come with 
better grace and more force if there were no mental 
or other reservation. 

The railroads cannot well plead that the act should 
not be tampered with on the ground that, though it is 
not all good, it is good on the whole and must not be 
subjected to the danger of being made worse, unless 
they show that they are complying with the law, the 


suggested to them before that they “go along” with the 
act as written if they expect their plea for its preserva- ~ 
tion to be taken seriously. We renew that suggestion. 


WHY HEARINGS AT ALL? 

Senator Cummins, Chairman of the Interstate Com- 
merce Committee, returning to Washington from his 
home in Iowa, gave those with whom he spoke his ex- 
pectation that such hearings as would be held on pro- 
posed changes in the interstate commerce act would not 
be prolonged. We should like to inquire why any hear- 
ings should be held. He proposes no changes in any- 
thing other than the consolidation section and is of the 
opinion that valuation is the point around which a fight 
will be made by LaFollette and his coterie. 

Why hold hearings’on either consolidation or valua- 
tion? The valuation act was passed in 1913. For about 
nine years the Commission has been working on the 
precise rules, principles or whatever one desires to call 
the points that keep it in its course today. The only 
change any one has noted is that followers of LaFollette, 
the putative author of the valuation section, have about- 
faced on present value. Is that reason for holding a 
hearing, changing the law and thereby forcing the work 
that has been done, through some other mold? We 
think not. The Interstate Commerce Committee and 
the Newlands commission collected thousands of pages 
of testimony on the subject. Not a new theory or a 
new thought has been put forth since the hearings were 
held. If any of those advocating changes need informa- 
tion or inspiration, make them dig it out of the stuff 
already in print. There is enough of it to satisfy any 
man who is an honest seeker for information on the sub- 
ject and not merely a mountebank grimancing on the 
public stage for votes. 

We do not subscribe to the proposition that the 
country is safest when Congress is in recess. We do 
believe, however, that the theory underlying statutes of 
repose is one of the finest ever evolved. We agree with 
President Coolidge’s advice to the General Court of 
Massachusetts contained in the admonition “Let ad- 
ministration catch up with legislation.” We do not 
argue that, because since Congress adjourned last March 
the railroads have hauled the largest amount of freight 
ever hauled in a corresponding period, everything placed 
in the interstate commerce act by the transportation 
statute of 1920 is as good as it could be made. We do, 
however, suggest that now is one of the best times ever 
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imagined for giving the country time to do nothing other 
than work. Constant tinkering with the law, an Ameri- 
can characteristic, causes much waste of time. Valua- 
tion and consolidation are things that have been dis- 
cussed to such an extent that even brief hearings, such 
as are implied in Senator Cummins’ expectation, have 
not been shown to be necessary. 


POLITICS AND THE RAILROADS 

“If I were asked to state the controlling and most 
important factor in the complex proposition of our na- 
tional railroad transportation, I believe I would say with- 
out hesitation that it is the fact that this complicated 
proposition is treated by the nation and by the states 
as a political question rather than a profound economic 
problem,” James C. Davis, Director-General of Railroads, 
said in a recent address before the Monday Club of the 
Norfolk-Portsmouth Chamber of Commerce. 

With the trend toward political regulation of rates 
as outlined in our issue of last week, the Director- 
General’s declaration comes at an opportune time. He 
points out clearly the error of political domination in the 
matter of rate regulation and the injurious effect of such 
domination on the transportation machine. 

Referring particularly to the demand for a reduction 
in the rates on wheat, Mr. Davis said a 25 per cent re- 
duction in the rates would mean to the farmer a differ- 
ence of not to exceed from 134 cents to 3 1/10 cents a 
bushel, and that such a reduction would threaten bank- 
ruptcy to the carriers, and would be of no substantial 
benefit to the farmer, being too small an amount to affect 
seriously his income. 

The year book of the Department of Agriculture for 
1922 shows that the average yield per acre of winter 
wheat was 13.9 bushels and that for spring wheat, 14.1 
bushels. In Kansas the average yield per acre of winter 
wheat was 12.6 bushels; in Iowa, 23 bushels; in South 
Dakota, 19 bushels; in Nebraska, 14.5 bushels; in Mon- 
tana, 16.5 bushels; in Minnesota, 19 bushels, and in Wis- 
consin, 18.6 bushels. These figures, the report showed, 
were based on preliminary estimates. 

If the wheat grower received the benefit of a cut of 
from 134 cents to 3 1/10 cents a bushel, it would be seen 
that his financial difficulties would not be solved. 

It is difficult to estimate accurately what the carriers 
would lose in revenue if a 25 per cent reduction in rates 
on wheat for export alone were made effective. Taking 
45 cents a hundred pounds as an average export rate, a 
reduction of 25 per cent would mean a cut of 11.2 cents 
a hundred pounds. In 1921 there were approximately 
280,000,000 bushels of wheat exported and in 1922, ap- 
proximately 165,000,000 bushels. Taking 200,000,000 
bushels as an average under normal conditions, which is 
the equivalent of 12,000,000,000 pounds, and assuming 
that all moved by rail, a cut of 25 per cent in the export 
tates would mean a reduction in revenue of approximately 
$13,440,000. Of course, not all wheat for export moves 
wholly by rail, but it must also be kept in mind that it 
would be practically impossible to restrict a 25 per cent 
reduction to the export rates on wheat alone and that 
Similar reductions would have to be made on other grain 
and grain products. 
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Director-General Davis discusses so well the ques- 
tions involved in connection with demands for reductions 
in rates to aid the farmer that we quote from the address 
to which we referred: 


There lie as the basis of any consideration of national 
transportation two outstanding, undisputed, and primary prop- 
ositions, perhaps bromidic from much repetition, but still essen- 
tial to any fair discussion of this subject: 

1st. Efficient transportation is absolutely essential to any 
sort of national prosperity, and is the vital element in the pros- 
perous condition of the three great sources of our commercial 
activities,—mining, manufacturing, and agriculture. 

2nd. Efficient service in transportation can be obtained 
only when there is a schedule of rates that will permit a high 
standard of maintenance, dependable service, and a reasonable 
return to the investor in railroad enterprises. 

These results cannot be realized except by an intelligent 
consideration of the subject by honest men, having a practical 
and scientific knowledge of the question, and cannot be justly 
determined by political platforms, or resolutions in mass con- 
ventions of interested parties. * * * 

It is perhaps a matter of note that the serious public criti- 
cism of existing rates, and the insistent demand for radical 
reductions, is found in the Middle Western States, where agri- 
culture is the most important industry, and where, with the 
exception of New England, the carriers are showing the low- 
est percentage of earnings. 

It is this rate agitation, which has become one of the con- 
trolling controversies in politics, that suggests the desirability 
of treating the transportation question as an economic prob- 
lem rather than a political issue. 

Every student of the times deplores the unsatisfactory 
condition of agriculture. It is the vital and most important 
of all our industries. After products of manufacture and prod- 
ucts of the mines, it is the greatest tonnage producing industry 
for the railroads in the land. Prosperous agriculture is abso- 
lutely essential to prosperous railroading. * * * The antagon- 
ism of the farming interests to the transportation system is 
largely because of a misunderstanding of the real facts, and 
is too often based upon appeals to prejudice. As a matter of 
fact, the situation of these two interests, transportation and 
agriculture, and their attendant troubles, are largely identical. 
They are both suffering from the same general disadvantage, 
that is, excessive cost in producing the products they have to 
sell. * * * 

In political discussions before the general public there is 
always a temptation, ordinarily yielded to, to exaggerate and 
unduly emphasize not only the effect that transportation rates 
have upon the price realized by the producer, but also grossly 
to over-estimate the effect which the realization of a modest 
dividend by the carriers has on the rate schedule. * * * 


The remedy for the present situation does not lie in re- 
ducing transportation rates below the price at which the car- 
riers can sustain themselves, but rather in those more direct 
methods of relief which go to the root of the trouble, and can 
be accomplished without the destruction of other important 
commercial interests, namely, diversified production, organized 
and orderly disposition of crops, and a more reasonable relation 
between the prices of what agriculture produces and what it 
must purchase. 


I believe it can be stated with confidence that the trans- 
portation rate is not such a controlling or substantial factor 
in the selling price of any commodity as to cause an acute de- 
pression in a large industry. 


In this depressed condition of agriculture, brought about by 
forces which were entirely beyond the control of the farmer, 
he is led to believe that excessive freight rates are the cause of 


his trouble, and that a radical reduction in these rates would 
be the cure. 


Any sort of analysis of this proposition should convince 
one that the freight rates are an inconsiderable factor in the 
farmer’s trouble, and the radical relief suggested, of making 
a flat 25 per cent reduction in rates, or reaching a similar re- 
sult by arbitrarily reducing the value of the property of the 
railroads, upon which they should receive a return, by $8,000,- 
000,000 or $10,000,000,000, would not help the farmer, but would 
absolutely destroy our national system of transportation, so far 
as private ownership and operation is concerned. * * * 

From sources that are as reliable as can be ascertained, 
and at least sufficiently reliable to illustrate the point I am 
trying to establish, it is estimated that products of agriculture, 
including animal products of the farm, originate (round figures 
used) 138,000,000 tons of freight. The value of this tonnage 
on the farm is estimated at some $14,000,000,000, and, at exist- 
ing rates, the movement of this freight produces gross revenue 
to the carriers of about $950,000,000, that is, the freight paid 
on this tonnage, generally described as products of agriculture, 
is somewhat less than 7 per cent of its value, on the farm. If 
restricted to the value of the tonnage actually moved, the re- 
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lation of freight rate to value would be increased to perhaps 
about 9 per cent. 

The dividends declared by Class I roads in 1922 aggregated 
about $272,000,000. The gross revenue from freight during 
that year was about $3,992,000,000. If all the dividends were 
wiped out, and applied on general freight reductions, it would 
make a reduction of some 6.8 per cent in rates. If the passen- 
ger receipts, aggregating $1,074,000,000 were included in the 
estimate, the reduction would amount to only 5.4 per cent. In 
estimating dividends paid, there is always the question of dup- 
lication because of income received from interest on invest- 
ment and rental. The foregoing figures, obtained from the 
Interstate Commerce Commission, are at least sufficiently ac- 
curate to illustrate the point. ; 

This reduction, when it reached the individual shipper, 
would give him no substantial relief. On the other hand, if 
all dividends were wiped out, the general insolvency of the 
national transportation system would speedily follow, accom- 
panied by an inefficient and unsatisfactory public service. 


SOUTHERN COMMODITY RATES 


The Traffic World Washington Bureau 


At a conference between shippers and carriers, with Director 
Hardie and Assistant Director Pitt of the traffic bureau presiding, 
on I. and S. No. 1919, in which the Commission suspended the 
tariffs of southern carriers proposing the cancellation of L. C. 
L. commodity rates and carload rates that were obsolescent, and 
the revision of other commodity rates in accordance with the 
rule used in making such rates in I. and S. No. 1803, it was agreed 
that if Messrs. Hardie and Pitt so advised, the carriers would ask 
for a postponement of the effective dates of their tariffs carrying 
the L. C. L. cancellations, for not more than sixty days beyond 
the day to which the Commission could suspend them. The pro- 
posed postponement would be to enable the Commission to make 
its decision in No. 13494, the Southeastern Class Case, and 
thereby give the shippers an idea of the rates they would have 
to pay for an unlimited time in the future. 

The suggestion for a postponement was made by officials 
of the Southern Traffic League and opposed by Edgar Moulton 
of New Orleans, Brooks Brown, speaking for the Southern, and 
J. K. Brown, for the Illinois Central. Mr. Moulton said the Mis- 
sissippi Valley territory was now suffering on account of a 
maladjustment. The Messrs. Brown said they had promised 
shippers at Ohio River crossings and in central territory a revi- 
sion and they felt bound to adhere to their promises. C. E. Cot- 
terill said he recognized their situation. Therefore, he suggested 
that they might agree that if the two officials of the Commission 
were of the opinion that a postponement should be made that 
they would make it. That compromise was accepted. 


The object of the conference on the suspension case holding 
up the proposed commodity cancellations was to reduce the 
number of things to be considered at the formal hearings on 
I. and S. No. 1919, if it seemed impossible to come to an agree- 
ment on the whole subject. 


After the agreement had been made as to the L. C. L. 
rates, the proposed cancellation of carload commodity rates 
was taken up. Such good progress was made in eliminating 
points on which there was disagreement that by the time the 
issues had been reduced to the smallest number, the rates on 
roofing materials and glass bottles were the only ones on which 
there was substantial disagreement. It was agreed that the 
railroads and the shippers should write their views on the 
things in issue and get them into the hands of Messrs. Hardie 
and Pitt not later than November 26. By ihat time, it was fig- 
ured, the Commission men would be able to give their opinion 
as to whether the effective date of the L. C. L. rates should be 
postponed by the carriers. 

In substance the representatives of the shippers agreed to 
accept the carload cancellations, with some exceptions, in ex- 
change for a promise on the part of the railroads that if Messrs. 
Hardie and Pitt thought it wise, they would postpone the ef- 
fective date of the L. C. L. cancellations until they could be 
compared with the class rates the Commission is expected to 
announce in its report on No. 13494. 

The appearances entered by shippers and railroads were 
as follows: 


Eli Munson, American Tar Products Co.; J. S. Roberts, 
The Barrett Co.; Edgar Moulton, New Orleans Joint Traffic 
Bureau; M. C. Moore and B. F. Martin, Mississippi Railroad Com-: 
mission; B. F. Martin, various north Mississippi shippers; C. W. 
Hayward, Meridian Mississippi Traffic Bureau; Joseph C. Colquitt, 
Southern Traffic League; M. M. Caskie, Montgomery Chamber 
of Commerce; Harry T. Moore, Atlanta Freight Bureau; J. E. 
Tilford, assistant to the freight traffic manager, L. & M.; N. F. 
Richardson, assistant to the general freight agent, N. C. & St. L.: 
H. B. Bambridge, assistant to general freight agent, Central of 
Georgia; C. E. Dunlap, executive rate clerk, Central of Georgia;| 
G. S. Rains, Southern Freight Association; R. J. Brown, assistant 
general freight agent, Southern Railway; M. M. Albright, execu- 
tive clerk, Southern; C. E. Rodenberg, assistant general freight 
agent, Atianta & West Point et al.; Robert G. Hadgin, assistant 
general freight agent, Atlantic Coast Line; R. G. Cobb, Mobile 
Chamber of Commerce; C. R. Moffett, Knoxville Traffic Bureau; 
B, R. Shepherd, Chattanooga Sewer Pipe Works; E. De L. Wood, 
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Chattanooga Manufacturers’ Association; Frederick E. Brown 
Mathiason Alkali Works; B. G. Brown, assistant freight traffic 
manager, Southern; W. T. Jones, commerce agent, Southern: 
James Menzies, freight traffic manager, Atlantic Coast Line: 
W. L. Nichol, general freight agent, Atlantic Coast Line; J. w 
Perrue, assistant freight traffic manager, Atlantic Coast Line: 
E, T. Willcox, assistant freight traffic manager, Seaboard Air 
Line; H. W. Christian and H. W. Strickland, Bona Allen, Ine. 
Buford, Ga.; J. K. Brown, Illinois Central; Chas. E. Cotterejj’ 
Atlanta for various organizations in the south. : 


COMMISSION ORDERS 


The Cudahy Packing Company has been permitted to inter. 
vene in No. 15232, Swift & Company vs. A. T. & S. F. Ry. et al. 

The Commission has denied the request of M. W. Jamieson 
and the Pure Oil Company asking for modification of the findings 
in No. 12552, National Petroleum Association et al. vs. Director. 
General, P. R. R., et al. 

Upon receipt of advice that the complaints had been satisfied, 
the Commision has dismissed the following proceedings: No, 
13655, Grand Rapids Terminal Belt Railway Company vs. Pere 
Marquette Ry. et al., and No. 14541, The North Pacific Millers’ 
Association vs. Northern Pacific Ry. 

Upon the request of the respective complainants, the Com. 
mission has dismissed the following complaints: 


c Pay 11194, The Atlas Portland Cement Co. vs. Director-General, 
: R 


a >. we SE SE. ak 
; _ 14846, Jonesboro Freight Bureau et al. vs. St. L. S. W. Ry. 
et : 


al. 

No. 14867, Cairo Hide & Fur Company vs. G. & S. I. R. R. et al. 
No. 14921, Wm. F. Allen & Co. et al. vs, P. R. R. 

No. 15115, Terminal R. R. Assn, of St. Louis et al. vs. St. L. T, 


& E.R. R. 

The Cosden Oil & Gas Company has been authorized to 

ache in No. 15145, The Pure Oil Company et al. vs. Santa 
e et al. 

The Commission has denied the petition filed by the Illinois 
Central Railroad Company asking for reopening and reconsid- 
eration of fourth section application No. 2983, filed by the Union 
Pacific Railroad, and pertaining to rates on classes and con- 
modities from and to points on the Oregon Short Line Railroad. 

The Commission has modified its order in No. 11748, John 
F. Barker Produce Co. et al. vs. Arizona Eastern R. R., Di- 
rector-General et al., so as to permit the deféndant carriers 
to establish a rate of $1.41 per 100 pounds on apples, in carloads, 
from Hood River, Ore., and Yakima, Wash., to Phoenix, Ariz., 
instead of the rate of $1.40% previously prescribed. It has 
also modified its order in No. 11783, Traffic Bureau of Douglas 
Chamber of Commerce & Mines et al. vs. Director-General, 
Arizona Eastern R. R. et al., so as to permit the establishment 
of a $1.41 rate on the same commodity from points in Idaho, 
Oregon and Washington to Bisbee, Douglas and Nogales, Ariz., 
in lieu of the $1.40% rate previously prescribed therein. 

The Commission has reopened Finance No. 2619, in the 
matter of the application of the Superior & Southeastern Rail- 
way Company for a certificate of public convenience and neces- 
ity authorizing it to operate a line of railroad, for further hear- 
ing. 

No. 14670, Warfield-Pratt-Howell Company vs. T. & P. Ry. 
et al., has been reopened for further consideration. 

The Commission has denied the complainants’ application 
for an order requiring the defendants to file special reports 
in the proceedings in No. 15007 and Sub-No. 1, Pittsburgh Coal 
Producers’ Association et al. vs. Ashland Coal & Iron Ry. et al. 

Th Indiana Coal Traffic Bureau has been authorized by the 
Commission to intervene in No. 15120 (and Sub. Nos. 1 to 4, 
age South Side Lumber & Coal Company vs. C. C. C. & St. L 

y. et al. 


PETITIONS FOR REHEARING, ETC: 

The Public Service Commission of Oregon has asked the 
Commission for leave to intervene in Valuation Docket No. 329, 
in the matter of the tentative valuation of the properties of 
Oregon-Washington Railroad & Navigation Company and Des 
Chutes Railroad Company. 

The Commission November 5 granted the petition of the 
Mississippi Warrior Service for further hearing in the Barge 
Line Case (See Traffic World, November 3, page 1044). Com 
missioner Eastman and Examiner Hosmer will hold a hearing 
in Washington, November 21, in the case. 


CONSOLIDATION ARGUMENTS . 
Arguments in Docket No. 12904, the Commission’s consoli- 
dation of railroads case, have been set for January 7. The 
Commission has asked those who desire to be heard to advise 
Secretary McGinty not later than December 20 and to state the 
estimated amount of time they will require, to the end that 4 
schedule may be made up and published for the information and 
convenience of those interested. 


SHIP SALE 
The Shipping Board has sold the Sapona, a concrete cargo 
ship of 3,704 deadweight tons, to Carl G. Fisher, of Long Island, 


N. Y., and the Cosey, a wooden launch, to L. R. Spear, of Talla- 
hassee, Fla. 
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Current Topics 
in Washington 


What Is the Commission’s Duty?—According to reports 
coming to Washington from the places where Chief Exam- 
iner Butler has been holding hearings on the Commission’s 
initiated inquiry into hard coal rates, Butler has been forced by 
his desire to make some kind of a record, to compel the attend- 
ance of witnesses. The reports are not official because at the 
time this was written the stenographic report on the hearings 
had not been received. At Augusta, Me., it was said, Butler 
had to send out for the mayor, for coal dealers and for others, 
to that town. Immediately after that was done, it was said, the 
At Montpelier, Vt., the railroad lawyers developed the fact that 
the local retail dealer in coal made 30 cents a ton more for 
what he was doing than the railroads made in bringing the coal 
to the town. Immediately after that was done, it was said, the 
other coal dealers left the room and Butler had to send for 
them. In that way, it has been represented, Butler is making 
up a record. The witnesses, as a rule, it is said, object to the 
difference in the price of “company” and ‘independent” coal. 
The former is the coal produced by companies affiliated with 
the railroad companies. The “independent” coal is that pro- 
duced by companies not in any way connected with the railroad 
companies. The prices of independent coal at times, have been 
as much as $2 per ton greater than those from the “company” 
mines. Retailers unable to obtain company coal, by reason of 
not being served by railroads hauling that kind of coal, have 
asked for the making of joint freight rates that would enable 
them to buy company coal. No one has appeared. thus far, 
with any testimony showing the rates to be unreasonably high, 
in view of the cost of performing the service. Such testimony 
as has been given by coal dealers seems to go to the point that 
the public interest requires the making of joint rates that will 
enable them to broaden the market from which they may obtain 
coal. That is within the power of the Commission. However, 
when the inquiry was started, the idea was that the rates would 
be shown to be unreasonably high in comparison with the cost 
of service. In other words, that probably the Commission could 
order a reduction in the rates to such an extent that the burden 
of the coal consuming public would be lightened somewhat— 
assuming that the retailers and wholesalers would not absorb 
whatever reduction there might be in the carriage charges. 
What happened at Montpelier, it has been suggested, indicates 
that an inquiry into the charges of retailers might be even more 
profitable than an inquiry into the rates of the railroads. But 
that is only an incidental suggestion and not the important one 
that has been raised by the facts as reported about the un- 
readiness of the public to offer testimony after the Commission 
had instituted the inquiry. The query is as to whether it is the 
duty of the Commission to make a case for the public. The 
interstate commerce law, as amended in 1920, made it the duty 
of the Commission to look after the inierests of the railroads 
as much as after the interests of the shipper. Prior to. 1920 
the Commission was checked in the making of rates only by 
the constitutional prohibition against making them so low as 
to be confiscatory. Now, however, it is under a mandate to 
make them high enough to give the railroads a fair return. 
Therefore the query has arisen as to whether the Commission 
is under any moral obligation—it certainly is not under any 
legal duty—to drum up evidence, from an unwilling or an un- 
informed public, upon which it might base a reduction in rates 
on hard coal, or any other commodity. No one has pointed out 
any such duty. Attorney-Examiner Disque, who held the first 
hearing in the hard coal inquiry, the one at Pittsburgh, closed 
it without any beating of the bushes to bring witnesses out of 
hiding, because no one was ready or manifested any desire to 
tell anything, if any one knew anything worth telling. 





Work for the Rail Mills—Steel-makers are represented, by 
men who should know the facts, as believing that the existing 
Program of the railroads will assure them orders for rails 
enough to keep the rail mills working from now until the mid- 
dle of the coming year. Therefore, they are not averse to the 
observance of a day of thanks as commanded by President 
Coolidge. The thing that strikes one who has had to listen to 
the contempt they manifest for the mouthings of those who 
fidence the men of the country in command of the money of 
their neighbors show in the stability of these United States and 
the contempt they manifest or the mouthings of those who 
want to shred the Supreme Court because it will not say the 
law is what they think it should be, and make over the country 
on the pattern of the small European countries that have been 
80 busy in the last fifty years trying experiments in government 
and industrialism that have cost them so much. It is recalled 
how that last spring, notwithstanding the threat supposed to 
be carried by the election of Magnus Johnson, Dr. Shipstead. 
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Frazier and Brookhart, the railroad executives adopted an am- 
bitious program calling for the expenditure of hundreds of mil- 
lions. This fall, notwithstanding the frightful colic given the 
country by the conspiracy of the rail and mine employes that 
culminated in the shop and mine strike, the United States Steel 
Corporation increased its dividend. Thereby that big industrial 
unit, headed by a Texan, incidentally gave the Wall Street 
gamblers a jolt, and also gave direct notice to the country that 
things looked good to its officers, notwithstanding the distress 
of the wheat farmers, and a considerable section of the live 
stock growing community. This steel-maker’s report coming on 
the heels of the fact that the railroads had just finished hauling 
the greatest number of loaded freight cars, caused the eupeptic 
to be inclined to the Pharasaicals and thank God their country 
was not like other countries, and to believe that the bark of 
the so-called radicals, most of them merely talking for effect, 
was much worse than any possible bite. 





Lo, the Poor Old Constitution.—The country seems to be in 
for a spree of constitutional argument. The state department 
and the British government have drafted a treaty giving this 
country the right to search British ships, suspected of rum run- 
ning, twelve miles outside the shore line of this land of the free 
and the home of the brave. In return for that curtailment on 
the rights of the British ships, this country is to give formal 
adhension to the doctrine that the power of a country extends 
no more than three miles beyond the shore line. Where Britain 
gains anything by that exchange for its ships is not yet ap- 
parent, but that is not what is going to produce the spree. The 
only obvious gain to British ships is that they may bring in 
booze under lock and seal for use on the return trip. Under 
the favored nation clause that is to be found in every treaty the 
same right must be given to the ships of every other nation 
that asks for it. That means that probably every ship coming 
into an American port, except an American, will be loaded to 
the gunwales with liquor, so that, in case of breakage, the sup- 
ply will not run short on the return trip. The controversial 
spree, however, will come from the query some one is sure to 
start, as to whether the treaty-making power can set aside 
the Constitution of the United States. The Supreme Court has 
ruled that both the Volstead law and the eighteenth amendment 
forbid the bringing of liquor into the country. How, then, can 
the proposed treaty be valid, is likely to be asked. The court 
also has decided that when Congress passes something in con- 
flict with a treaty that that treaty becomes even as a scrap of 
paper. But it is also considered as true that a treaty later than 
a statute has the effect of repealing the statute. That, however, 
is not universally conceded. No one, however, so far as known, 
has ever contended that by means of a treaty the Constitution 
can be set aside. However, as the ardent advocates of the dry 
state have hailed with such eviderces of delight the agreement 
with the British government, it would not be surprising were 
they to become preponents of the theory that, by treaty, the 
Constitution could be changed. 





Legislation by the Commission.—The Central Freight Asso- 
ciation lines, in their brief respecting an allowance by the IIli- 
nois Central to an industry at Cochem, IIl., suggests that the 
Commission lay down a rule defining how far a carrier may go 
in offering service to the public. While they did not say so, 
the implication of their suggestion was they would like to have 
the Commission say that a common carrier by railroad might 
not offer to perform service beyond a point designated by it as 
the point for dropping the freight the carrier had undertaken 
to carry for an industry that had a railroad track and engines, 
and to have it designate a point where the industry facilities 
and the common carrier should “interchange” freight, as if 
both were common carriers. There are probably at least six 
men who have had reason to study something about the law 
of common carriers who would be willing to suggest that en- 
larging or limiting the field a common carrier might occupy 
would be legislating. The law, as most men read it, is that a 
carrier must make rates that are reasonable and non-discrim- 
inatory. There is nothing in the statute, as the six mentioned 
read it, conferring on the Commission power to say, except to 
prevent discrimination or undue preference, what a carrier may 
not do in the way of transporting goods, unless the power is 
derived from the part of the law requiring it to initiate rates, 
which, under honest, efficient and economical management, will 
produce a fair return. It has never been suspected the Com- 
mission has the power to say a carrier may not send its en- 
gines upon any track it owns or can acquire, by any form of 
title, except when a prohibition is necessary to prevent waste 
of the carrier’s substance or unjust discrimination. In some 
places carriers load and unload carload freight. If the Commis- 
sion can forbid a carrier to undertake to deliver freight to an 
industry on the industry’s plant tracks, it is argued, it can also 
prevent loading and unloading of carload freight and thereby 
rob carrier management of another of its functions. The Illi- 
nois Central, in the eyes of many shippers, is a good deal of a 
he-man railroad, the management of which seems to think its 
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chief duty is to get business by fair means, regardless of how 
hot the getting thereof may make the competition for roads 
that are inclined to lean on the Commission to prevent legiti- 
mate competition getting too warm for comfort. At times it, 
like the Pittsburgh, Bessemer & Lake Erie, has been a thorn 
in the sides of some of its neighbors, but no one has ever ac- 
cused it of doing utterly foolish things. 





Undue Prejudice Damage.—While the almost unfailing reg- 
ularity with which the Commission finds it necessary to deny 
reparation in cases in which undue prejudice has been found 
has created the impression that reparation of account of undue 
prejudice is as extinct as Dido’s way of measuring land, the 
fact is believed to be shown as otherwise by the Commission’s 
decision in Lester & Toner, Inc., vs. Long Island et al., reported 
elsewhere in this issue. The Commission, time and again, has 
pointed out that the damage alleged must be proved with about 
the same, if not exactly the same, certainty as in a court of 
law before it can award a return of money. A finding of un- 
reasonableness is based on a finding that a tort has been com- 
mitted and the measure of the damage is the amount of money 
that has been wrongfully taken from the victim of the wrong 
doing. Some have argued that undue prejudice is just as much 
of a wrong as the charging of an unreasonable rate. However, 
that contention does not square with the law as found by the 
Commission. If a shipper has suffered damage by reason of 
undue prejudice there ought to be some way for him to prove 
it and when it has been proved the Commission must make an 
award, as it did in the case of the oyster shell shippers. An 
award of reparation is only prima facie in a court and unless 
the shipper has testimony that would stand up in court giving 
him an award, it has been suggested, would be a hollow mock- 
ery, because making him believe he had something when he 
had nothing. A. EB. H. 


SECURITIES ISSUE CASE 


The Trafic World Washington Bureau 


Arguing that the securities section of the interstate com- 
merce law, section 20a, is not unconstitutional, in a brief on 
equity docket No. 3986, the Pittsburgh & Western Virginia Rail- 
way Company and West Side Belt Railroad Company vs. Inter- 
state Commerce Commission and Harry M. Daugherty, attorney 
general of the United States, J. Carter Fort, attorney for the 
Commission, said that when the railroads were turned back 
to’ their owners after federal control, it had become apparent 
that the system of public regulation of carriers, which had been 
in effect for many years,- was inadequate to meet the require- 
ments of new conditions. Therefore after hearings a law was 
passed, the transportation act, “which, in many important fea- 
tures, was a departure from all prior regulation.” 

Continuing, he said, “the new scheme of regulation did 
not attempt to accomplish its end by any one particular re- 
quirement. It treated many phases of the railroad situation 
and treated each in the light of the treatment given to others. 
And, as a part of the scheme thus evolved and established, 
the Commission was given the power to regulate the security 
issues of the railroad companies engaged in interstate com- 
merce. Certainly legislation of this character, enacted after 
prolonged study, investigation and consideration, should not 
be disturbed in the absence of compelling reasons.” 

The object of the brief was to persuade the Court of Appeals 
of the District of Columbia to affirm the dismissal, by the 
Supreme Court of the District of Columbia, of a bill by the 
railroad companies mentioned seeking a mandatory injunction 
in the nature of a mandamus, the brief said, requiring the 
Commission to issue a certificate permitting the applicants to 
issue their securities to the amount they considered necessary 
to bring about the amalgamation of the Pittsburgh company 
and the Belt company so that the latter would cease to exist. 
The Commission denied the application because, in its opinion, 
“the overcapitalization here proposed would not be in the 
public interest.” 

The applicants proceeded upon the theory that the Com- 
mission had misconstrued the statute and that therefore 
that if it properly construed the act, it would take jurisdiction 
and issue the certificate. In the alternative they said if the 
Commission did not misconstrue the statute, then the section 
in issue was unconstitutional. 

The direct prohibition sought was the imposition and col- 
lection, by the Commission and the attorney general, of the 
penalties prescribed by the statute for the issuance of securi- 
ties or the assumption of liabilities without authorization 
by means of a certificate. 

Fort was of the opinion that the real end in view was to 
have the section of the act declared unconstitutional because, 
as he viewed it, that was the one ground upon which the car- 
riers involved might stand. And in respect of that ground he 
made the declaration that the transportation act, in many 
important features, was a departure from all prior regulation. 

As summed up by Fort, the contentions in behalf of the 
railroads were that the Commission misconstrued the statute; 
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that section 20a was not a regulation of commerce, but, on 
the contrary, was an invasion of the reserved rights of the 
states, and, therefore, unconstitutional; that section 20a was 
a delegation of legislative power and therefore unconstitu- 
tional; and, that section 20a took the property of the appel- 


lants (applicants) without just compensation and without due 
process of law. 

The greater part of the argument was devoted to the allega- 
tion of a lack of power of Congress to do what the Commission 
construed it had done, to invade the reserved powers of the 
states and to give to the Commission the power to regulate 
the issuance of securities on the pretense that such regula- 
tion would be a regulation of commerce between the states and 
with foreign nations. On that point, Mr. Fort discusses prac. 
tically every case that has been passed upon by the Supreme 
Court of the United States, and relied upon by the applicants 
to support their contentions. Summing up on that point, 
Mr. Fort said: 


It clearly appears from these opinions that section 20a, relative 
to the regulation of security issues, is not an enactment standing by 
itself, but is an integral part of a comprehensive system of regulation 
of interstate commerce and interstate carriers. Congress rightly con- 
sidered that the most essential and vital object of regulation was to 
bring about adequate transportation service, and that the credit of 
railroad companies was the foundation upon which railroad service 
rested. To the end that such credit might be rehabilitated and sus- 
tained, Congress took several steps, which are referred to above, and 
among them was the regulation of security issues. 

_ Appellants try to support their contention that there is no rela- 
tion or connection between interstate commerce and the issuance of 
securities by railroad companies engaged in such commerce by at- 
tempting to show that rates are fixed with reference to the value 
of the properties devoted to the public use and that, therefore, the 
amount of the capitalization of a railroad company is immaterial in 
so far as its rates are concerned. We will pass this question be- 
cause, regardless of the influence or lack of influence of the capitaliza- 
tion on rates, the effect of capitalization on credit and service is mani- 
fest_and is widely recognized. 

It is obvious that, as a general rule, a railroad company which is 
overcapitalized cannot earn a fair return on the face value of its 
securities. In such a case, however, there is a natural tendency on 
the part of the company to pay interest and dividends and to use for 
this purpose money which is in part made available by the failure 
properly to maintain its properties. If this course is followed the 
physical properties deteriorate, and the service for the public also 
deteriorates. If, on the other hand, the company follows the course 
of not paying its interest charges or dividends, as the case may be, 
the prices of its securities fall and its credit becomes impaired. In 
its weakened credit position it cannot market its securities except at 
prohibitive rates, if at all. It cannot furnish the public with adequate 
service because it cannot obtain money with which to provide the 
additional railroad facilities which are required by the constantly ex- 
panding needs of the country for transportation. 

An indication of the widespread appreciation of the effect of cap- 
italization of railroad companies upon the transportation performed by 
those companies, and the public interest therein, is to be found in the 
fact that almost all the states regulate such issues. And this regula- 
tion by the states, with some exceptions, has not been limited to rail- 
road companies incorporated under the laws of the regulating state, 


but has extended to all corporations engaged in transportation within 
the state. 


The other points were considered less exhaustively because 
coming more clearly within the principles laid down in the 
leading cases, as for instance, Louisville & Nashville vs. I. C. 
C. 184 Fed. 118, as to the legislative power and its delegation, 
and the Mottley case, 219, U. S. 467, as to the taking of prop- 
erty without due process of law. 


1. AND S. ORDERS 


In I. & S. No. 1947, the Commission has suspended from 
November 2 until March 1, schedules published in Nashville, 
Chattanooga & St. Louis I. C. C. No. 2897-A. The suspended 
schedules propose a readjustment of rates on logs from points 
on the Nashville, Chattanooga & St. Louis Railway to Buffalo, 
N. Y., Pittsburgh, Pa., and other points in the same destination 
territory which result in both increases and reductions. 

The following is illustrative: 


Rates are in cents per 100 Ibs., to Buffalo, N. Y., and Pittsburgh, Pa. 


From Present Proposed 
Wun ONE ics sve sinc ccdauicoseececoceces 8 36 
CERT HOMIE. o aiaiccivin saa ss dliaaneeSne, GOReeawaniwees 42% 4516 


In I. and S. No, 1948, the Commission has suspended, from 
November 5 until March 4, schedules ag published in Supple- 
ment No. 4 to Mobile & Ohio I. C. C. No. B-569. The suspended 
schedules propose to increase the present applicable rates of 
63 cents per net ton on limestone, carloads, from Columbia 
Quarry No. 2, Ill., and Krause, Ill., when for Missouri Pacific 
Railroad deliveries in St: Louis. The increases proposed ranged 
from 14 to 40 cents per net ton, varying according to the loca- 
tion of the industry to which delivery is to be made. 


STEEL CASE HEARING AGAIN POSTPONED 


At the request of the commissions of Pennsylvania, Ohio 
and West Virginia, the Commission has postponed the begin- 
ning of the joint hearing at Pittsburgh, in I. and S. 1929, from 
November 15 to November 19, at the same place. The later 
date is at the beginning of the week and assures that the 
hearing will not be broken into two parts by a Sunday. The 
case involves the short-hauls on iron and steel in western 
Pennsylvania, eastern Ohio and northern West Virginia. 
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Decisions of Interstate Commerce Commission 


WEIGHING RULES CASE 


The Commission has dismissed No. 13383, National Retail 
Coal Merchants’ Association vs. Baltimore & Ohio, et al., opinion 
No. 8831, 83 I. C. C. 328-30, finding that the rules, regulations 
and practices of the carriers relating to the weighing and re- 
weighing of anthracite and bituminous coal and coke are not 
unreasonable or unlawful. The defendants in this case were 
principally the sixteen railroads operating in Trunk Line and 
New England territories, although to a certain extent in Central 
territory. The complaint was filed in December, 1921. As re- 
stricted at the argument, the retail coal dealers asked for the 
prescription of rules that should incorporate the following prin- 
ciples: 

1. A shipper may be required to pay freight only upon the 
actual, accurate weight of the shipment. A carrier, therefor, may 
not provide that weight ascertained at origin, destination or on a 
particular scale shall govern; nor, by that means, exempt itself 
from liability to the shipper for loss of property in transit. 

2. A shipper is entitled to re-weight upon request; and is 
entitled to show by re-weighing or by some other means, that 
the weight sought to be used is erroneous. 

8. Where a shipper requests the re-weight of a shipment. 
and the re-weighing shows error, beyond the limit of tolerance 
fixed, (a) no charge shall be made for the re-weighing service; 
and, (b) freight charges shall be collected on the corrected weight, 
only. 

4, The total tolerance, for all purposes, should not exceed 
one per cent of the minimum weight, minimum 500 pounds. 


The Commission said the complainant introduced no evi- 
dence in support of its contention. Instead, it said, its counsel 
after introducing evidence to show authority to bring the com- 
plaint, merely referred to the various objectionable provisions 
of the tariffs and stated that certain other provisions should be 
contained therein. 

The complainant, the Commission said, relied upon section 
15 (7) of the act, placing the burden upon carriers to justify a 
rate, fare or charge increased since January 1, 1910, and also 
upon the Commission’s decision in In Re Weighing of Freight 
by Carrier, 28 I. C. C. 7, decided June 18, 1913. When the 
complainant failed to introduce evidence the defendant rested. 
They said the duty rested upon the complainant to show there 
had been increases since January 1, 1910, before the statute 
placing upon carriers the burden of justifying increases could 
be invoked. They asserted that under the issues the only tariff 
provision assailed, which constituted a greater burden upon 
shippers than the rule enforced on January 1, 1910, was a provi~ 
sion in the tariff of four of the defendants for a moisture toler- 
ance in addition to scale tolerance. 

Subsequent to the decision in the Weighing of Freight Case, 
the Commission said, a code of rules governing the weighing 
and reweighing of carload freight incorporating many of the 
principles enunciated in the report, was adopted by the Amer- 
ican Railway Association and approved by the National Indus- 
trial Traffic League. The Commission said it had also endorsed, 
the code of rules and recommended its use throughout the coun- 
try. That endorsement, the Commission said, was subject to 
its right and duty, upon complaint, to inquire into the legality 
of any rule or rules. The moisture tolerance, the railroads 
claimed, was published pursuant to a note in the code adopted, 
Saying that tolerance on coal did not include difference in 
weight due to evaporation, which should be determined and 
published in initial carrier’s tariff. They relied upon the Com- 
mission’s endorsement of the code as sufficient justification to 
shift the burden which the statute had placed upon them. The 
complainant cited Northwestern Traffic and Service Bureau 
vs. Railway Company, 47 I. C. C. 549, in which the Commission 
condemned increased total tolerance as not having been justified 
and required its cancellation. In that case, the Commission 
said, there was evidence of record concerning actual shipments 
which indicated the tolerance, provided by the tariffs were 
too high. 

In disposing of this case, the Commission quoted the lan- 
guage it had used in Dallas Freight Bureau vs. M. K. & T., 12 
I. ©. C. 427, and said it was applicable in large measure in the 
case, as follows: 


_ The case seems to have been thrown together as if the Com- 
Mission needed only to have the opportunity presented to it in 
ae to take favorable action. But we are administering this 
aw upon no such basis. We are authorized under the act to 
+t a reduction in rates only when it is made to appear that 

€y are unjust, or unreasonable, or unjustly discriminatory, or 
unduly preferential. Complainants must, therefore, prove the 
issues that they raise by competent testimony or make out a 
Prima facie case sufficiently clear and strong to require the Com- 
tenon in the public interest to enter upon an investigation of 

S Own to ascertain the merits of the complaint. 


To that earlier comment in this case it added the following: 








As a basis for the entry of an order directing changes in the 
tariffs and practices of carriers we must have some reason 
able ground upon which we can be satisfied that the law is being 
violated. In so far as the burden in this case rests upon de- 
fendants, we find that it has been sustained. An order dismissing 
the complaint will be entered. 


CARRIER CONVENIENCE CASE 


Reparation has been awarded in No. 13901, Portland Flour- 
ing Mills Company vs. Northern Pacific et al., opinion No. 8846, 
83 I. C. C., 366-8, on a finding that refrigerator cars furnished 
by the Northern Pacific in lieu of box cars for the transporta- 
tion of flour from Dayton, Wash., to Memphis, Tenn., in January 
and February, 1921, were furnished for the carrier’s, convenience 
and to have resulted in the collection of minimum carload 
charges which were unreasonable, 

The shipments, nine in number, moved in refrigerator cars. 
The applicable tariff provided a joint rate of 81.5 cents from 
Dayton to Memphis in connection with a rule providing that 
“Rates in items making reference to this rule will be subject 
to carload minimum weight of 80,000 pounds, except that when 
cars of less than 80,000 pounds capacity are furnished, minimum 
weight will be marked capacity of car used, but not less than 
60,000 pounds.” Each of the cars was loaded to full visible 
capacity. Four had a marked capacity of 90,000 lbs. The 
actual weight of the loags varied between 61,085 and 68,102 
pounds. The other five had marked capacities of 60,000 pounds 
or less but the actual weight of the loads in no case exceeded 
50,240 pounds. 

In accordance with the rule charges were collected at the 
81.5 cents on a minimum of 80,000 pounds on the first four cars 
and the 60,000 minimum on the other five. Complainant con- 
tended the charges in excess based upon the rate and actual 
weight were unreasonable and asked for reparation to that basis. 

The railroads claimed the shipper agreed to accept cars of 
lower minimum capacity than 80,000 pounds and that charges 
should havé been collected upon the basis of actual weight at a 
rate of 94.5 cents. On that basis the complainant would be 
entitled to a return of overcharges amounting to $246.85, which 
the defendants said they were willing to pay. 

The case arose by reason of a dispute as to the orders for 
cars given by the shipper. The Commission said the orders 
on their face bore clear marks of inaccuracy. It said the con- 
sent of the complainant had been obtained to the furnishing of 
refrigerator cars, yet the designation of box cars appeared 
in the car orders and as to the orders, the descriptions of the 
cars were not in all cases uniform. As a reason for its finding 
of unreasonableness, the Commission made a recital of facts 
as follows: 


This transaction in its inception was an order by complainant 
upon defendant to furnish 80,000-pound cars. At defendant’s in- 
stance cars of less capacity were offered. Whether or not the 
complainant agreed to accept them was immaterial. Under the 
rule above quoted the carrier was bound to furnish the equipment 
specified or its equivalent. The willingness of complainant to 
receive the equipment offered and furnished by the carrier does 
not change the essential character of the transaction from the 
beginning. The only fair inference is that these refrigerator 
cars were furnished at the carrier’s convenience and that the 
a rule and the charges assessed thereunder were ap- 
plicable. 

The next question is the reasonableness of applying the 80,000 
and 60,000 pound minima to cars which could not be loaded to 
those capacities. Some question was raised upon the record as 
to what was the correct marked capacity of some of these cars, 
but the conclusion reached herein makes this point immaterial. 
We have many times condemned the assessment of charges based 
on a minimum weight to which cars are incapable of being loaded, 
Armour Grain Co. vs. Director General, 58 I. C. C., 306; Northern 
Grain & Warehouse Co. vs. O. T. Ry. Co., 55 I. C. C., 101; Same vs. 
Director General, id. 488; Armour & Co. vs. Director General, 63 
I. C. C., 369; Same vs. Same, id. 373. 


-RECONSIGNMENT CHARGES 


A definite finding that reconsignment privilege attaches as 
of the date a shipment moves has been made in No. 13835, Caro- 
lina Portland Cement Company vs. Director-General, opinion 8854, 
83 I. C. C., 388-92. The Commission found that four carloads of 
shingles, that moved in February and March, from points in Brit- 
ish Columbia and Washington to destinations in Mississippi and 
Alabama, one of which was reconsigned at Minnesota Transfer 
and again at Memphis, and the other three at Memphis, were 
overcharged, because reconsignment charges not in effect at the 
time the shipments moved were collected. Heretofore there 
has never been a definite ruling that the reconsignment charges 
in effect at the time the shipment was begun were the only 
ones that could be exacted. The Director-General claimed redcon- 
signment was like démurrage and that the charges were to be 
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assessed in accordance with the tariffs in effect at the time of 
the assessment. 


NITRATE OF AMMONIA RATES 


The Commission has dismissed No. 13962, E. I. du Pont de 
Nemours & Company vs. Director-General, opinion No. 8849, 83 
I. C. C., 374-6, holding rates of $1.08 and $1.35 charged on 14 
carloads of nitrate of ammonia, shipped between April, 1918, and 
December, 1919, both inclusive, from du Pont Spur, Wash., to 
Ramsay Mont., were not unreasonable. The allegation was they 
were unreasonable to the extent they exceeded rates of 50.5 and 
63 cents. Prior to the making of shipments the complainant 
requested rates to Ramsay comparable to rates to Bacchus, Utah, 
where the plant of a competitor was located. The request was 
denied on the ground that the rates to Bacchus were too low 
and were made to induce the establishment of the competing 
plant at that point. Nearly two years after the traffic moved, 
the reductions were made, upon the insistent demands of the com_ 
plainant, the report said. The Director-General said the reduc- 
tions -were not an admission of unreasonableness of the prior 
rates. 

The Commission repeated what it had frequently said about 
a subsequent reduction affording no presumption of unreason- 
ableness. 
the rates attacked were not unreasonable. 


EXPORT RATES APPROVED 


On all except one small point the Commission has ruled 
against the complainants in No. 11025, Pritchard-Wheeler Lum- 
ber Company et al. vs. Director-General, Missouri Pacific et al., 
and a sub-number, Desha Lumber @ompany et al. vs. Same, 
opinion No. 8810, 83 I. C. C. 260-63. It found that the present 
rates on lumber and articles taking the same rates from Bo- 
nita, Lake Providence, Transylvania, Alsatia, Sondheimer, Bas- 
trop and Wisner, La., to New Orleans, for export, were not un- 
reasonable, and, with the exception of the rate from Bastrop, 
not unduly prejudicial. It said the undue prejudice against 
Bastrop should be removed by giving it a rate not higher than 
the one contemporaneously maintained from Collinston. 

The complaints, the Commission said, were founded, largely, 
on the fact that the rates for export were higher than the con- 
temporaneous domestic rates to New Orleans, when they were 
filed. Domestic rates did not call for absorption of terminal 
charges. After March 20, 1921, it said, export rates did not in- 
clude the cost of unloading the cars at the wharves. 

According to a table in the report on the case the domestic 
rates from Collinston and Bastrop, July 25, 1922, became 15.5 
cents but the export rate from Bastrop for direct movement 
via the Missouri Pacific became 17 cents, while from Collinstom 
it was 15.5 cents, the same as the domestic. The rate from 
Bastrop when not by the direct line of the Missouri Pacific 
was 23, while the rate for indirect movement from Collinston 
was only 21 cents. 


The Commission said that an adjustment made, June 30, 
1921, was satisfactory to the complainants notwithstanding 
that the rate from Bastrop then, on export, was two cents higher 
than from Collinston. 


RICE OVERCHARGE REPARATION 


An order requiring the return of an overcharge by way of 
reparation has been made in No. 18720, Standard Rice Company, 
Inec., vs. Galveston, Harrisburg & San Antonio et al., opinion No. 
8822, 83 I. C. C. 305-6. The Commission said the applicable 
rate on a shipment of clean rice from Houston, Tex., to Albu- 
querque, N. M., in March, 1921, was not unreasonable but that 
the shipment was overcharged. The charges were collected on 
the basis of a combination of $1.58. The Commission found the 
applicable combination was $1.215. The complainant routed 
the carload involved “S. P., El Paso, Santa Fe.” At the time 
of the movement there was in effect a rate of $1.015 in effect 
via the direct line of the Santa Fe. The complainant contended 
the rate was unreasonable to the extent it exceeded $1.015 and 
asked for the establishment of a joint rate of that amount. 
The Santa Fe opposed the establishment of that joint rate over 
its rails in connection with the Southern Pacific, contending it 
was entitled to the long haul and that complainant could have 
obtained that rate by routing the car over its rails. 

The Commission found a lower combination over the route 
of movement, consisting of a $1 transcontinental rate to Sandia 
and a rate of 21.5 from that point to Albuquerque. The Santa 
Fe claimed that that $1 rate was not applicable on traffic out of 
Houston because there was no agreed basis of divisions and no 
arrangement for the interchange of traffic with the Southern 
Pacific at El Paso. The Commission said there was no restric- 
tion on the route and that it was no excuse for non-application, 
to say the carriers had not agreed upon divisions. 

The Commission said there had been no showing of public 
necessity for such a joint rate as had been requested. It said 
shipments of clean rice from Houston to Albuquerque were 
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infrequent, the complainant’s shipments being about one carload 
a year, and that there had been no showing that the applicable 
rate was unreasonable. 


COTTON RATES CONDEMNED 


The Commission in a report on No. 13251, M. H. Wolfe 
& Company vs. Director-General, International & Great North- 
ern, et al., opinion No. 8821, 83 I. C. C. 301-4, found charges 
collected on cotton shipped from points on the Sugar Land 
Railway to Houston, Tex., for concentration, thence reshipped 
to Galveston, for export, unreasonable and awarded repara- 
tion. The Commission found the charges unreasonable to the 
extent that they exceeded, exclusive of wharfage and loading 
charges, 34 cents from Sugar Land, Trammels, Cabell, De Walt 
and Imperial, 40 cents from English and 44 cents from Otey. 

The shipments, 508 bales of cotton, were moved into Hous- 
ton between August, 1918, and April, 1919. There the cotton 
was purchased by the complainant and after being compressed 
was shipped. out over the International-Great Northern to Gal- 
veston, 48 miles. At the time the shipments moved, the Sugar 
Land Railway was not under federal control. Charges were 
assessed, inbound, to Houston at the local any-quantity intra- 
state rate of 25 cents. The outbound shipments moved in 
seven carloads, of which five were on domestic bills of lading 
carrying the notation “For Export,” and two on export bills 
of lading. On the two last mentioned, a rate of 25.5 cents, in- 
cluding wharfage of 1.5 cents, was assessed. The rate applicable, 
the Commission said, was 22.5 cents, including wharfage. A 
rate of 21 cents was assessed on three of the other shipments, 
and 24 cents on two, exclusive of wharfage charges. The five 
shipments were loaded by the shipper, and the applicable rate 
under such conditions, the Commission said, was 21 cents. 
Four of them, it said, were overcharged. 

Complainant contended that if the joint rates upon this 
concentration were not applicable, the rates charged were 
unreasonable to the extent they exceeded them. The question 


“arose by reason of the cancellation of export rates and the 


consequent application of either the joint interstate or intra- 
state rates. The joint rates carried in one of the Fonda 
tariffs restricted the application of the through rates from 
point of origin to destinations “in the United States and Canada.” 

_In disposing of the case, the Commission said that retro- 
active effect was not ordinarily given to a transit service in 
the absence of discrimination or undue prejudice or damage 
thereunder, but that the situation here presented could not 
be regarded in the same light as a newly established transit 
arrangement. Concentration, it said. was permitted before 
and after June 25, 1918, on all cotton shipped from points on 
the Sugar Land to Houston, reshipped to Galveston, except that 
intended for export. No justification was shown, it said, for 
the exclusion from this arrangement of cotton intended for 
export. In view of the fact that cotton usually moved into con- 
centration points to be shipped out at the balance of the joint 
rates from point of origin, the Commission said it seemed 
unreasonable to make cotton for export the only exception to 
the rule. 

The Director-General, the Commission said, questioned the 
propriety of an award of reparation to complainant on the 
ground that it did not pay the inbound charges to Houston. 
The complainant bought the cotton at Houston at prices which 
included the freight charges to that point, the Commission 
said. Outbound charges were paid by the complainant. The 
damage arose, the Commission said, from the failure of the 
defendants to accord complainant’s shipments the same treat- 
ment accorded the similar shipments moving interstate and 
Intrastate. The Director-General’s further contention, that the 
complainant did not comply with the rules of the transit tariff, 
the Commission said, ‘was not borne out by the record. 


CARETAKER RULE CASE 


_ In a report on No. 13461, Sioux City Live Stock Exchange VS. 
Chicago, St. Paul, Minneapolis & Omaha et al., opinion No. 8806, 83 
I. C. C. 243-7, the Commission said the rules governing the 
transportation of caretakers of live stock shipped from points 
in southeastern Minnesota to Sioux City, Iowa, and South St. 
Paul, ‘Minn., were unduly prejudicial to Sioux City and ship 
pers of live stock thereto, and unduly preferential of South St. 
Paul and shippers of live stock to that point. It ordered the 
carriers not later than January 28, to apply the interstate 
rule on the intrastate traffic involved. 

The complaint alleged the rule governing the transportation 
of caretakers of cattle, hogs, and sheep to Sioux City from 
points on the Great Northern from Willmar, and Mankato on 
the Omaha to Minnesota points on the south thereof, was unduly 
prejudicial. The complainant was interested in one-car lots 
and the application of the rules to such shipments. The inter- 


state rule provided for the free transportation of one care 
taker one way with a single carload of live stock. The Min- 
nesota rule provided for the free transportation each way, when 
the caretaker was in charge, of from one to four cars. 
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The Commission said the same issues were before it in a 
complaint by the same organization against the same principal 
defendant and reported in 47 I. C. C. 279. That case, as well 
as this one, the Commission said, grew out of the maintenance 
within Minnesota of a rule more liberal than the one main- 
tained to Sioux City, and generally throughout that territory 
in connection with interstate traffic. During federal control 
the interstate rule was uniformly applicable over lines under 
federal control. Following the termination of government con- 
trol, the Minnesota statute was reenacted and modified so as 
to require the furnishing of first class return transportation. 

The Commission’s order had expired by statutory limita- 
tion, so the carriers reinstated the Minnesota rule in 1921. 
This case Was brought with the view to having the interstate 
rule applied on traffic to the markets in close competition, 
with the result, as before set forth, of the Commission again 
condemning the state rule and requiring the reestablishment 
of the interstate rule so as to remove the undue prejudice. 


RULE FOUND UNREASONABLE 


In a report on No. 13315, Arlington Silver Mining Com- 
pany vs. Great Northern et al., opinion No. 8809, 83 I. C. C. 
955-9, with Commissioner Hall concurring, the Commission 
found unreasonable the rules governing released rates on ore 
from Okanogan, Wash., to Bradley, Ida. It prescribed a rule 
in lieu of the one condemned and directed that it be made 
operative not later than January 3. 

The complaint alleged that the defendants’ rules governing 
declared values and released rates on ore were unjust, unrea- 
sonable and discriminatory. The complainant, at the time of 
filing the case, was developing a mine which yielded ore con- 
taining silver, lead and copper. It had to haul its ore by wagon 
to Okanogan, at a cost of about $10 per ton. The ore, there- 
fore, is sorted by hand at the mine, at a cost of about $8 per 
ton, to the end that only the higher grades may be offered for 
transportation. This hand-sorted ore is shipped to a smelter 
at Bradley at an average rate of about $5 per ton. The average 
value found upon assay at the smelter before deducing freight 
charges was about $35.66 per ton. The present rates on ore 
and concentrates from Okanogan to Bradley run from $4.75 to 
$6.75 per ton, based upon “declared or agreed value per ton 
of 2,000 pounds, not to exceed (subject to rule 2, ‘Valuations’) 
$30, $40, $50, $60, $70, $80, $90, $100 and over $100,” respectively. 
Rule 2 is as follows: 


VALUATIONS 
Note A. The value declared in writing by the shipper or agreed 
upon in writing as the released value of the property, as the case 
may be, must be entered on Shipping Order and Bill of Lading as 
follows: 
“T hereby declare the value of the ore (or Concentrates, Mill or 
Smelter Products) herein described as $ per ton of 2,000 Ibs.”’ 


Cee e eee meee ee eeeee ee eeseeeeeeeee 


(Shipper’s Signature.) 


Or: 

“The value of the Ore (or Concentrates, Mill or Smelter Products) 
herein described as (is?) hereby agreed upon as $ per ton of 
2,000 Ibs.’’ 

(Shipper’s Signature.) : 

Note B. Ore, Concentrates and Smelter or Mill Products subject 
to Notes ‘“‘A” and “B” will be waybilled from point of origin at 
rate dependent upon value declared in writing by the shipper or 
agreed upon in writing as the released value of the property, such 
declared or released value being for the purpose only of limiting car- 
rier’s liability in case_of loss or damage. ; 

After arrival at Smelter, Mill or other industry to which ship- 
ment is consigned, rate will be revised and freight charges assessed 
in accordance with values before deducting freight charges, on which 
settlement is made between shipper and consignee on basis of re- 
turn or assay by such smelter, mill or other industry and such 
value shall be determined and certified to the carrier by the smelter, 
mill or other industry to which shipment is consigned. Carriers. 
reserve the right to verify the valuation by special assay or other- 


wise, 

The Commission said the complainant sought to ship at 
the present rates based upon declared values without the ap- 
plication of the second paragraph of note B, because, on such 
basis, it could overcome the disadvantage of its location. It 
contended, the Commission said, that since the tariff rules 
provided for rates based upon the declared and agreed values, 
ithad the right under the Cummins amendment to ship at the 
lower freight rates based upon declared or agreed values with- 
out subsequent revisions of charges at destination based on 
assayed values at the smelter. 

The Commission said the plain purpose of the second para- 
graph of note B of rule 2 was to make the value determined 
by smelter assaying the basis of the freight rate. Upon com- 
Dlainant’s theory of the Cummins amendment, it said that 
portion of the rule was void, and the applicable rates had to 
be determined according to the values declared in writing by 
the shipper. Under defendants’ theory, the Commission said, 
that portion of the rule had to be observed and the only effect 
of the Cummins amendment, which affected the limitation of 
liability and not the rates, was to make void the attempted 
limitation of liability which the declaration of value by the 
shipper would otherwise entail. Neither of those views, the 
ommission said, could be accepted. It said the complainant’s 
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position was at variance with the plain wording of the tariff, 
and that there was no inhibition in the act against rates based 
on actual value. It said the railroads’ view overlooked the fact 
that the rates and rules which .governed their application were 
published under authority of a released rates order issued in 
accordance with the provisions of the second Cummins amend- 
ment to section 20. It said that by virtue of the released 
rates order, the declaration of value by the shipper limited 
the carriers’ liability in case of loss or damage. . 

Further discussing the law, the Commission said it was 
not necessary for carriers to obtain its authorization under the 
second Cummins amendment to publish rates based upon 
smelter returns when there was no tariff provision for declara- 
tion or agreement as to value. The Commission distinguished 
this case from the Gold Hunter case, 63 I. C. C. 234, by saying 
that the rule in that case did not provide for a declaration or 
agreement of value limiting liability, but merely for a revision 
of freight charges at destination on the basis of smelter values 
before deducting freight charges. 

The defendants opposed the complainant’s construction of 
the present rule, but said that they did not desire to retain 
the released rates features in connection with lower rates in 
the Northwest. They said they desired to restore a rule for- 
merly in their tariffs, similar to the rule in the Gold Hunter 
case or to substitute a rule which governed ore rates from 
other mining points to Bradley. 

The Commission said that under the rule under considera- 
tion if the complainant declared a value and the shipment was 
lost it could not recover the actual value. If the shipment went 
to destination, the Commission said, complainant lost the bene- 
fit of the lower rate in consideration of which it was willing 
to limit the amount of its recovery. Either basis of determining 
the applicable rate standing alone, the Commission said, would 
be lawful. But, it said the defendants could not be permitted 
to limit their liability, even though they did so under appro- 
priate authority from the Commission, then assess on the same 
shipment a rate in excess of that provided for in the liability 
they assumed on that shipment. ‘ 

The Commission said it found that a rule which provided 
for the assessment of charges on the basis of rates dependent 
upon values, before deducing freight charges, as determined 
and certified by the smelter, mill, or other industry, to which 
the shipment was consigned, without providing that the ship- 
ment should be waybilled at rates dependent upon the value 
declared in writing by the shipper, or agreed upon in writing 
as the released value of the property, would be a reasonable 
rule to apply in the future. 


STEAM TURBINE REPARATION 


An award of reparation on account of overcharges found in 
the prior report in the case has been made in No. 11417, North- 
west Steel Company et al. vs. Director-General et al., opinion 
No. 8820, 88 I. C. C., 298-90, on steam turbines shipped from 
Schenectady, N. Y., and Trenton, N. J., to Portland, Ore., 
between April 13, 1918, and April 1, 1919. The original report 
in the case was made in 68 I. C. C., 195. The Commission 
directed a- refund of the overcharges found by it but issued no 
order. Refund not having been made the case was reopened 
to determine the amount of the reparation due the complain- 
ant. The sum found to be due was $7,125.15. The order directs 
the Director-General to pay that sum not later than January 2, 
1924, with interest from February 15, 1919. 

The Director-General contended no order of reparation 
could be made lawfully against him on shipments made to the 
Columbia River Shipbuilding Corporation or the Willamette 
Iron & Steel Works. The turbines shipped to the shipbuilding 
corporation were used by the complainant because the ship- 
building corporation was not ready to use the turbines when 
they arrived. The Willamette works were operating under a 
contract with-the complainant to outfit boats built by it. The 
evidence as to who paid the bill for the shipbuilding corpora- 
tion turbines the Commission said was not clear, but the evi- 
dence that the complainant bore the charges, it said, was un- 
contradicted. The Willamette works paid the freight bill and 
the complainant reimbursed it. The contention of the Director- 
General that no order could be made lawfully against him was 
based on section 3477 of the Revised Statutes, forbidding assign- 
ment of claims against the government except in circumstances 
not in this case. The shipbuilding and Willamette works 
assigned all claims for reparation on account of unreasonable 
or otherwise unlawful charges. The Commission said such 
assignments were not necessary because the charges as such 
were borne by the complainant and it therefore was the party 
entitled to’ reparation. 


UNDUE PREJUDICE FOUND 


A finding of undue prejudice and an order to remove it not 
later than January 30 have been made in No. 13420, Colorado 
Culvert & Flume Company vs. Atchison, Topeka & Santa Fe., 
et al., opinion No. 8812, 83 I. C. C., 267-70, on account of rates 
on galvanized, corrugated sheet-iron and sheet-steel culverts or 
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culvert pipe, from Pueblo, Colo., to destinations in Kansas, 
Nebraska, South Dakota, Montana, Idaho, Wyoming, Utah, Ari- 
zona and New Mexico no higher than the rates on straight 
riveted sheet-iron and sheet-steel pipe, U. S. standard gauge 
or thicker, and of the same inside diameter as culvert pipe, 
carload minimum 24,000 pounds, subject to rule 34 of the Con- 
solidated Classification. The Commission also said that the 
defendants should revise and clarify their classification ratings 
on culvert and culvert pipe. Fourth class, 20,000 minimum, 
subject to rule 34, was applied. The complainant contended for 
class A subject to a minimum of 24,000 pounds subject to rule 
34. <A similar contention, the Commission said, was overruled 
in Galion Iron Works, 60 I. C. C. 515. The complainant said 
shippers of straight pipe with which it competed were permitted 
to ship on class A rates, hence its contention for itself in that 
regard. The Commission, however, said that there were no 
transportation conditions warranting any higher rates on the 
corrugated than on the straight pipe. It said the differences in 
rates were due to the methods of publication, but that that was 
no justification for the undue prejudice against the shipper at 
Pueblo and preference for its competitor at Dubuque. 


FURNITURE ADVANCES FORBIDDEN 


In a report on I. and S. No. 1861, Furniture, Western Trunk 
Line Territory on and East of the Missouri River to Denver 
and Related Points, opinion No. 8819, 83 I. C. C., 293-7, the Com- 
mission said the carriers had not justified the increases proposed 
on furniture, except certain articles of bedroom furniture such 
as beds, bureaus, chiffoniers, small tables and washstands, mini- 
mum 20,000 pounds. It ordered them to cancel the schedules 
and discontinue the proceedings. The carriers said the sched- 
ules were filed to correct an error made in August, 1921, when, 
on advice from the Commission, that rates based on value had 
to be authorized before they could be made lawful, the carriers 
made a revision of rates. They said they preferred to eliminate 
the supposed conflicts rather than ask authorizations. The 
suspended schedules, the Commission said, restricted the rates 
to furniture of the description contained in the tariff in effect 
prior to the change of August, 1921. The Commission said no 
explanation was made as to why no effort had been made to 
rectify the purported error prior to the filing of these schedules. 
It pointed out that on September 15, 1921, the rates from the 
Mississippi river was increased to correct an error made in the 
changes made at the time the purported error involved in this 
case was made, 


REVERSE DIRECTION RATE 


A finding of unreasonableness, an award of reparation and 
an order to establish a reasonable rate have been made in No. 
14212, Armour & Company vs. Pennsylvania, opinion No. 
8818, 83 I. C. C., 289-2, as to a third-class rate of 17 cents on 
frozen lambs, between Merchants Refrigerator, Jersey City and 
points within the lighterage limits of New York Harbor. The 
shipments were made between September, 1920, and May, 1922. 
The complainant asked for a rate of 6.5 cents plus $6.50 per 
car. Some of the shipments moved from shipside to the freezer 
and some from the freezer to shipside. The rate from the 
freezer to shipside was 12.5 cents, which was reduced July 1, 
1922, by the Erie and Lackawanna to 11.5 cents. 

The Commission said it could not see how this case could 
be distinguished, in substance, from Armour & Company vs. Di- 
rector-General, 78 I. C. C. 65, in which it said it condemned a 
third-class rate of 17 cents from the freezer to shipside as un- 
reasonable. In the instant case there were movements in both 
directions. The services were so nearly analagous that in its 
judgment the same rate should have prevailed each way. It 
found the rate unreasonable to the extent it exceeded 12.5 cents 
at the time of movement and directed the establishment of a 


rate of 11.5 cents not later than January 4 and awarded repara- 
tion. 


CIRCUITY RELIEF GIVEN 


The Commission has dismissed No. 14207, Sankusky Cooper- 
age & Lumber Company vs. Nashville, Chattanooga & St. Louis 
et al., opinion No. 8813, 83 I. C. C. 271-4, finding the rates on 
slack staves, heading and hoops, from points in Arkansas, Mis- 
souri and Mississippi to Sherwood, Tenn., not unreaonable or 
unduly prejudicial. In fourth section order No. 8824, based on 
application No. 458 of the principal defendant, No. 1548 of the 
Southern and No. 2494 of the St. Louis-San Francisco it gave 
relief, to the circuitous lines from Algoa, Ark., and other points 
in Arkansas, Missouri and Mississippi as to traffic to Chat- 
tanooga passing through Sherwood subject to the equi-distance 
rule, and provided that the excess at intermediate points should 
not exceed three cents, and with the further proviso that if 
the present rates at Chattanooga were increased, the rates to 
Sherwood and other intermediate points should not go up, and 
that the lowest combination should not be exceeded. According 
to the Commission, the complaint was against the factor from 
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Memphis, over the line of the Nashville, Chattanooga & St. Louis, 
The complainant showed rates, revenues and so forth, but the 
Commission said the value of that testimony was impaired by 
the inability of the complainant’s witness to testify as to operat. 
ing conditions. It observed that that line was through moun. 
tainous parts of Tennessee. 


DIRECTOR-GENERAL TO PAY 


In a report on No. 13261, United Iron Works, Inc., vs. Diree. 
tor-General et al., opinion No. 8815, 83 I. C. C. 282-4, the Com. 
mission found unreasonable a rate of 20 cents per 100 pounds op 
sand shipped from Kansas City to Okmulgee, Okla. ,in April, 
1918, to the extent it exceeded 10 cents and ordered the Direc. 
tor-General and defendants other than the Kansas City Southern 
to make reparation on one carload, not later than December 31, 
The Director-General offered to submit the claim on the informal 
docket if the complainant would accept reparation on the basis 
of the 10 cent rate (established after the shipment moved) plus the 
increases of June 25, 1918, and waive that part of the reparation 
which would accrue against the Missouri, Oklahoma & Gulf. 
The complainant declined and asked for an order for the full 
amount, against the Director-General and the Okmulgee North. 
ern. The last mentioned, apparently, the Commission said, was 
not under federal control. 

The Director-General contended the Missouri, Oklahoma & 
Gulf, since reorganized into the Kansas, Oklahoma & Gulf, was 
not under federal control and that the complainant slept on 
its right in so far as that road ;‘was concerned by not filing its 
claim with the receiver within the time set by the court. The 
Commission said there was no proof of the alleged requirement 
of the court, or of the alleged non-compliance therewith by the 
complainant. 

Inasmuch as parties to a joint rate are jointly and severally 
liable, because the charging of an unreasonable rate is a tort, 
the Commission did not concern itself with the intricacies of 
payment but directed the defendants, other than the Kansas 
City Southern, to pay the award not later than December 31. 
The Director-General, the Commission said, was the only defend- 
ant that appeared. 


APPLE REPARATION ORDERED 


A finding of unreasonableness and an order of reparation 
have been made in No. 14231, Klein-Simpson Fruit Company vs. 
Atchison, Topeka & Santa Fe, opinion No. 8816, 83 I. C. C. 285-6, 
as to a rate of $1.215 imposed on apples shipped in carloads from 
Los Angeles, Calif., to Phoenix, Ariz., in April and May, 1921. 
The Commission said it was unreasonable to the extent it ex 
ceeded a subsequently established rate of 86.5 cents and directed 
reparation to that basis. The 86.5 cent rate was established as 
a result of the Commission’s finding in Phoenix Chamber of 
Commerce vs. Director-General, 62 I. C. C. 368. 


OVERCHARGE REFUND DIRECTED 


Refund of overcharges has been directed in No. 13838, 
Tuffi Bros. Pig Iron & Coke Company vs. Pittsburgh, Cincin- 
nati, Chicago & St. Louis et al., opinion No. 8837, 83 I. C. ¢ 
341-2. The complaint alleged that the rate on seven carloads 
of coke shipped from Indianapolis to Marshalltown, Ia., between 
August 22 and October 16, 1921, was unreasonable and in vi0- 
lation of the third and fourth sections. A combination of $6.7] 
was imposed, based on Chicago. Under the intermediate 
clause, the Commission said, a rate of $5.20, the rate to Water 
loo, Ia., was applicable at Marshalltown. It held the combine 
tion imposed illegal to the extent of 97 cents per ton and di 
rected refund to that basis. 


LUMBER RATE NOT UNREASONABLE 


The Commission has dismissed No. 13566, Central Pent 
sylvania Lumber Company vs. Director-General, Susquehanna 
& New York et al., opinion No. 8833, 83 I. C. C. 333-4, on 4 
finding that the rate of 22.5 cents on lumber, from Mastel, 
Pa., to York, Pa., in November, 1919, was not unreasonable. 
Reparation was sought. to the basis of a subsequently estab 
lished rate of 14.5 cents. If routing had not been specified, the 
14.5-cent rate, the Commission said, would have been the propé 
one to have applied. 


REPARATION ON CINDERS 


Reparation on account of an unreasonable rate on cinders 
has been awarded in No. 13634, Omaha Chamber of Commercé 
vs. Director-General, opinion No. 8824, 83 I. C. C. 310-12. Com 
plaint was made against a rate of five cents per 100 pounds 
on twenty carloads of cinders shipped in January, 1919, and 
December, 1918, from South Omaha to Fort Crook, Neb. The 
cinders were bought by the Chamber of Commerce and givél 
to the military authorities at the fort to surface the road be 
tween South Omaha and the fort. In March, 1919, the rate wa 
reduced to 30 cents per ton plus the stock yards’ switchiné 
charge of $3, which, under the five-cent rate, had been absorbed. 
The Commission said the class E rate of five cents per 
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pounds was unreasonable to the extent it exceeded the 30 cents 
per ton plus $3 per car charge established in March, and 
awarded reparation to that basis. 


WOODEN HANDLE REPARATION 


The Commission has awarded reparation in No. 13417, 
George W. Pittman Company et al. vs. Director-General, opinion 
No 8851, 83 I. C. C. 380-2, on a finding of unreasonableness of 
the rates on wooden handles, from Waco, Tex., to Canton, O., 
and Pittsburgh, Pa., on seven carloads shipped in 1918. The 
Commission said they were unreasonable to the extent they 
exceeded 51.2 cents from Waco to Pittsburgh prior to June 25, 
1918, and 60.5 and 60.4 cents, respectively, from Waco to Can- 
ton and Pittsburgh on and after June 25, and directed repara- 
tion to that basis. 


REPARATION ON BARLEY 


An award of reparation has been ordered by the Commis- 
sion in a report on No. 14298, Morgan & Miller vs. Director- 
General, as agent, opinion No. 8817, 83 I. C. C. 287-88, on a 
finding that an applicable class C rate of 44 cents on barley, 
from Lodi, Calif., to Portland, Ore., was unreasonable to the 
extent that it exceeded 31.5 cents. A oommodity rate of 31.5 
cents became effective December 31, 1919, and the complainants 
sought reparation to that basis. 


REPARATION ON SULPHURIC ACID 

In a report on No. 13381, Wilson & Toomer Fertilizer Com- 
pany vs. Director-General, as agent, opinion No. 8811, 83 I. C. C. 
264-6, the Commission has entered an award of reparation on 
a finding that a sixth class rate of 34 cents, equivalent to 
$6.80 per net ton, on sulphuric acid, in tank-carloads, from 
Macon, Ga., to Jacksonville, Fla., was unreasonable to the extent 
that it exceeded $3.30 per net ton. Effective January 15, 1919, 
a rate of $2.70 was established. The Commission said, based 
upon the application of the southern scale to the distance over 
the route traversed by complainant’s shipments plus the 25 per 
cent increased under G. O. No. 28, the rate would have been 
$3.30. 


ICE RATE UNREASONABLE 

A finding of unreasonableness and a denial of reparation 
have been made in No. 13809; Hazard Jellico Coal Company vs. 
Director-General, opinion No. 8852, 83 L C. C., 383-4, as to a rate 
of 52.5 cents per 100 pounds on ice, transported in a refrigerator 
car from Louisville to Harveyton, Ky., in June, 1919. The Com- 
mission said it was unreasonable to the extent it was in excess 
of a rate of 23.5 cents subsequently established so as to make 
the rate to Harveyton, to which there had been only one other 
movement, conform to the rate to Sparta, Ky. Reparation was 
denied because the proof of damage was not sufficiently certain 
and definite to warrant an award. Complainant’s billing clerk 
testified that the freight was paid by the consignor and charged 
back to the complainant. His knowledge on that point was based 
on an affidavit of a former official of complainant company, and 
from a general knowledge of how the complainant’s business 
was usually conducted. 


CRUSHED LIMESTONE RATES 


The Commission has dismissed No. 13319, Sunderland Broth- 
ers Company vs. Director-General, C. B. & Q., et al., opinion No. 
8835, 83 I. C. C., 337-8, on a finding that rates on crushed lime- 
stone, from Whitestone, Ga., to Lincoln and York, Neb., were not 
unreasonable or otherwise unlawful at the time of the move- 
ment of the traffic in question, between April 16, 1919, and June 7, 
1920. Since the filing of the complaint, the Commission said, the 
tates had been adjusted to the satisfaction of the complainant. 
The complaint, it said, was based largely on the fact, as asserted 
by the complainant, that an increase in each factor, east and 
west of East St. Louis made the through charge higher than it 


should have been. The attack was on the factor west of East 
St. Louis. 


OYSTER SHELL ADJUSTMENT 


A finding of undue prejudice has been made in No. 13433, 
Lester & Toner, Inc., vs. Long Island et al., opinion No. 8808, 83 
I. C. C., 251-4, as to rates on oyster shells, from Greenport, N. 
Y., to points in Pennsylvania and New York. The Commission 
Said they were not unreasonable, but unduly prejudicial to cer- 
tain points in the states named, the movement to which is 
through New Jersey, to the extent the rates from Greenport ex- 
ceeded, exceed or may exceed the rates contemporaneously main- 
tained by the defendants from Philadelphia or Baltimore by 
amounts greater than the difference between the contemporane- 
ous sixth class rates from the respective points of origin to the 
Tespective points of destination. Reparation was awarded on 
account of damage resulting from the undue prejudice in the 
amount that the charges collected exceeded those which would 
have accrued at rates equivalent to the contemporaneous rates 
from Philadelphia or Baltimore, plus the sixth class differential 
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applying on traffic from Greenport. Rates in accord with this 
finding are to be established not later than January 29. 


ANTIMONY REGULUS RATE 


The Commission has dismissed No. 13543, Arthur E. Winter 
and Frank B. Ross vs. Great Northern et al., opinion No. 8832, 
83 I. C. C., 331-2, holding the rate of $1.335, imposed on two car- 
loads of antimony regulus, otherwise refined antimony, shipped 
from Seattle to Chicago, in October, 1920, not unreasonable. The 
complainants suggested a rate of $1, the rate contemporaneously 
applicable on tin, the latter being worth, they said, 40 cents a 
pound and antimony only 6 cents at the time of shipment. The 
Commission said there had not been shown any competition 


between tin and antimony nor that $1 was the maximum rea- 
sonable rate on tin. 


AUTOMOBILE COMPLAINT DISMISSED 

An order of dismissal has been made in No. 13858, Barnes 
Automobile Company vs. Detroit, Toledo & Ironton et al., opin- 
ion No. 8841, 83 I. C. C., 350-2, the Commission finding that the 
rate on automobiles, from Detroit to Madisonville, Ky., are not 
unreasonable. The complaint was directed against the making 
of rates by combination on the Ohio -river, the assertion being 
made that that method was “identical with the basing point 
system that long prevailed in the south” and that the relative 
earnings violated the principle of rate-making that, as distance 
increased, ton-mile earnings should decrease. 

The Commission said that it had repeatedly found that 
through rates might not be condemned as unreasonable merely 
because they were constructed on combination. It also said it 
had frequently said the earnings of carriers in trunk line and 
central territories did not constitute a measure of the reason- 
ableness of rates maintained by southern carriers. 





REPARATION ON BOXES 


A finding of unreasonableness and an award of reparation 
have been made in No. 13940, Iten Biscuit Company vs. Atchi- 
son, Topeka & Santa Fe et al., opinion No. 8827, 83 I. C. C. 
317-9, as to rates on fiber-board boxes, knocked down, from 
Omaha to Oklahoma City. The shipments moved at various 
times since June 25, 1920. The Commission said the rates were 
unreasonable to the extent they exceeded 43.5 cents prior to 
August 26, 1920, 58.5 from August 26, 1920, to June 30, 1922, 
and 53 cents thereafter. The papef rates case, 66 I. C. C. 571, 
the Commission said, caused the rates in question to be reduced 
so that no order for the future was necessary. 


GRAPE COMPLAINT DISMISSED 


The Commission has dismissed No. 13242, D. Kellerman vs. 
Director-General, opinion No. 8840, 83 I. C. C. 347-9, finding 
the charges collected on a carload of malaga grapes, shipped 
in August, 1918, from Holtville, Calif., to Pittsburgh and then 
reconsigned to Buffalo, were applicable and not unreasonable 
or otherwise unlawful. The complainant contended that, inas- 
much as the through rate to Buffalo and Pittsburgh was the 
same, he was entitled to reconsignment from Pittsburgh without 
the addition of anything for the additional line-haul service. 
The Commission said that at the time the shipment moved 
the express companies had been relieved of the duty of showing 
routes and that their practice was to use the direct short 
ones. It pointed out that up to Chicago the direct route was 
the same whether the car was going to Pittsburgh or to Buf- 
falo, but that east of Chicago the route to Pittsburgh was not 
the same as to Buffalo and that at the point of origin the ex- 
press company would not have accepted a shipment for Buffalo 
via Pittsburgh. It, therefore, found against the complainant 


and approved the charging of the local rate from Pittsburgh 
to Buffalo. 


SISAL RATES REASONABLE 

The Commission has dismissed No. 13212, Eric Corpora- 
tion vs. International & Great Northern et al., opinion No. 8830, 
83 I. C. C. 325-7, holding the rate of 94.5 cents on sisal, from 
Galveston, Tex., to Auburn, N. Y., not unreasonable or other- 
wise unlawful. The shipments were made in December, 1920, 
and the complainant contended the rate was unreasonable to 
the extent it exceeded 83 cents. The Commission said the 
applicable rate was a combination of 83 cents, composed of an 
import rate of 50 cents to Cleveland, plus a fifth class rate 
of 33 cents beyond. It said the railroads should refund the 
overcharges. The complainant asked for a rate on the basis 
of the rate from New Orleans to Auburn, 59.5 cents. 


ALUMINA SULPHATE RATES 

A finding of unreasonableness and an award of reparation 
have been made in No. 14328, Crown Willamette Paper Company 
vs. Director-General, opinion No. 8828, 83 I. C. C€., 320-2, as to 
the applicable fifth class rates on sulphate of alumina, or paper 
maker’s alum, carloads, from Nichols, Calif., to Portland and 
Lebanon, Ore. The shipments in question were made between 
March 13, 1918, and December 24, 1919. The allegation was 
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that the rates were unreasonable and in violation of the fourth 
section to the extent they exceeded the combination and repara- 
tion to that basis was sought and obtained. October 12, 1920, 
commodity rates of 54.5 cents to Lebanon and 37 cents to Port- 
land, equivalent to the combinations in effect to and from San 
Francisco, were established from Nichols. The Commission said 
the rates imposed were unreasonable to the extent they exceeded, 
to Lebanon, 34.75 cents prior to June 25 and 43.5 after that 
date, and to the extent that the rate to Portland exceeded 29.5 
cents, 


REPARATION ON STRAW 


A rate of 12 cents on ten carloads on straw, from York 
Switch and Free, Ind., to La Fayette, Ind., shipped in April 
and May, 1919, has been condemned as unreasonable in a report 
on No. 13405, La Fayette Box Board & Paper Company vs. 
Director-General, opinion No. 8823, 83 I. C. C., 307-10, to the 
extent it exceeded 7.5 cents. Reparation has been awarded to 
that basis. Fifth class was applied on the shipments because, 
through error of publication, when the tariff was reissued, a 
commodity rate of 7.5 cent which had theretofore applied to La 
Fayette was made inapplicable through the omission of the 
name of the destination point. Notwithstanding the error in 
publication, the Director-General defended the fifth class rate 
as reasonable, although the error was corrected May 31, 1919. 
Under the scale prescribed in Straw Rates, etc., 36 I. C. C. 30, 
the rate would have been 6.5 cents, subject to the $15 per car 
minimum. The complainant did not ask for the scale rate. 
The Commission said the class rate was unreasonable to the 
extent it exceeded 7.5 cents, which was the amount of the 
omitted rate. 


BERRY BOX RATES CASE 


An order of dismissal has been made in No. 13538, Sebasto- 
pol Berry Growers’ Association vs. American Railway Express 
Company, opinion No. 8839, 83 I. C. C. 345-6, on a finding that 
the L. C. L. rate of $5.47 on berry boxes, shipped flat, from 
Raymond, Wash., to Sebastopol, Calif., imposed on shipments 
made in July, 1921, was not unreasonable. The complainants 
contended the rate should not have exceeded that of $2.89, ap- 
plicable on fruits and vegetables. The increase in rates on 
empty baskets, new or old, was made when the old rate of 
fifty per cent of first class was canceled in accordance with 
the Commission’s report on. Express Classification, 1920, 59 I. C. 
C. 265. The Commission said no tetsimony to show unreason- 
ableness was submitted. The shipments were of an emergency 
character. Usually boxes, flat, are shipped by freight. 


WHEAT CASE DISMISSED 


The Commission has dismissed No. 13411, Saginaw Milling 
Co, et al. vs. Director-General, Pere Marquette et al., opinion 
No. 8838, 83 I. C. C. 343-4, on a finding that rates on wheat, 
from Saginaw and other points in Michigan to Statesville, N. C., 
were and are not unreasonable or otherwise unlawful. The 
complaint alleged the rates in question had been unreasonable 
to the extent they had exceeded since June 24, 1918, the rates 
in effect that day plus six cents and the increase under Ex 
Parte 74. It was directed against the double increase, as the 
complainants called the increase in each factor resulting from 
the publication of rates under General Order No. 28. The com- 
plainants questioned the lawfulness of the increase in each 
factor, and, according to the Commission’s report, introduced 
no evidence in support of their allegation of unreasonableness 


CORE-MOLDING SAND RATES 


The Commission has dismissed No. 13814, Barnes Foundry 
Company vs. Director-General, opinion No. 8803, 83 I. C. C. 
233-4, holding the rates on core-molding sand, from McConnells- 
ville, N. Y., to Jersey City, N. J., not unreasonable. The rate 
attacked was 20 cents. It applied between May 21 and October 
1, 1919. The complainant sought reparation to the subsequently 
established rate of 15 cents. 


REPARATION ON COAL 


The Commission, in No. 14005, Seaboard By-Products Coke 
Company vs. Director-General, et al., opinion No. 8826, 83 I. C. 
C. 315-16, held rates on bituminous coal from points in West 
Virginia to Elizabethport and Jersey City, in December, 1919, 
unreasonable to the extent they exceeded $4.70 per long ton. 
It awarded reparation to the basis of that rate, plus 15 cents 
per ton for dumping. 


PAPER RATES UNREASONABLE 


A finding of unreasonableness and an award of reparation 
have been made in No. 13808, Hale-Halsell Company vs, Chi- 
cago, Rock Island & Pacific et al., opinion No. 8825, 83 I. C. C. 
313-14, as to rates on shipments of paper from Shawano and 
Menasha, Wis., and from St. Joseph, Mo., to McAlester, Mus- 
kogee, Tulsa and Durant, Okla., made between May 17, 1920, 
and April 19, 1922. The complaint was that the rates were 
unreasonable and unduly preferential of wholesale dealers at 
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Joplin, Mo. Following decisions in Minnesota & Ontario Paper 
Company vs. N. P. Ry., 66 I. C. C. 571, and Democrat Print- 
ing Company vs. Director-General, 74 I. C. C. 595, the Com- 
mission found the rates unreasonable to the extent they ex. 
ceeded the following: 


Rate 
established 
Prior to Aug. Since Aug. on 
Dis- 26, 1920 26,1920 Sept. 15, 
tance C. L. Rate C.L. Rate 1922 
Commodity Miles Cts. Cts. Cts, 
To McAlester from 
Shawano and Menasha, wrap- 


Origin and destination 


Sa er rae *918 2 65 5 88 61 
Menasha, toilet paper............ a) Bk 1 98 74.5 
From St. Joseph to 
McAlester, paper tablets........ 379 1 57.5 3 17.5 53.5 
Tulsa, paper tablets............ 320 Hie 1 66 47.5 
Muskogee, paper tablets......... 317 1 66 AT.5 
Durant, paper tablets............ 455 1 101.5 68.5 


*Average from Fox River group. 


REPARATION ON PULP WOOD 


A finding of unreasonableness and an award of reparation 
have been made in No. 14529, International Paper Company vs. 
Maine Central et al., opinion No. 8804, 83 I. C. C. 235-7, as to a 
sixth class rate of 16.5 cents on 151i carloads of pulp wood 
shipped in June and July, 1920, from Kennebago, Me., to Berlin, 
N. H., a distance of 149 miles over the Maine Central and Grand 
Trunk. The Commission said it was unreasonable to the extent 
it exceeded a combination of 11 cents, composed of 5 cents for 
the 87 miles on the Maine Central and 6 cents over the 62 miles 
on the Grand Trunk. The combination was not applicable be- 
cause the tariff of the Maine Central restricted the application 
of the mileage scale so it could not be used for transportation 
over the 87 miles of the Rangeley branch. The restriction was 
withdrawn in September, 1921, and in November of that year 
the defendants established a rate of 15 cents. That was after 
the effective date of Ex Parte 74 rates. The Commission ob- 
served that the 15-cent rate was less than 40 per cent over the 
11-cent rate to the basis of which the complainant had demanded 
reparation. The Commission said the ton-mile under the rate 
charge amounted to 22.1 mills and under the rate sought 14.8 
mills. It said reparation should be made to the basis of the 
11-cent rate, but left the 15-cent rate undisturbed. 


COKE CASE DISMISSED 


The Commission has dismissed No. 13238, Citizens’ Gas 
Company vs. Cleveland, Cincinnati, Chicago & St. Louis et al., 
opinion No. 8829, 83 I. C. C. 323-4, on a finding that the rate 
of $3.70, imposed on coke, in July, August and September, 1917, 
from Indianapolis to Omaha, was not unreasonable. The com- 
plaint was that it was unreasonable to the extent it exceeded 
$3.55. The case was created by the fact that as a result of 
the Commission’s decision in the fifteen per cent case, each 
factor of the combination was increased. The Commission said 
the amount and not the method of an increase determined 
the reasonableness of a rate. 


REPARATION ON COAL 


An award of reparation has been made in No. 13271, M. L. 
Butcher vs. Director-General, Santa Fe et al., opinion No. 8844, 
83 I. C. C. 359-60, on a finding of illegality as to charges on 
shipments of coal from Higginsville and Macon, Mo., and Cor- 
nell, Kan., to Argentine, Kan., between July 17, 1918, and Janu- 
ary 23, 1919. The Commission said the Santa Fe’s imposition 
of a road-haul rate of 40 cents per ton on shipments from Kan- 
sas City to Argentine, for a switching service, was illegal. It 
said the rates charged on the through shipments were illegal 
to the extent they exceeded the charges to Kansas City. The 
defendants, the Commission said, admitted that if the 40-cent 
rate had been published as a switching charge, it would have 
been absorbed, in accordance with their absorption provisions. 
The fact that the rate was published in a tariff publishing line- 
haul rates, made the charge no less a charge for switching 
than if it had been published in a switching tariff, and, there- 
fore, subject to the absorption rule. 


DEMURRAGE NOT UNREASONABLE 


An order of dismissal has been made in No. 13706, Kaw 
Boiler Works Company vs. Director-General, as agent, opinion 
No. 8836, 83 I. C. C. 339-40, on a finding that the demurrage 
charges collected on a carload of boilermakers’ equipment, from 
Ranger, Tex., to Wynona, Okla., in November, 1919, were not 
unreasonable or otherwise unlawful. The car was loaded at 
the end of October, 1919, and billed to Iowa Park, Tex. There 
was an embargo against that point at that time. Complainants 
employes, who loaded the car, had left Ranger before tender 
and refusal of the shipment, and no effort was made to unload. 
Demurrage was assessed until November 18, 1919, when the 
car was sent to Wynona. The Commission said complainant 
did not avail itself of the means of ascertaining the embargo 
situation prior to tendering the shipment to the carrier, and 
that, in the absence of any query with respect thereto or of 
knowledge by the carrier of the intended destination of the 
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shipment, no duty rested upon the carrier to notify complainant 
of the embargo until tender of the shipment. 


SCRAP PAPER RATE 


The Commission has dismissed No, 13947, L. Scharff & 
Co. vs. Southern et al., opinion No. 8859, 83 I. C. C. 409-10, on a 
finding that a rate of 34.5 cents on scrap paper, from Augusta, 
Ga., to Chattanooga, Tenn., imposed on shipments between No- 
vember 14, 1920, and August 10, 1921, was not unreasonable 
or otherwise unlawful. The complaint alleged the rate was 
unjust, unreasonable, and unduly preferential to the extent it 
exceeded 28 cents. The prayer was for reparation only. After 
the period mention a rate of 28 cents was established. The 
Commission said the number of shipments under the reduced 
rate was substantially the same as under the higher one against 
which complaint had been made. 


LIMEROCK CASE DISMISSED 


The Commission has dismissed No. 14327, Olympic Portland 
Cement Company, Ltd., vs. Director-General, as agent, opinion 
No. 8857, 83 I. C. C. 402-6, on a finding that the rate charged 
on limerock, from Balfour, Wash., to a point adjacent to Belling- 
ham, Wash., in the period of federal control, was not unrea- 
sonable or unduly prejudicial. The complaint was leveled at 
rates in excess of 2 cents per 100 pounds. A 2-cent rate be- 
came effective interstate and state in March, 1922. While the 
railroads were under federal control after June 25, 1918, the 


Tentative Reports 





ANIMAL MANURE GROUP RATES 


Examiner Henry C. Keene, in a report on No. 14573, M. G. 
Lewis, J. J. Lewis, F. J. Jones and F. B. Hill, doing business as 
Pacific Manure & Fertilizer Company, vs. Aberdeen & Rockfish et 
al. has proposed that the Commission find that rates on animal 
manure in carloads from Perth and Lovelock, Nev., to eastbound 
transcontinental groups :A to F and K to M were and are not 
unreasonable, but that the rates from the same points of origin 
to groups G, H and J were, are and will be unreasonable, to 
the extent they exceeded, exceed or may exceed the following, 
which is also to be the basis of reparation, as well as rates 
for the future: 


_Group G— Cents Per 100 Lbs. 
Ons BE ohn nics wind ndeioale Gio wim wie Sareielele Mecoinaintares 72 
Oe Be a a er re Treen mre 65 

Group H— 
I Oi I NE acon ose ahve reg Qeow bide 00a eat pe weMeweiee 78 
WE SN ERO UME 2, ROTI ic 0-009. 6 5icis e Riae b earwcig disses b.dipe cleres 70 

_ Group J— 

REN Ore I IEEE bo io vare aco s5:0:0 eudiqreweisinivisin cb eine 6» foe ere eloniowace 72 


Cie AG) SGT E, OE Ay, WOOO 5:6 o-c:ssacvig asin we ware woaes ne nalbets's 65 


CAN RATES AND REPARATION 


A finding of unreasonableness and undue prejudice, and an 
order of reparation have been recommended by Examiner T. 
John Butler, in a report on No. 14794, Virginia Can Company 
vs. Alabama & Vicksburg et al., as to rates on tin cans, in car- 
loads, from Buchanan, Va., to destinations in Carolina, South- 
eastern and Mississippi Valley territories. In concluding his 
report, the examiner said: 


The Commission should find that the rates charged complainant by 
defendants on shipments of tin cans, in carloads, from March 23, 1921, 
to March 23, 1923, from Buchanan, Va., to destinations in Southern 
Classification territory were and are unreasonable to the extent that 
they exceeded the rates that would have applied to such shipments 
had such rate been increased 25 per cent pursuant to authorization 
contained in Ex Parte No. 74, Increased Rates, 1920, 58 I. C. C. > 
and no more, and thereafter reduced so as to preserve the relationship 
thus produced between the rates from Buchanan and the contem- 
Poraneous rates from Bedford and Roanoke, Va., to the same des- 
tination; that complainant made the shipments described and paid and 
bore the freight charges thereon and was damaged in the amount of 
the difference between the transportation charges paid and those 
Which would have accrued on the basis of rates made in accordance 
with said relationship. The parties should comply with Rule V of the 
Rules of Practice. 

0 substantial evidence as to less than carload shipments was 
submitted. Substantially all of the evidence related to carload ship- 
ments. No finding as to complainant’s allegations in its complaint 
concerning less than carload shipments should be made. 

‘ ane Commission should further find that the rates on tin cans in 
port ear from Buchanan, Va., to destinations in Southern Classifi- 
ion territory were and are and for the future will be unduly 

ejudicial to complainant and against Bupchanan exceeded or exceed 
' € rates on tin cans, carloads, from Buchanan exceeded or exceed 

€ contemporaneous rates on tin cans, carloads, from Bedford or 
eee, Va., to the same destination or destinations by a greater 
to Ount per 100 pounds than 3 cents to destinations in Carolinas terri- 
deat 2 cents to destinations in Southeastern territory and 1 cent to 
ae Yee wons in Mississippi Valley territory. The carriers should be 
toe 4 red to establish rates on tin cans, carloads, from Buchenan, Va., 

4 estinations in Southern Classification territory not in excess of 
ieee €s named in this paragraph as non-prejudicial rates from 

anan to the destinations named. 


of the Commission 





THE TRAFFIC WORLD 1115 


rate was 3 and 2.2 cents. On account of the work which the 
industry had to do to complete the delivery of the limerock, it 
contended the charges for the services of the line-haul carriers 
were unreasonable. The complainant furnished the equipment, 
but received no allowance or per diem for their use. The com- 
plainant also furnished the labor necessary for keeping tracks 
used in the business in repair. 


PIPE RATE NOT UNREASONABLE 


The Commission has dismissed No. 13590, Mexican Gulf Oil 
Company vs. Director-General, Pittsburgh & Lake Erie et al., 
and a sub number thereof, Same vs. Wheeling & Lake Erie 
et al., opinion No. 8860, 83 I. C. C. 411-13, on a finding that 
a rate of 58.5 cents on wrought-iron pipe from Pittsburgh, Pa., 
and Steubenville, O., to Beaumont, Tex., for export, was not 
unreasonable or otherwise unlawful. The rate imposed was 
applicable on both domestic and export traffic. The complain- 
ant sought reparation to the basis of an export rate of 38.5 
cents, to which the Cotton Belt was not a party. The com- 
plainant contended that the non-participation by the Cotton 
Belt in the export rate was due to an error in tariff publication. 
The Commission said its examination of the tariffs disclosed no 
intention on the part of the Cotton Belt to join in the export 
rate. It said the fact that the export rate applied over other 
routes did not prove the unreasonableness of the assailed rate. 
It said numerous other rates on wrought-iron pipe showing 
higher rates of earnings had been shown in. the testimony. 


The evidence tending to show that complainant was damaged by 
undue prejudice is not sufficient upon which to base an award of 
reparation for damage caused by such undue preudice. 


FUEL OIL RATES 


Examiner R. L. Shanafelt has recommended the dismissal of 
No. 14457, Alexander Milling Co. et al. vs. Director-General, on 
a finding that rates charged on ten carloads of oil used for fuel, 
between points in Kansas during federal control, were applicable 
and not unreasonable. The principal issue, the examiner said, 
was as to whether the Santa Fe, on shipments that moved 
between December 30, 1918, and December 4, 1919, properly 
charged the Kansas intrastate rates on “petroleum and its 
products, except petroleum road oil and petroleum residuum” 
or was the character of the commodity shipped such as to entitle 
it to have had applied to it the lower rates applicable on 
“petroleum road oil, petroleum residuum.” All the shipments 
were bought and paid for as “fuel oil.” They moved for dis- 
tances under 250 miles. The oil was used for fuel purposes by 
industries and municipal corporations and municipalities. 

The complainants contended their shipments consisted of 
petroleum residuum. The railroads pointed out that it was 
what was left after only gasoline, kerosene and kerosene dis- 
tillate, three of the lightest fractions, had been taken from it, 
leaving it with a specific gravity of between 24 and 26 degrees 
Be. The price, however, was the fuel oil price of about 65 per 
cent of the price of crude oil. 

Shanafelt pointed out that residuum or residue was a term 
which might be applied to anything that was left at the end 
of one process. Single line rates ranging from 8.5 cents for 20 
miles or less but over 15, to 14.5 cents for hauls between 225 
and 250 miles were assessed. The complainants sought rates 
ranging from 5 to 12.5 cents for the distances mentioned, with 
additions of from .5 to 2 cents for multiple line hauls. The 
additions under the rates assailed were from .5 to 1.5 cents. 

The examiner said the Commission should hold the rates 
charged were applicable and not unreasonable. 


FRESH FRUIT RATES 


A finding that rates on fresh fruits and vegetables, each in 
straight carloads, prior to July 1, 1922, were unreasonable to 
the extent they exceeded the class C rates has been advised by 
Examiner Henry C. Keene, in a report on No. 14719, Buxton- 
Smith Company vs. Atchison, Topeka & Santa Fe et al. The 
complaint covered shipments from San Francisco and Los Angeles 
and points taking the same rates, to Douglas and Bisbee, Ariz. 
Such a finding would be in harmony fwith the decisions in a 
number of other cases involving rates on fruits and vegetables 
in that same general territory. 

Keene said the Commission should find the rates on fresh 
fruits and vegetables in mixed carloads not unreasonable and 
that a like finding should be made on fruits and vegetables in 
straight carloads as to rates since July 1, 1922, and for the 
future. He said the allegations of unjust discrimination and 
undue prejudice, made by the complainant, had not been sus- 
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tained. The finding as to rates on straight carloads, prior to 
July 1, 1922, recommended by Keene was that they were unrea 
sonable to the extent they exceeded the contemporaenous class 
C rates, to which basis reparation should be ordered, as follows: 


From San Francisco to 


Douglas Bisbee 
(Cents Per (Cents Per 
100 Lbs.) 100 Lbs.) 
Ce ae ere $0.83 $0.83 
June 25, 1918, to August 25, 1920, incl..... 1.04 1.04 
August 26, 1920, to June 30, 1922, incl.... 1.30 1.30 
From Los Angeles to 
co fF ae eee 0.76 0.74 
June 25, 1918, to August 25, 1920, incl..... 0.95 0.925 
August 26, 1920, to March 7, 1922, incl..... 1.19 1.155 
March 8, 1922, to June 30, 1922, incl....... 1.155 1.155 


COPPER BULLION WESTBOUND 


A report which, if adopted, will be an added factor in the 
rail-and-water coast-to-coast rate situation, has been made by 
Examiner John T. Money, as to copper bullion, on No. 14010, 
United Verde Extension Mining Company vs. Atchison, Topeka 
& Santa Fe et al. He recommended the establishment of a 
rate of $6 per net ton on copper bullion, from Clarksdale, Ariz., 
to San Pedro and East San Pedro, Calif., so as to enable the 
complainant to ship bullion from those ports, as well as via 
Galveston, to New York and for export. At present, the exam- 
iner said, substantially the whole of the complainant’s output 
was shipped to New York over the Santa Fe via Galveston and 
the Mallory Steamship Line. 

The complainant asked for a rate of $4 per ton. At the 
hearing the Santa Fe offered to establish a rate of $9.50. The 
present all-rail rate to San Pedro is $1.50 per 100 pounds, on 
which no freight moves, because of the lower commodity rate 
to Galveston. All rates on copper bullion, westbound, prior to 
April, 1921, were on the class basis and, according to the ex- 
aminer, they ranged, from Garfield, International and McGill, to 
San Francisco and Oakland, from $21.90 to $51.90 per ton. No 
copper moved under them, but in April, 1921, the Western Pa- 
cific established a rate of $6.50 from McGill, Utah, and $7.60 
from the other points, to San Francisco. The rates, when pro- 
posed, were suspended, but were approved in 61 I. C. C. 874. 
In August, 1923, the all-rail lines reduced their rates. West- 
bound a rate of $7.09 per ton was established from Montana 
points to Portland and Tacoma. 

The examiner called attention to the fact that neither the 
Santa Fe nor the Southern Pacific had cared to establish rates 
westbound in competition with the rates made by other carriers, 
apparently, because they did not want to establish competition, 
over their rails, westbound, for their all-rail routes to Chicago 
and New Orleans and their rail-and-water routes via Galveston 
and New Orleans. Commenting on the right of a carrier to 
keep traffic on its rails for a long haul, and proposing the find- 
ing for the Commission to make, Money said: 


It is well settled, however, that the desire of a carrier to get 
the long hauls on traffic does not warrant it in maintaining rates 
that are unreasonable or otherwise unlawful to particular consuming 
territories. Complainant is entitled to ship its product to any market 
over any route it selects at reasonable rates. A shipment of copper 
from Clarkdale to San Pedro will by no means occupy the car for 
as long a period of time as when shipped to Galveston, an element 
of no little importance during periods of car shortage. That the 
fourth class rate now applicable from Clarkdale to San Pedro is 
excessive is evidenced by the absence in the record of any defense 
thereof. But the record does not warrant the Commission in pre- 
scribing the rate sought as a maximum reasonable rate. 

In the Phelps Dodge Case the Commission prescribed rates on 
copper bullion to Galveston from Douglas, 1,103 miles, of $9.75; from 
Globe, Ariz., 1,209 miles, of $10.25; and from Clarkdale, 1,364 miles, 
of $11.50. Those rates are now $12.50, $12.30 and $13.80 respectively. 
The respective car-mile earnings under those rates are 45.33 cents, 
40.79 cents, and 49.47 cents. The ton-mile earnings range from 10.1 
mills to 11.4 mills. A rate of $6.00 per ton will produce about 10.5 
mills per ton mile and based, on a loading of 40 tons, about 42 cents 
per car-mile. 

The Commission should find that the rate on copper bullion, in 
carloads, from Clarkdale to San Pedro and East San Pedro is and 
for the future will be unreasonable to the extent that it exceeds 
and may exceed $6.00 per ton of 2000 pounds. 


TRANS-PACIFIC EXPORT BILLS 


In a report, on re-hearing, in No. 12725, United States Steel 
Products Company vs. Director-General, Alabama & Vicksburg, et 
al., and the original hearing on No. 14209, Mitsui & Co., Ltd., vs. 
Director-General, Examiner J. Edgar Smith said the Commis- 
sion should adhere to its findings in the prior report, 73 I. C. C., 
505, and dismiss the complaints. The original pertinent finding 
was that the detention charges assessed but not paid at the 
ports of Seattle and Tacoma in the war period, on carload 
freight, mostly steel and other war material, moving on through 
trans-Pacific export bills of lading from points in the United 
States east of the Mississippi River to Japan, the Phillipines 
and other far eastern destinations, were illegal. 

“The record now before the Commission,” said Smith, “is 
much fuller and more accurately in accord with the facts than 
that upon which the Products Company case was decided; 
nevertheless it emphasizes the correctness of the finding there 
made upon the issue and merely suggests a modification of 
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certain statements made by the way concerning shipments 
marked ‘for export.’ ” 

The question was whether the traffic moving on through 
export bills of lading were subject to demurrage. Smith pointed 
out that never, except while the Director-General had charge, was 
there ever any question raised about such export bills. He 
pointed out they constituted bankable paper and were a com- 
mercial necessity, the value of which was created by the fact 
that they showed all the charged and conveyed to the possessor 
complete information as to the shipment and the charges thereon, 
In this instance the charges were prepaid. Smith said that not 
only were the charges prepaid but that all the bills of lading 
were issued on shipments for which the Director-General had 
given permits to move. Some of the shipments moved on 
domestic bills marked “for export” which were exchanged for 
the through export bills. The contracts represented by the 
original papers, he said, were merged in, and superseded by, the 
contracts represented by the export bills of lading. As to ship. 
ments not covered by export bills taken out in exchange for 
the original bills within the time allowed by the tariffs, Smith 
said they were not in issue. 

The certainty and bankability of such bills, he said, existed 
for thirty years prior to federal control; is their status sub- 
stantially today; and only in the period from July 1, 1918, to 
September 9, 1919, inclusive, was there any doubt about their 
statuts. He said that that was so because the Director-General 
did not claim detention charges prior to July 1, 1918, and the 
status after September 9, 1919, was not before the Commission. 

All the delay in loading the traffic, the examiner said, was 
due to the inability of the servants of the Director-General to 
switch the cars covered by the through export bills. Their 
inability to switch, he said) was due to the congestion at the 
ports, caused by domestic traffic and by traffic moving on 
domestic bills marked “for export” for which no ship or ulti- 
mate destination had been taken out or designated. But such 
traffic was not the kind covered by the complaints. Smith said 
the Commission was misled by words, not facts, in the original 
report because on page 508, by the use of the words “for export” 
when traffic covered by through export bills was meant. Smith 
said the shipper who, under the through export bills, had the 
right to divert or reconsign did not cause any of the detention 
for which the Director-General was trying to collect detention 
charges. 

Smith pointed out the utter confusion at the port of Seattle 
where at one time there were 43 miles of track covered with 
cars containing freight in which were mixed cars containing 
freight shipped under permission from the Director-General 
on through export bills of lading. He said the Director-General’s 
men, in many instances, even with the help of agents of the 
shippers, were not able to switch out cars that were near the 
wharves where there were ships waiting for particular ship- 
ments. In July, 1918, confusion became worse confounded 
because, by arrangement with the government, Japan was given 
2,500 carloads of steel in preference to other freight. At the 
time that was done there were 4,883 cars waiting to be loaded 
in to ships that had been sent for it. 

“Tf the narrative of the conditions at the north Pacific ports 
be confused and unsatisfactory,” said Smith, “the conditions 
were worse; but during all the period the Director-General, 
through his agents, controlled the issuance of permits for trans- 
portation by rail to these ports; required the shippers to indi- 
cate terminal delivery by rail to ship; and routed shipments 
without regard thereto. The record contains exhibits showing 
instructions concerning these permits down to March 20, 1919.” 


DOCK RAILWAY DIVISIONS 


Examiner Warren H. Wagner, in a report on No. 13010, New 
York Dock Railway vs. Baltimore & Ohio et al., and a sub-num- 
ber thereunder, Same.vs. Same, said the Commission should 
find the divisions paid by the trunk lines to the complainant, 
since July 28, 1921, had been unjust, unreasonable, inequitable 
and unduly prejudicial and recommended divisions conforming 
with the law in lieu thereof. 

The report was made upon further hearing, the main case 
having been reopened, after the decision reportd in 73 I. C. ©. 
656. In that report the Commission said that with respect to 
the relatively small number of instances in which the dock 
railway participated in joint rates with the trunk lines, the 
record as then made afforded an insufficient basis for a valid 
prescription of divisions. After that decision, and in accordance 
therewith, the trunk lines made the dock railway a party to the 
rates on traffic moving between the dock railway and their lines. 
The joint rates became effective December 11, 1922. On that 
day the dock railway filed a subnumber under its original 
complaint and then the Commission re-opened the main case to 
the end that it might prescribe divisions of the few joint rates 
that were in effect prior to December 11, 1922, and of the joint 
rates put into operation on that date. : 

In bringing his report to a conclusion, the examiner said: 


Upon _ this record the Commission should find that. the divisions 
received by the dock railway on interstate traffic moving on legally 
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established joint rates were, are, and for the future will be, unjust, 
unreasonable, inequitable, and unduly prejudicial to the dock railway 
and unduly preferential of defendants, and that just, reasonable and 
equitable divisions due the dock railway were, are, and will be, the 
following amounts: , 
On Traffic Moving During the Period July 28, 1921, to July 1, 1922 
c.L. L.C.L. Coal Coke 
From or to Cents Cents Cents Censt 
Trunk Line western termini and east thereof 6.3 9.3 49 84 
West of such western termini...............- 8.9 12.2 49 84 
New York, New Haven & Hartford R. R.... 6.0 9 ae 
On Traffic Moving On and Subsequent to July 1, 192 


Trunk Line western termini and east thereof 5.7 8.4 44 76 
West of such western termini. ,........--..6. 8. 11.0 44 76 
New York, New Haven & Hartford R. R..... 53 8.1 Be a 


CAR DISTRIBUTION RULE 


Examiner E. L. Beach has recommended the dismissal of 
No. 14470, Empire Gypsum Company vs. Buffalo, Rochester & 
Pittsburgh, on a finding that the defendant’s rule governing 
the distribution of box cars for the loading of gypsum products 
at Garbutt and Wheatland, N. Y., in November, 1922, were not 
unreasonable. The complainant alleged the rules, regulations 
and practices governing distribution at Garbutt where it shipped, 
were unreasonable, unjustly discriminatory and unduly prefer- 
ential of a competitor situated at Wheatland. It prayed for 
the establishment of a rule or regulation that the Buffalo, 
Rochester & Pittsburgh should distribute its cars “irrespective 
of the supply of cars by the Pennsylvania Railroad Company.” 

The rule to which the complainant objected was one saying 
the quota of each industry should be fixed by taking its prior 
month of highest loading and shipment in 1922 from a particular 
plant over both railroads and a percentage to be worked there- 
from whereby cars were to be allotted to each of the industries 
on the basis of such quota. The rule provided that cars received 
by any industry from the Pennsylvania should be charged 
against its percentage allotment. 

After discussing various car distribution cases, including 
Farmers Elevator Company, 47 I. C. C. 475, Examiner Beach 
said the Commission should find the rule not obnoxious to the 
law. He said that whether “past performance” would always 
be a proper measure to apply in determining the distribution 
of cars might be somewhat doubtful as a general proposition 
in the gypsum industry. He said that rules patterned after 
coal car distribution rules would probably fit the situation 
better than others that might be devised. The question of what 
would be a reasonable and non-prejudicial rule for the future, 
however, he said, was not before the Commission in this case, 
He said that the Commission should here decide that the defend- 
ant’s rule used in November, 1922, had not been shown to be 
unreasonable or unduly prejudicial. 





EDIBLE TALLOW REPARATION 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Frank M. Weaver in a 
report on No. 14944, Frank M. McKey, trustee for Eney Short- 
ening Company, in bankruptcy, vs. Director-General, El Paso & 
Southwestern et al., as to a rate of $2.065 on edible tallow 
shipped November 8, 1919, from Bisbee, Ariz., to Chicago. 
Weaver said the Commission should find the rate unreasonable 
to the extent it exceeded $1.565, on a 36,000-pound minimum 
and award reparation to that basis. The rate to which repara- 
tion is to be made was that applicable to oleo stock, lard sub- 
stitutes and other similar commodities. 


GASOLINE CASE DISMISSED 

Examiner Paul O. Carter has recommended the dismissal 
of No. 14819, Producers’ Refining Co. et al. vs. St. Louis South- 
western et al., on a finding that the rate charged on 15 car- 
loads of gasoline, from Wichita Falls, Burkburnett and Fort 
Worth, Tex., to Milwaukee, during March and April, 1921, was 
the legal rate. The allegation was that a rate of 57.5 cents 
Was illegal because increased 35 per cent on August 26, 1920, 
instead of 35 per cent to Vicksburg and 33%4 from Vicksburg 
to Milwaukee. The examiner said the rate was a through one 
and properly increased 35 per cent. 


DISMISSES COAL COMPLAINT 


Examiner J. Edgar Smith has recommended dismissal of 
the complaint in No. 15011, Arnold, Hoffman & Co. vs. New 
York, New Haven & Hartford, on a proposed finding that a 
sixth-class rate of $1.80 per gross ton charged on 5 carloads of 
bituminous coal from Darlington, R. I., to Dighton, Mass., was 
not shown to have been unreasonable. 


DEMURRAGE PROPERLY ASSESSED 


Examiner Frank M. Weaver has advised the Commission 
to dismiss No. 14626, Republic Coal Company vs. Chicago, Mil- 
Waukee & St. Paul, on a finding that demurrage was properly 
assessed on a carload of coal at Roswell, S. D., held at that 
Point from January 19 to February 8, 1921. The coal was re- 
fused, and the question was whether the railroad company in 
notifying the complainant had complied with the rules of the 
demurrage tariff because the notice was given to the complain- 
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ant, the real owner, and not to the Columbus Mining Company, 
the consignor, which shipped the coal for the complainant. The 
railroad company, knowing the real owner, sent notice to it, in 
accordance with the terms of the tariff requiring notice to be 
given to the owner “when known.” 


RATE ON WOODEN ROLLERS 


An award of reparation has been recommended by Exam- 
iner R. L. Shanafelt in No. 14523, List & Gifford Construction 
Company vs. Mobile & Ohio et al., on a proposed finding that 
the applicable class A rate of $1.365, minimum 36,000 pounds, 
charged on one carload shipment of wooden rollers from Co- 
lumbus, Miss., to Kleburg, Tex., was unreasonable to the extent 
that it exceeded 42 cents, minimum 30,000 pounds. The com- 
plainant contended that,the rate charged should not have ex- 
ceeded the commodity rate on lumber, 42 cents, minimum 30,000 
pounds, contemporaneously applicable from Columbus to Kle- 
burg over the route of movement. 


DEMURRAGE LEGALLY ASSESSED 


On a proposed finding that demurrage charges applicable 
for the detention of a carload of hay at Camp Jackson, S. C., 
were legally assessed, Examiner Bronson Jewell has recom- 
mended dismissal of the complaint in No. 14262, Toberman, 
Mackey & Co. vs. Director-General, as agent. 


RATE ON ROLL SCALE 


Dismissal of the complaint in No. 14582, Hickman, Williams 
& Co. vs. Director-General, as agent, has been recommended by 
Examiner Bronson Jewell on a proposed finding that a rate of 
$4.30 per long ton charged on 8 carloads of roll scale, shipped 
from Moline, Ill., to Hamilton, O., in the period of federal con- 
trol was not unreasonable. 


RATE ON LUMBER 


Examiner Bronson Jewell has recommended dismissal of 
the complant in No. 14459, Cyrus C. Shafer Lumber Company 
vs. Director-General, as agent, Rock Island et al., on a finding 
that a rate ‘of 42 cents charged on four carloads of lumber from; 
Moline, Ill., to North Philadelphia, Pa., was not unreasonable. 


REPARATION ON COAL 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner J. Edgar Smith in a report 
on No. 14805, Otto Krueger vs. Northern Pacific and Director- 
General, as to a rate of 50 cents per ton on 16 carloads of bitum- 
inous coal shipped from Duluth to New Duluth, Minn., in the 
period between June 25, 1918, to December 7, 1918. Smith said 
the Commission should hold the rate unreasonable to the extent 


that it exceeded 40 cents per ton and award reparation to that 
basis. 


MIAMI COMPLAINT DISMISSED 


Assistant Chief Examiner Charles F. Gerry has recommended 
the dismissal of No. 14291, Miami Traffic Bureau vs. Florida East 
Coast et al., on a finding that the interstate rates on flour, grain, 
grits, hay, iron and steel articles, meal, nails, printing and roofing 
paper, rice, soap and soap powders, sugar, wallboard, pig iron, 
hollow building tile or segment blocks, lumber, vegetables, oil 
and its products, furniture and watermelons, from Macon, Ga., 
and other points, to Miami, Fla., are not unreasonable, unduly 
prejudicial or in violation of the fourth section. 

The complaint alleged the rates were unduly preferential of 
and advantageous to Jacksonville, Fla., and in excess of the 
combination rule of the fourth section. Gerry said the excess in 
the through interstate rates over the aggregate rates resulted 
from the combination of a rate to Jacksonville plus the low intra- 
state rates to Miami. He said that did not constitute a violation 
of the fourth section of the federal law.. The employment of 
agents at Jacksonville to receive delivery and reship on the intra- 
state rates, Gerry said, enabled Jacksonville to use lower rates 
than were available to shippers at Miami. 


ILLINOIS CENTRAL CUT-OFF 
The Commission, on petition of Illinois state authorities, 
Illinois communities, and others, opposed to permitting the con- 
struction of the Illinois Central cut-off, which, it is claimed, 
would put Cairo off the main line, has agreed to reargument in 
the three finance docket cases into which the matter is divided. 


The further argument has been set down for December 12 
before the whole Commission. 


GEORGIA NORTHERN BONDS 


The Georgia Northern has applied to the Commission for 
authority to sell $35,000 of its first mortgage 6 per cent gold 
bonds at 90 or better for the purpose of reimbursing the treas- 
ury of money already. expended for additions and betterments. 
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RAILWAY BUSINESS ASSOCIATION 


The Trafic World New York Bureau 


The country should give the transportation act a further 
fair trial, in view of the creditable performance made by the rail- 
roads under unfavorable circumstances, according to Julius Krutt- 
schnitt, chairman of the executive committee of the Southern 
Pacific, who spoke before the Railway Business Association at 
their meeting in New York on November 8. 

He recounted in detail what he termed the two cycles 
through which the carriers had passed, a “cycle of encourage- 
ment” and a “cycle of repression,” and said that a third cycle 
had begun. When the carriers demonstrated their practical 
value, he said, the public set no limits on the encouragement 
of the development of railroad facilities. During this period 
the investor had put his money in the carriers just as he 
would in any other private enterprise. 

There followed, he said, a period of punitative correction 
and regulation with rate adjustments in which the credit of 
the carriers was impaired. The carriers, nevertheless, continued 
to increase in efficiency and, despite the handicaps, gave the 
country the best railroad transportation on the world, he said. 

A third cycle begun in 1914 with what he termed the 
recognition that a constructive policy with co-ordination of the 
whole problem was necessary. There followed, he said, the 
effort to operate the carriers under federal control and with 
its failure and the “strain of transition,” when private control 
was restored. He then outlined the steady improvement which 
had been accomplished through the period since 1920, indicat- 
ing the abnormal difficulties with which the carriers had to 
contend each year and stating that 1923 was the first year since 
the return of the roads which could be called normal and in 
which a fair trial of the transportation act had been possible. 
“The character of the service rendered by the railroads in 


these conditions is the most convincing argument in favor of’ 


continuing the operation of the act without change,” he said. 

He then outlined the accomplishments of the carriers under 
the present laws, indicating that the shippers were fully pro- 
tected and that favorable conditions and time were necessary 
for the needed restoration of credit. He continued with a plea 
for the continuance of the present act, in which he said: 


It is often said that private management of railroads in this 
country is on trial and is being given its last chance. I have told 
you in considerable detail of the record of private management under 
the terms of the transportation act. I have shown you how private 
management is struggling back to a tolerable condition. There is, 
however, another side to this problem. Not only is private manage- 
ment on trial, but also the public and you, as a part of that public, 
are on trial. The public and you represent government regulation 
and you are on trial today to a greater extent than are the railroads. 

The question under consideration is whether to continue the 
operation of the transportation act as it now stands or to amend it. 
You must remember that the government, representing the public, 
has so far invaded the field of management as to be approaching the 
condition of actual government ownership, without, however, having 
paid the purchase price therefor. The government has the power of 
management, but it has not assumed the risks and responsibilities of 
management. The owners of the railroads have very little more to 
lose than what has already been taken from them, but the public 
that pronounced so emphatically in 1919 and 1920 against actual gov- 
ernment ownership and the public that enacted the transportation act 
as it now stands has far more to lose if the railroads are forced into 
government ownership, as they inevitably will be unless they are 
given an opportunity to function properly under the terms of the 
transportation act. These public losses will appear as inadequate 
transportation service, as increased operating expenses with resulting 
deficits to be paid from the United States treasury, as the loss of our 
$300,000,000 taxes now paid by the railroads, as decreasing morale of 
employes such as was prevalent during the period of government con- 
trol. These are losses which the public now escapes. 

Amendment of the transportation act, therefore, means the proba- 
bility of incurring the risks of management as indicated above. 
Further trial of the transportation act means an opportunity for 
private management to demonstrate its ability to afford adequate serv- 
ice at lower cost. Which of these will you choose? 


The “astonishing story” of the improvement of the carriers 
since federal control “means that the railway managers and the 
railway employes have gone back to the proper functions of 
railroading. Dare I suggest that we have had the first material 
congressional vacation in a dozen years?” said James R. Howard, 
president of the National Transportation Institute, before the 
dinner meeting on the evening of November 8. , 


Mr. Howard, in his address, spoke principally on the develop- 
ment of agriculture, sketching out the history of the westward 
movement of land settlement, the development of the country 
and the importance of the attendant development of transporta- 
tion. “A new epoch has been marked,” he said, “in which the 
pioneering has ceased and the permanent building has begun. 
This is just as true of all other industries as of agriculture.” 

“Upon you the farmer has his eye,” Mr. Howard told the 
railroad men. “In his own business the farmer has grappled 
with the problem of increased factors in operating costs. This 
process of production cutting cost is always on his mind. Just 
besause commodity prices are beyond his remedy, the farmer 
siezes pon any factor in his own cost over which there is % 
way to exercise control. and, of course, the outstanding target 
is railway rates which are regulated by the government.” 

He said that the farmer watched closely to see that the 
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carriers were operated efficiently, economically and honestly, 
taking full advantage of mechanical progress. But, he said, that 
he suspected that many farmers and others were not fully aware 
of the great part played by mechanical progress and then cited 
as an example the increase in tonnage of the average train load, 
which he said railroad men regarded as the key to economical 
operation. From an average of 175 tons in 1890 it had increased 
to 716 tons for the first part of 1923, an increase of 300 per 
cent, he said. 

The carriers had poured millions upon millions of capital 
into improvements, he said, and had overcome tendencies to- 
ward higher costs and survived on a rate level under which the 
business of the country had moved in record volume. 

Citing specific examples of the carriers improvement he 
said that, since 1922, they had scrapped more cars and locomo- 
tives than they had bought and yet were handling a record 
breaking tonnage because the new cars and locomotives were 
bigger and better and because they were making rapid repairs 
and the fullest use of all the equipment they had, so that the num- 
ber of cars and locomotives in good order showed increases. 
This, he said, indicated that the employes and officials were 
laboring together in harmony. He added: 


So far as the farmers are. concerned, you may be sure that such a 
spectacle is medicine for sore eyes. We do not begrudge good wages 
or good salaries on the railroads so long as they are giving good 
transportation. Our hearty support and practical co-operation in 
maintaining that situation at all times may be depended upon. 

But the farmers also expect that mechanical and managerial 
progress will continue vigorously. We are asked to pay higher freight 
rates than those to which we have been accustomed. We are told 
that the increased railway income is necessary in order to attract 
capital for just such improvements. What the thoughtful farmer has 
in mind is reduction in railway operating costs. Therein he sees the 
only hope for ultimate rate reduction which he demands, He is think- 
ing of the improvements most obvious to him, such as hydro-electric 
power; but he is coming to know, and I promise you he will increas- 
ingly know, something about the more intensive progress in every 
branch of transportation science. To you gentlemen, the confidence 
and good will of the farmers is vital. You hope they will be patient 
about rates. You invite their co-operation for a respite from railway 
legislation. Towards both those problems the attitude of agriculture 
will be profoundly affected if the farmers are convinced that the 
strengthened credit. arising from the higher rates is to be used in 
devoting capital to improvements in economy. 


The association adopted the following resolutions on the rail- 
road situation: 


Our railroads are giving the best service in their history. 
Throughout industry and trade railway purchases of equipment, 
material and supplies have spread a consumers’ buying power which 
has sustained the business recovery, egg ing | employment to labor 
and strengthening the domestic market for farmer products. The 
national prosperity is measured in freight movement vastly exceed- 
ing all previous records. To keep prosperity and to provide facilities 
to carry the consequent increments of traffic, the railways must con- 
tinue their replacements, additions and betterments. If they are 
to continue they must be permitted to retain the condition which 
has enabled them to do what they have done. That condition is co- 
operation. Shippers have aided in fuller use of equipment. Tons 
per car and car-miles per ‘day should rise toward a new goal. In- 
vestors have shown their faith in the managers and in the govern- 
ment by tking in two years nearly a billion and a half of securities. 
They should be encouraged to invest in more roads and to take 
stock as well as bonds and notes. Individuals and associations in 
every walk and in every state, appreciating service and prosperity, 
depreeate radical agitation, to the end that the railways may con- 
tinue to use all their energies in building up and operating their 
properties. Their United voice can win wider concurrence in that 
demand. We welcome the declaration of many senators and repre- 
sentatives that they are opposed to legislative experiment affecting 
railways and are aware of no amendment of the transportation act 
which is urgently necessary at this time. This attitude is encourag- 
ing to investors. We urge all advocates of ultimate changes in the 
act to join us in postponing their proposals. 

Current experience has demolished the theory that on freight 
rates designed to yield the roads income sufficient for adequate facil- 
ities and service the nation’s business would not move. On rates 
fixed by the Interstate Commerce Commission under the _ trans- 
portation act amazing new traffic totals have embraced every class 
of freight and every commodity. The region where reductions are 
now most discussed is the Northwest, where through previous cuts 
since 1920 the rates and (excepting New England) railway net in- 
come are the lowest. The factor which cannot be escaped is operat- 
ing cost. Wage increases, the Adamson Law and numerous physical 
and service causes of expense are outside the managers’ control. 
Offsetting these are economies through labor-saving mechanical 
progress. Modern equipment is essential for the farm, the mine and 
the factory. It is equally essential for the railway. Such progress 
will proceed only so far on any railroad as capital flows in for exper!- 
ment and installation. Arrearages in this respect have accumulated 
for twenty years. To complete the cycle of needs and fully modernize 
the plant as a whole we must have a prolonged era of good gross and 
net earnings. Shippers interested in lower railway operating cost can 
promote that tendency by supporting the Interstate Commerce Com- 
mission in the rate policy prescribed by law, aimed at sufficiency and 
stability of earnings. 

Conviction steadily spreads that stability of industrial employ- 
ment and hence stability of national prosperity are profoundly af- 
fected by continuity of railway purchases. When amendments become 
timely we shall favor a provision in the transportation act authorizing 
deferred maintenance in good years to be made in years not so good. 
Meantime, under the present limitations, in order that industrial em- 
ployers may operate without interruption, we suggest to the railways 
that, so far as they can forecast requirements and possess the neces- 
sary resources, they place their orders well in advance of delivery. 

Investors’ confidence in railway securities is largely based upon 
faith in the policy of the government. An essential element in that 
policy and in their confidence is delegation of rate regulation to 4” 
administrative body charged with responsibility for results in total 
earnings. Whatever tends to strengthen the independence of the 
Interstate Commerce Commission increases the courage of investors. 
We earnestly urge shippers and others in rate adjustments to refrain 
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November 10, 1923 


from public agitation and from efforts to enlist officers in the execu- 
tive department of the government and members of Congress for 
the exertion of pressure upon the Commission or upon the railroads 
We recommend that the regulation of rates be dealt with in orderly 
procedure and that the Commission and the parties, including the 


carriers, be accorded the respect appropriate to participation in a 
judicial function. 


TRANSPORTATION INSTITUTE MEETING 


The Trafic World New York Bureau 


A joint meeting of the directors and the research council of 
the National Transportation Institute was held in New York 
November 7. Bird M. Robinson resigned as treasurer. The 
resignation was accepted with a vote of thanks for his service 
and appreciation of his work in creating the institute and get- 
ting it started in its work. He is succeeded as treasurer by 
Ralph Van Vechten, vice-president, Continental and Commer- 
cial National Bank, Chicago. Mr. Robinson is still chairman of 
the executive committee. Several new members of the research 
council and of the board were elected, subject to their accept- 
ance. Mark T. McGee, in charge of organization work, and 
Capt. Gorby, in charge of the department of public relations, 
were made vice-presidents. 

Chairman Edgar E. Clark and Dr. David Friday, director, 
of the research council, were present and made an extensive 
report on the work under way, some of the results of which 
will be ready for public announcement soon. The research 
council acts independently of the board as to what investiga- 
tions it shall pursue and has charge of its own expenditures, 
subject to the budget allowed by the board. It makes its re- 


ports, however, to the board and the board looks after the 
matter of making them public. 


There was a full discussion by the board of organization 
and educational work. 


History of the Institute 


Mr. Robinson, in resigning as treasurer, submitted the fol- 


lowing special report concerning the history and the status of 
the Institute: 


At the time the corporation was organized, the Board of 
Directors was not prepared to elect a permanent treasurer, and 
I was elected with the definite understanding that I would be re- 
lieved of that responsibility as soon as the board was ready to 
elect a successor. That time has arrived, and I, therefore, ten- 
der my resignation as treasurer. 

I am of the opinion that I should at this time submit a 
Special Report, for the purpose of making a permanent record, 
and for the information of the board, showing, in a condensed 
way, the events connected with this institute prior to its or- 
ganization. 

The question is constantly being asked: Who originated the 
—— who organized it; who paid for it, and what was the 
cos 

The imperative need for an authentic, impartial and reliable 
source of information about transportation in its broad aspects, 
especially those most immediately affecting the public, was im- 
pressed upon my mind prior to the beginning of the World War. 
The events of the war period, and of the years immediately fol-~ 
lowing, convinced me that the public was being misled about its 
transportation agencies, in some respects gravely misled. Upon 
thorourh investigation, I became convinced that there was no 
recognized source of impartial information about transportation 
in all of its aspects and bearings, to which the public could look 
or would accept. I was forced to the conclusion, which seemed 
to be almost universal, that practically all of the research work, 
with reference to transportation, was being done from some par- 
tisan point of view, hence that, regardless of the facts ascer- 
tained, no matter how sound, they were either discredited or re- 
jected by a large part of the public. 

I was impressed with the demonstrated fact that the ab- 
sence of an impartial and authentic ascertainment of facts af- 
forded the radicals and the unscrupulous politicians a free field 
in which to mislead the public, and that they were utilizing the 
opportunity to the fullest extent. 

Being fully convinced that conditions were going from bad 
to worse, and that the people were, in a constantly increasing 
degree, becoming the real sufferers, through the impairment of 
pe transportation facilities, I began an intense study of the 

em. 

, After a long, and in some respects a discouraging investiga- 
tion, I recognized and adopted the fundamental principles, and 
worked out the main and important features of the plan of this 


+ a ee and gave it the name “National Transportation In- 
e. 


I became convinced that the key to the whole problem, the 
one thing necessary above all others, was the ascertainment of 
the real facts, all of the facts, and the intelligent interpretation 
aereot, in a way not only to justify but to demand the full con- 
dence and respect of ali fair-minded and honest citizens. 
t © accomplish that all-important object, I recognized that 
two things were necessary; first, that there must be a fact-find- 
ing and interpretating body composed of the ablest, most up- 
right, most impartial and best known men in the country, men 
of the broadest experience, not only in transportation, but as to 
seneral business affairs; and second, that the body thus com- 
Posed must be made absolutely independent of any control, finan- 
clal or otherwise. In other words, must be given exclusive juris- 
eetion over all investigation work, and be held responsible for 

€ good faith of the results, 

— olowing the key problem, the next in importance was to 
mg Se feasible, workable plans to convey the facts ascertained, 
a a way that ‘every person could understand, plans that were 
suche nsurate with the magnitude of the problem, and through 
that plans and efforts, to aid in educating the public to know 
agendiss mterests are inseparably linked with its transportation, 
toro’, study convinced me that most, if not all, of the plans 

wed by various agencies dealing with the transportation 
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Problem, were failures to a greater or lesser extent, or were 
plainly inadequate, hence that the interest of the public de- 
manded that more extended and more adequate plans be adopted; 
and put into practice in a vigorous and intelligent way. 

Appreciating as I did the magnitude of the problem, and the 
fact that the cost of an adequate working force would be large, 
I had great difficulty in working out a plan that would produce 
the necessary funds, and at the same time not place the organ- 
ization in a position where one or more interests or groups could 
control it for selfish ends. 

I could not at that time ascertain to any extent whether the 
business and other men would participate in providing funds for 
the work, and I considered a plan which contemplated that the 
carriers, steam, electric and water, would furnish the funds 
throuch advertising in an official organ. I submitted that sug- 
gestion to five leading railway executives, and in reply they 
stated definitely that they would neither participate nor recom- 
mend any assistance from others. In fact, some of the five def- 
initely opposed the plan, saying it was neither necessary nor 
desirable. 

Upon further consideration, I discarded that financial plan for 
the reason that it became apparent, regardless of the refusal of 
assistance and opposition, that the charge would be made; that it 
was a_ scheme of the carriers, and that they were controlling it—a 
thing I did not intend to permit. 

I thereupon proceeded to present the problem and plan to the 
business men of the country entirely independently of the carriers. I 
presented it first to the National Agricultural Conference held in 
Washington in January, 1922. That conference adopted a resolution 
endorsing the establishment of an institute such as I proposed. Fol- 
lowing that I presented the proposition to a number of organizations, 
among others the Joint Commission cf Agricultural Inquiry of Con- 
gress, and all of them endorsed it by appropriate action, most of 
which have been published. I devoted most of my time from Jan. 1 
to July 31, 1922, presenting the plan to organizations and individuals, 
working to ascertain whether a successful organization could be cre- 
ated and maintained. During that time I expended approximately 
$3,000 of my own funds, which were contributed to the cause without 
either hope or expectation cf a return. 

Notwithstanding the expressed opposition of many persons, and 
the indifference and ridicule of many others, most of whom were 
directly or indirectly connected with the railroads, I developed the 
fact that many leading men, and some important national organiza- 
tions engaged in various kinds of business, recognized the impera- 
tive need for a real impartial fact finding, and educational organiza- 
tion, such as I proposed. I therefore, on Aug. 1, 1922, determined to 
proceed to accomplish that object. 


Who Organized It? 


_Within a very short time, I ascertained that I could secure the 
active participation. both officially and financially, of a number of 
strong and outstanding men, and that an organization could be made 
promptly under my supervision and control as president. 

Notwithstanding my natural ambition to proceed, and the very 
apparent need for progress,:.I did not take advantage of that avail- 
able assistance, for the reason that I did not believe it would be for 
the best interest of the institute and its work. 

The one and only object was to create and provide for the main- 
tenance of an institution that would, in the fullest and truest sense, 
represent the real interests of the people as a whole, and enable them 
to know the actual facts about their transportation agencies. 

After conference with various persons who had expressed an inter- 
est in the proposition, I determined to submit it to every national 
business organization, every concern especially affected by transpor- 
tation, and to all individuals possible, and urge them to participate 
in the development and adoption of a plan, and to aid in putting it 
into effect. 

The work necessary to accomplish that object was long, trying 
and, much of the time, most discouraging. Many persons that ought 
to have co-operated, at least to some extent, notably a large per cent 
of persons engaged in the public relations work of the railroads, not 
only discredited, but attempted to kill the movement by ridicule. 

Notwithstanding the opposition, indifference and discouragement 
encountered, I pushed the work at all times and under all circum- 
stances. I appeared before many meetings of national and other 
organizations, and succeeded in enlisting the favorable consideration 
of most of them, and co-operation from some of them, in this work. 
TI had some valuable assistance from several persons, especially from 
Hon. Sydney Anderson. 

One of the steps taken in the progress of the work of enlisting 
the interest of the largest number of people possible, was the giving 
of public dinners and luncheons. 

With the assistance of Hon. Sydney Anderson, Mr. James R. 
Howard, then president of the American Farm Bureau Federation, 
and others, I gave a dinner in Chicago, Ill... on Dec. 8, 1922, at which 
the subject of the organization was submitted and endorsed, and a 
representative committee was appointed to aid in arousing interest, 
and to participate in arranging for an organization. There were 130 
persons present at that dinner. including representatives of almost 
every kind of business, especially agriculture, of which there were 
present seventy-three. For the information of those present and for 
the purpose of making a permanent record, I printed a pamphlet con- 
taining the names. addresses and business connections of those pres-‘ 
ent and participating. 

With the assistance of Messrs. Anderson, Howard and Hon, Edgar 
E. Clark, and others, especially with the assistance of the president 
and secretary of the Chamber of Commerce of New York, I gave a 
dinner in New York on Jan. 18, 1923, at which the subject of the 
organization was submitted with full information as to the action 
taken at Chicago. The participants then endorsed the proposed organ- 
ization, and the steps there taken, and named additional members of 
the committee appointed at Chicago. 

As information, and as a record, a pamphlet was printed for the 
New York dinner containing the names. addresses and business con- 
nections of those present. Copies of both pamphlets are available 
for distribution. 

The committee appointed at Chicago and New York met twice, 
once in each of said cities. After careful consideration, that commit- 
tee approved, in a general way, the by-laws to be adopted, and 
decided that the institute should be organized under the laws of 
Illinois. It then appointed an organization committee and instructed 
it to proceed, with the knowledge and understanding that the mem- 
bers of that committee would become directors. 

The members ot the organization committee discharged their duty 
by organizing the National Transportation Institute on April 16, 1923, 
and by the adoption of by-laws and the election of officers. 

Early in 1922, while I was engaged in the preliminary work, it 
became necessary to ascertain what outstanding men would agree to 
become the responsible officials. Believing that the impartial. fact- 
finding body was the most important, I presented the proposition to 




















































































Hon. Edgar E. Clark. I regarded him as pre-eminently fitted for the 
head of Ghat all-important work. After consideration, Mr. Clark ad- 
vised that he would accept the | og oor 4 of the body created for 
that part of the work, upon condition that the institute would be or- 
ganized and conducted in an impartial and _really representative basis. 

In due time I became impressed that Hon. Sydney Anderson was 
especially fitted to participate actively in the work of the fact-finding 
body, and I invited him to become vice-chairman with Mr. Clark. He 
accepted the invitation, subject to the same conditions named by Mr. 
Clark, as to the impartial and really representative basis of the 
organization. 

I regarded the selection of a president as a matter of the greatest 
importance. After considering many outstanding individuals, I de- 
cided that Mr. James R. Howard was, upon the whole, the most 
desirable man, and I then invited him to accept that responsible posi- 
tion. Mr. Howard was strongly in favor of the proposed organization. 
He had participated in having it endorsed by the National Agricultural 
Conference, of which he was a member. He had also aided in having 
the proposition submitted to the Joint Commission of Agricultural 
Inquiry of Congress, with which he was connected. Mr. Howard had 
my appeal! under consideration for several weeks, during which time I 
saw him frequently. When he finally decided to join in the work he in- 
sisted that I should become the president and he would become the 
vice-president. I declined to agree to that arrangement, and he 
thereupon agreed to accept the presidency. : 

I agreed with Mr. Howard that I would accept the position of 
chairman of the executive committee, and I participated in the prep- 
aration and adoption of by-laws that conferred the real control and 
power in the president. I did not feel that it would be necessary for 
me to have special authority for anything I might propose. I pre- 
ferred to rely upon the merit and fairness of any and all things that 
I might suggest. ; 

The selection of the other officers and additional directors has 
been made after conference with all concerned. 


Who Paid for It—What Did It Cost? 


When I decided about the first of August, 1922, to create the insti- 
tute, I was confronted with the necessity -of obtaining funds with 
which to pay necessary expenses. I promptly decermined not to ask 
for financial assistance from anyone or concern that had any reason 
to hope or expect to ever control in any way. I wrote a number of 
personal friends, most of whom were connected with short line rail- 
roads, and asked them to subscribe funds for preliminary organization 
expenses, suggesting a minimum of $25 and a maximum of $1,000. 

During the period, August 8, 1922, to April 9, 1923, forty-one of my 
friends subscribed and paid me, from time to time, $6,950, all 
of which was promptly deposited in the American National Bank in 
Washington, D. C., to the credit of the National Trasportation Insti- 
tute. A full and accurate record of all subscriptions was made, and 
that record is available to all concerned. ‘ 

The funds were disbursed by checks and proper receipts were 
taken, all of which have been preserved. , 

The funds were used in the payment of expenses of all kinds, in- 
cluding the cost of the large public dinners and luncheons, traveling 
expenses, printing, postage and other office expenses, and $2,167.50 
compensation paid Hon. Sydney Anderson for services after January 
1, 1922, which I felt justified in paying and which he was justified in 
receiving. 

The balance on hand on February 1 was not sufficient to meet 
the obligations, and I then advanced $1,650. Subsequently and prior 
to April 16 the balance of the subscriptions from my friends were 
received, and $1,000 of the amount advanced by me was repaid, leav- 
ing $650 unpaid. That amount was paid in full after April 16. 








Received from subscribers .........++0-- eewaree aia wnwsarwadie $6,950.00 
Received from Bird M. Robinson, advance .........-eeeeeeees 1,650.00 
OOO. 6d cnkcunene LAs POAC REO RH SUOUeeReReewes Msiviosmecews $8,600.00 
Disbursed for expenses ...... Remsen wiaesdeweuven ieweeetenceeeme 7,573.71 
ND. oo. ais aug Aetna See bee ae mes a aoe sire cewamenuaun $1,026.29 
Less repayment on account of advance......... PE re 1,000.00 
Balance on hand April 16 ..0-.ccccccscccccccccses rere ee 


It is very apparent that the amount expended for the organiza- 
tion work is extraordinarily small. It was accomplished in three or 
four important ways. Kirst, I contributed my time and energy from 
January 1, 1922, to April 16, 1928, without compensation of any amount 
or kind. Second, Mr. Howard and Mr. Mark T. McKee contributed a 
part of their time from January 1 to April 16 without compensation, 
and Mr. McKee paid his own expenses, which he contributed. Third, 
no promotion fees, commission or salaries, other than payment to Mr. 
Anderson, heretofore mentioned, were paid to anyone, and no contracts 
or obligations of any character, other than the balance of $650 due 
me on account of advance made, had been made or incurred. 

I not only exercised caution and economy to the extent possible 
in handling the funds entrusted to my care, but I have from the be- 
ginning given to the problem and proposition all that there was in 
me, both physically and mentally. 

My association and contact with the officers, directors, members of 
the research council and employes has been both cordial and pleasing, 
and I have every reason to believe that I have the confidence of 
each individual thus officially connected with the institute. 


N. I. T. L. MEETING 


The annual meeting of the National Industrial Traffic League 
will be held at the Hotel Sherman, Chicago, Wednesday and 
Thursday, November 14 and 15. 

Committee on arrangements is composed of Geo. A. Blair, 
General Chairman; R. J. Wallace, Chairman, Publicity Com- 
mittee; F. L. Bateman, Chairman, Finance Committee; N. M. Bil- 
lings, Chairman, Dinner Committee; W. J. M. Lahl, Chairman, 
Transportation Committee; J. W. Bingham, Chairman, Enter- 
tainment Committee; Richard O’Hara, Chairman, Hotel and 
Room Reservations Committee; E. L. Dalton, Chairman, Speakers 
Committee. 

There will be a banquet Wednesday night at which the 
speakers will be Harry F. Atwood, of Chicago, and Charles 
Donnelly, president of the Western Pacific. 

The docket of subjects for the business sessions follows: 








1. Appointment of Nominating Committee—by Charles Rippin, 
President. 


2. Executive Committee, Report of,—by the Executive Sec- 
retary. 


8. Bill of Lading Committee,—by W R Scott Chairman. 
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(a) Rules for Carriage of goods by sea under bills of lading, 
—The Hague Rules—1922, 

(b) Through Bills of Lading from interior points via coast 
wise movement. 

(c) Bill of Lading terms coveriag shipments from Canada. 
. a Delivery of Shippers order shipments upon indemnity 
onds, 

4. Car demurrage and Storage Committee—by T Noel Butler, 
Chairman. 

(a) Proposed changes in the Uniform Code of Storage Rules 
—(1) Storage Rule 3—Free time allowed. (2) Storage Rule 6— 
Charges for storage on explosives and other dangerous articles, 
(3) Storage Rule 7—Claims. 

(b) _Demurrage Rule 4—Secton E, paragraph 2 (a) and (b), 

(c) Demurrage Rule 8—Preamble. 

(d) Demurrage Rule 8—Section E. 

5. Classification Committee, A. H. Ferguson, Chairman. 

(a) Dunnage Allowance. 

6. Diversion and Reconsignment Committee, by H. D. Rhode- 
house, Chairman. 

7. Export and Import Traffic Committee, by R. J. Menzies, 
Chairman. 

8. Express and Parcel Post Committee, by H. M. Freer, 
Chairman. 

(a) Withdrawal of American Railway Express service on 
the Erie Railroad, and other short lines. 

(b) General Express Investigation.—I. C. C. Docket No. 13930. 

(c) Application for Increased Express Rates in Canada. 

(d) Inspection of Concealed Loss or Damage. 

(e) Terms and Conditions of Uniform Express Receipt,— 
Value shown on Receipts. 

(f) Routing and racing of shipments by the American Rail- 
way Express Company. 

Freight Claims Committee, by Geo A. Blair, Chairman. 

(a) Concealed Loss and Damage Claims. 

(b) Concealed Loss and Damage Claims on Import Shipments, 

(c) Refund of Overcharges by Carriers. 

10. Highway Transportation Committee, by W. J. L. Banham, 
Chairman. 

11. Inland Waterways Committee, By R. M. Field, Chairman. 
12. Legislative Committee, by R. C. Fulbright, Chairman. 

(a) General Policy as to Legislation. 

(b) Compulsory Consolidation. 

(c) Labor Board. 

(d) Regional Commissions. 

(e) Tariff Files at small stations. 

(f) Miscellaneous matters. (1) Repeal of the war tax on 
telephone and telegraph messages. (2) Claims against telegraph, 
telephone and cable companies during the period of federal con- 
trol. (3) Commercial Bribery. (4) Application of Canadian Bills 
of Lading on shipments from Canadian points to points in the 
United States. 

(g) Report of the Federal Coal Commission, and recom- 
mendation that the Interstate Commerce Commission be placed 
in charge of the regulation of coal traffic. 

. Membership Committee, by R. C. Ross, Chairman. 

14. Passenger Traffic Committee, by L. C. Parshall, Chairman. 
(a) Pullman Surcharge. 

. 15. Rate Construction and Tariffs Committee, by F. E. Wil- 
liamson, Chairman. 

(a) Report of Investigation of manner in which carriers, 
and carriers’ issuing agents, furnish tariffs to shippers. 

(b) Relief for carriers in the filing of agency tariffs at small 
stations where such tariffs are not used. 

(c) Complaint relative to carriers’ failure to publish a rate 
because supplemental matter to the tariff under the Commission’s 
rules has reached its limit, and failure of the agent to reissue 
the tariff. 

16. Transportation Instrumentalities and Car Service Com- 
mittee, by W. S. Crowl, Chairman. 

(a) Car Pooling Plan of the National Association of Owners 
of Railroad Securities. 

(b) Regional Advisory Boards. 

(c) I. C. C. Docket 14489 in re: Adequacy of Locomotives 
and Cars owned by common carriers used in the transportation 
of freight. 

17. Weighing Committee, by C. T. Bradford, Chairman. 

18. Treasurer, Report of,—by E. C. Wilmore. 

19. Finance and Auditing Committee.—by G. L. Cory, Chair- 
man. 
20. Special Committee on Coal Claim Rules,—by J. D. Battle, 
Chairman. 

21. Special Committee on Embargo Rules and Regulations,— 
by Chas Orchard, Chairman. 

22. Special Committee to Co-operate with the Railroad Traffic 
Executives.—W. H. Chandler, General Chairman. 

(a) Double collection of freight charges. 

(b) Reconsigning procedure. 

(c) Iowa Traffic League Resolutions. 

(d) Perishable Freight Tariff. 

(e) Southern Rate Committee Dockets. 

23. Special Committee on Allowances to Industrial Roads 
and Charges for Spotting. 

24. Special Committee on Revision of the Constitution,—by 
R. C. Ross, Chairman. 

25. Special Committee on Claims Prevention,—by C. B. Bald- 
win, Chairman. 

(a) Pacific Ocean Claim Association. 

(b) Errors in Classification due to improper description of 
merchandise on bills of lading. 

(c) Results obtained by cooperation between shippers and 
carriers. 

26. Special Committee on Merchant Marine,—by Seth Mann, 
Chairman. 

(a) Opposition to Government Ownership or operation of 
Merchant Vessels. 

(b) Government Transports should be withdrawn from 
freight and passenger business. 

(c) Section twenty-eight Jones Act should be repealed. 

(d) Coastwise laws should be extended to Philippines. 

27. Special Committee on Telegraph Liability, by H. L. Goe- 
mann, Chairman. F 

28. Special Committee to Reconsider the liability clause in 
Uniform Side-track Agreements,—by P. Hanson, Chairman. 

29. New Business. 


AUTHORIZES BOND ISSUE 
The Greenwich & Johnsonville has been authorized by the 
Commission to issue 500,000 of first mortgage gold bonds, which 
are to be sold at not less than par and accrued interest. 
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N. A. R. U. C. CONVENTION 


The Trafic World Washington Bureau 


The National Association of Railway and Utilities Commis- 
sioners has issued its call for the thirty-fifth annual convention 
to be held December 4 to 7, inclusive, at Miami, Fla. The 
headquarters of the association will be at the Hotel Urmey. 

Chairman Meyer, of the Commission, has been invited to 
deliver the opening address, and Commissioner Esch has been 
asked to preside at the round table conference on co-operation 


between the federal and state commissions. In its call the 
association said in part: 


It seems superfluous to direct attention to the fact that the dis- 
cussions of the convention will center around possible federal legisla- 
tion during the coming winter. Unquestionably at the next session 
of Congress the transportation system of the country will be the sub- 
ject of the most important of proposed legislation. This will afford 
us the opportunity again to press our program for such amend- 
ments to the transportation act as will make clear and unmistakable 
the authority of the states over intrastate rates, facilities and serv- 
ice. It is essential that we prepare for this situation and at the 
Miami convention make our position emphatic. The report of our 
committee on state and federal legislation will have a leading place 
on the program. 

While insisting upon due recognition of state authority, we again 
wish to acclaim the policy of co-operation between the state commis- 
sions and the Interstate Commerce Commission, so happily inau- 
gurated in 1922 and ratified by the association at the Detroit con- 
vention. The actual working out of this policy during the past year 
has fully demonstrated its wisdom. Instead of standing aloof and 
raising questions of jurisdiction, the federal and state bodies are now 
working together and considering jointly many cases involving mutual 
interests. It is the earnest wish of the association that this policy 
be continued, to the end that disputes may be avoided and harmoni- 
ous action assured. The last year also has shown several instances 
of the benefits of co-operation between the states themselves. It is 
highly desirable that such co-operation be further promoted, so that 
groups of states having identical or similar interests may act together 
for the common good. 

The program for the Miami convention as far as now framed 
promises one of the most interesting of our annual meetings. We 
now have twenty standing and special committees, and excellent re- 
ports, prepared with great care and after research, will be submitted 
from all of them. 

On the first day there will be an address of welcome by a promi- 
nent Florida official. This will be followed by the annual address of 
the president. In the afternoon the report of the special committee 
on revision of the constitution will make a special order. This report 
will be presented by Hon. Alexander Forward, first vice-president of 
the association, and chairman of the special committee. During the 
afternoon there will be an address by Justice William H. Ellis of the 
Supreme Court of Florida. 

“Suner Power’ will be one of the timely subjects discussed. This 
is one of the most important questions before the American people 
today. The aim of the promoters of this cause is to bring about a 
grouping of the states in relation to natural water power resources 
and the generation and distribution of hydro-electric power without 
regard to state boundaries. The discussion will be led by Hon. W. D. 
B. Ainey, chairman of the Public Service Commission of Pennsylvania. 
Hon. Herbert Hoover, Secretary of the Department of Commerce of 
the United States, has been invited to address the convention on this 
subject, but it is not yet known whether he will be able to accept. 

Judge E. V. Kuykendall of the Washington Department of Public 
Works will present the report of the committee on motor vehicle 
transportation, and this will be followed by a ’round table discussion 
upon the same subject. The regulation of motor vehicles is one of 
the questions of the hour. A number of states already have assumed 
control of the operation of such vehicles, several of them since our 
last convention, and if the present tendency continues, the other 
states may soon fall in line. 

There will be an address by Hen. J. J. Esch, Interstate Commerce 
Commissioner, upon the subject of co-operation between the state 
commissions and the Interstate Commerce Commission—a policy 
which has already enlisted the enthusiastic support of both federal 
and state bodies. This will be followed by a ’round table discussion 
in which several members of state commissions will participate and 
which will be directed toward the benefits of co-operation between 


the states themselves as well as between the states and the federal 
commission. 


The “regulated” will be represented, and as usual, the regulators 
will hear from them. Addresses will be delivered by Hon. Carl D. 
Jackson, former president of this association, and now representing 
the National Electric Light Association; Hon. M. H. Aylesworth, 
executive manager of that association, and also by representatives 
of the American Gas Association and the American Electric Railway 
Association. Mr. Donald D. Conn, of the car service division of the 
American Railway Association, will also address the convention. 


The valuation of the railroads of the country by the Interstate 
Commerce Commission, always a topic of great interest, has taken 
on a new significance by reason of recent developments. Hon. C. F. 
Staples, director of valuation for the Interstate Commerce Commis- 
Slon, has consented to address the convention upon this subject. His 
address will be followed by the presentation of the report of the com- 
mittee on valuation by Hon. F. P. Woodruff of Iowa, chairman. 

In the past the association, in co-operation with the American 
Railway Association and the American Automobile Association, has 
done constructive work in the direction of protecting grade crossings 
of railroads. In 1917 it approved the report of its committee on grade 
crossings and trespassing on railroads, recommending the adoption 
of certain methods of grade crossing protection, the chief of which 
was the installation of approach warning signs in the highways on 
either side of the crossings. Owing to the great increase in auto- 
mobile traffic on public highways, the question of protection is again 
engaging the attention of railroad companies and state authorities. 
The committee on grade crossings and trespassing on railroads, of 
which Hon. W. T. Gunnison of New Hampshire is chairman, will 
Present a report and this will be followed by a ’round table discus- 
Sion on the same subject, at which Hon. Frank Milhollan of North 
Dakota will preside. 

reat interest attaches to the report of the special committee on 
telephone depreciation, to be presented by Hon. T. A. Browne, of 
Nebraska, chairman. This committee was appointed by last year’s 
convention, because the question of telephone depreciation demanded 
ecial consideration. It is unquestionably one of the great topics 
efore the regulating powers today, and all state commissions having 
jurisdiction over utilities other than railroads will be interested in 
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this report. The presentation of the report will be followed by a 
Gaon table discussion in which all commissions are invited to par- 
ticipate. 

In conclusion, the executive committee desires to impress upon 
all state commissions the importance of the coming convention. Sel- 
dom, if ever, have there been so many questions of great import to 
state regulation demanding consideration. It is earnestly hoped that 
every state commission belonging to the association will be repre- 
sented at Miami, to the erd that these important questions shall 
have nation-wide consideration, and that any action that the associ- 
ation may take shall be supported by the great majority of the states. 

Last, but not least, the executive committee, at_the special re- 
quest of the gallant commissioner from Florida, Hon. R. Hudson 
Burr, extends a cordial invitation to the commissioners to bring their 
wives and daughters with them to Miami. It is believed that the 
program of entertainment which the Florida commission is preparing, 
will appeal especially to the feminine contingent, and it is hoped 
that there will be a large attendance of ladies. 


AMERICAN MARINE CONGRESS 


The Trafic World New York Bureau 


Twenty-two resolutions, outlining a comprehensive program 
for the establishment and maintenance of American shipping, 
were adopted, Nov. 8, at the meeting of the American Marine 
Congress. These will be brought to the attention of President 
Coolidge, the Shipping Board, various government departments 
and the national Congress in Washington. 

The annual banquet was marked by an address by Secretary 
of Commerce Hoover, who said that foreign discriminations 
against American shipping, control of freight rates, and double 
taxation of American merchants abroad by our own and foreign 
governments are responsible for the decline of the merchant 
marine in overseas trade. O. E. Bradfute, president of the 
American Farm Bureau Federation, spoke of the attitude of 
the farmers toward American shipping and said that con- 
structive measures would be supported by agriculture. 

Secretary Hoover said that “we must have our own. ships 
for the protection of our foreign trade; we must have ships if 
we would expand our exports on sound lines and we must have 
them as an auxiliary to our national defense. If we are to 
have secure export markets we must have some sound propor- 
tion of American controlled shipping to assure us against com- 
binations in rates which would prejudice our goods in competi- 
tive markets. Nor have our merchants been without the experi- 
ence of finding that the transportation of our goods in foreign 
bottoms has been taken*advantage of by our competitors to 
learn the details of our trade connections.” 


Resolutions adopted by the American Marine Congress, sum- 
marized briefly, were as follows: 


1. The Shipping Board should retire from operation of vessels 
——_ them in the hands of private companies as soon as prac- 
cable. 
The board should scrap inferior ships. 
Remaining vessels should be offered for sale to citizens with- 
out restrictions. 
After a reasonable time all unsold vessels should be scrapped. 
Government passenger lines should be continued in operation 
through private companies until sold. 

2. Merchant ships owned by the government should be trans- 
ferred to private owners as rapidly as possible. 

3. The Secretary of Commerce and Shipping Board should mod- 
ernize, codify and make the United States navigation laws com- 
parable with those of our maritime competitors. 

‘ 4. The coastwise laws should be extended to include the Philip- 
pines. 
5. Not less than one-half of immigrants should be required by 
law to travel in American ships. 

Officers and men of the merchant marine should be enrolled 
in a naval reserve with suitable regulations as to wages and duties. 

7. Government officials and supplies should be required to travel 
by private American vessels. 

8. The Postoffice Department should be encouraged in its policy 
of transporting United States mails by American vessels. 

9. Rail and ocean transportation should be drawn together and 
made to function as one transportation system to all parts of the 
world. Permission should be given to railroads and American steam- 
ship lines to co-operate in agreements to divide joint rates in a man- 
ner similar to that universally pursued in division of rates on domes- 
tic traffic and traffic by Canada. Such arrangements should not be 
allowed to American railroads and foreign steamship lines. 

10. The administration should amend existing treaties with the 
view of establishing preferential customs duties and tonnage dues in 
favor of American shipping. 

11. There should be preferential rail rates for goods and passen- 
gers on American ships. 

12. Railroads should be allowed to apply export rates on mate- 
— used in the construction of American ships and supplies used 
in them. 

13. A proper load line law should be adopted; ships should be 
classified by the American Bureau of Shipping and insured in the 
American marine insurance syndicates. ; i : p 

14. Congress should repeal all laws admitting foreign built ships, 
including yachts, to American registry, and eliminate the 10 per cent 
excise tax on pleasure boats built in this country. 

15. The practice of placing contracts for the repair of govern- 
ment merchant ships with navy yards in competition with private 
plants, should be discontinued. 

16. The construction loan fund should be made available for 
loans for conversion of government ships to Diesel engines, and the 
Shipping Board should sell ships on favorable terms for this purpose. 

17. Elimination of waste and simplification of practice initiated 
by the Department of Commerce, the American Marine Association 
and the Shipping Board is endorsed. 

18. An adequate number of American ports should be developed, 
both inland and seaboard, und to that end equitable ocean and rail 
class and commodity rates for exports, imports, coastwise and inter- 
coastal, and from such ports, should be established. 

19. All bureaus of the Department of Commerce having to do 
with merchant marine affairs should be consolidated under one head. 
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20. American citizens should consider it a patriotic duty to travel 
by American vessels. 

21. The proposed treaty with Great Britain, allowing British 
ships to have liquor on board under seal within the three-mile limit, 
in return for the right of search and seizure within twelve miles, is 
opposed as ineffective and as giving British ships an advantage at the 
expense of American vessels. 

22. Immediate steps should be taken to make the American Ma- 
rine Congress a permanent institution. 


“It is simply a truism to say that we must have an Amer- 
ican merchant overseas marine,’ Herbert Hoover, secretary of 
the Department of Commerce, said in an address before the 
congress. “Entirely apart from the fine sentiment and national 
pride of a great trading nation in keeping its flag upon the 
seas, we must have our own ships for the protection of our 
foreign trade; we must have ships if we would expand our 
exports on sound lines and we must have them as an auxiliary 
to our national defense.” 

The necessity of having Americans abroad to look after 
American business was emphasized by Secretary Hoover, add- 
ing that the taxation policies of the government with regard 
to our citizens abroad were so burdensome that: Americans 
would not go abroad. Continuing, he said: 


In a broad sense the American people are endeavoring to es- 
tablish a merchant marine that will adequately protect and pro- 
mote our commerce. The ideal is regular, ferry like service of 
boats of the cargo liner type with some passenger capacity tra- 
versing the great trade routes of the world and carrying at 
least 50 per cent of our foreign trade. Today, outside of oil, we 
are carrying less than 20 per cent. Some day we will attain such 
a merchant marine. Our national necessities, the capacity of our 
people for organization, for mechanical development and enter- 
prise will some day bring it about. In the meantime we have 
much divided opinion in public mind, in the shipping world and 
in Congress, as to method. And our shipping world is suffering, 
from great handicaps. 


It .is not my purpose to review all these handicaps that are 
so familiar to you but rather to present to you one single phase 
that has not been so generally considered that is capable of 
remedy. That is the relationship that American merchants abroad 
must bear to the success cf an American merchant marine. We 
will never have a real American merchant marine until we have 
a much larger complement of merchants of our own nationality 
conducting our commerce in foreign ports. Our raw materials 
are largely sold at our shores to foreign merchants. They dic- 
tate the shipping. Again most of our purchase of raw materials 
are for delivery at our shores. The foreign merchant again con- 
trols the shipping. If we except oil, most of our manufactured 
goods for export are dealt with by foreign merchants. How real 
all this is, is shown by the fact that except oil only about 12 
per cent of our imports and exports were managed by American 
merchants abroad. 

The situation is just as insecure for our exports as for our 
shipping. If we would make sure of the continuous flow of 
goods we must have the American on the ground distributing tol 
the foreign retailer, securing business by his services as well as 
his price. Many an American merchant has seen his established 
trade disappear because he depended upon a foreign merchant 
not to show patriotism to his own country. This situation has 
been contributed to by the tendency of some of our manufactur- 
ers to regard export as a happy hunting ground in times of 
domestic depression, to be abandoned in times of domestic de- 
mand. We cannot have a merchant marine without an army of 
American merchants in foreign ports. This is the foundation of 
our British competitors. 

No stable consumption of goods can be built upon on such a 
fabric. And other things being equal, the merchant ships his 
goods under his own flag, even giving a preference to that flag. 
Our competitors certainly do so. The lack of growth in our 
merchant personnel abroad is, I believe, to a large degree the 
fault of our Government for reasons I will detail later. 


Despite our expanding export and import trade, the number 
of our merchants abroad has decreased in late years and yet if 
we would have a merchant marine they must be increased. The 
taxation policies of our government have been to a considerable 
degree responsible for this situation. 


We are asking our people to expatriate themselves in order 
to sell American goods and manage American ships. Our own 
government demands in income and corporation taxes up to 58 
per cent of the profits of our merchants resident abroad. They 
also pay taxes to the government where they reside. Thus we 
demand that they pay double taxes. We are the only nation 
who does such a thing. With tax burdens even greater than 
ours, our competitors in the world today have freed their mer- 
chants resident abroad from this double taxation. For instance, 
an American merchant firm in London today must pay British 
taxes amounting directly or indirectly up to 50 per cent of his 
income. The American government comes along and claims the 
same sum or even more. In countries not participants in the 
war, such as the Argentine, the British merchant pays no taxes 
to his home government, whereas our merchant must pay his 
taxes in full. 

It is, therefore, felt by many as more economic for Amer- 
icans to stay at home and sell their goods in the Argentine 
through a German or a British merchant. Scores of our merchant 
firms, totally discouraged, have thrown up the sponge. 

Before the war, there were at least 1,000 American engineers 
employed at substantial salaries in the territories of our former 
allies. These men went abroad to install American methods, 
American machinery and equipment in the production of raw 
materials, and in transportation. These salaried workers now 
find themselves subject to two wgigantic income taxes and thus 
their foreign mission is unprofitable. I doubt whether there are 
100 of them left in foreign territories today. A vast amount of 
American machinery and equipment that followed in their wake 
has dried up. 

There is one phase of this matter of vital importance to our 
farmers. Over 80 per cent of our agricultural exports go to 
Europe. Before the war European merchants bought stocks of 
wheat and grain during our fall marketing season and thus as- 
sisted in financing the crop. They carried stocks in European 
warehouses thus relieving our congestion. Today, shortage of 
finance and credit leads them to buy from day to day and thrusts 
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the burden of carrying the world’s seasonal reserves either upon 
our own farmers or upon our merchants. If our merchant firms 
were established in Europe it would be possible for them to give 
delivery at that end and to establish short credits to their cus- 
tomers—all of which would relieve our farmers. But American 
merchants are not likely to establish in Europe and to pay two 
income taxes which might absorb up to 75 per cent of their 
income, 

Another case of pertinent order is that on the China Coast. 
In as much as China has no dependable corporation law much 
Chinese capital is invested in foreign corporations under the man- 
agement of, or in partnership with, Europeans. As foreign gov- 
ernments exact no home taxation from such corporations or their 
stockholders the Chinese naturally prefer them. We attempted 
to remedy this by congressional authority to establish special] 
American corporations under Federal authority but the restric- 
tions are such that the act has failed its purpose. Three large 
American managed businesses have gone over to control of our 
competitors at a real loss to our foreign trade and the great dis-« 
couragement of our merchants. Similar questions are arising in 
the Philippines. 

I wish to repeat that if we are to secure the establishment 
of a merchant marine we must secure dispersion of the American, 
merchant and our government today is one of the most destruc- 
tive influences in the whole matter. I do not wish to argue the 
theory that Americans who are engaged abroad in reproductiva 
work should not bear their share of the national burden. I 
would only point out that other nations have found it is un- 
economic to impose this burden upon them, and that we are left 
in a prejudiced position. Nor am I pleading the cause of the 
American expatriot, who prefers foreign civilization as a luxury, 
who is bringing no returns to his country by way of his savings 
or by way of his expansion of American trade. 

These two groups are quite distinct. They can be distinguished 
in tax measures so as to apply the relief only to incomes earned 
abroad. One is tied passionately to his country’s interests and 
the expansion of its welfare; America to him is the home he 
serves in managing her trade. He will yet return with his sav- 
ings to add to the national wealth, whereas the other is but a 
pensioner on our national resurces. And yet as a nation we 
penalize the one who brings us service and credit. 


URGES DISCRIMINATING DUTIES 


The Trafic World New York Bureau 


Vice-President W. M. Campion, of the Garland Line, in his 
reply to President A. G. Smith, of the American Steamship 
Owners’ Association, justifying his resignation from that organ- 
ization, reiterates his belief that only a policy of discriminating 
duties and tonnage dues will restore the American merchant 
marine to its former position on the seas. Mr. Campion’s letter 
says there should be a return to the successful policy in force 
a century ago, and makes the following suggestions for legis- 
lation: 


First: More favorable tonnage rates for ships of American 
registry than of foreign registry when ships of foreign registry 
are trading from ports other than their home country. This last 
modification will tend to eliminate complications between our 
country and others that might otherwise arise. 

Second: Reduce the rates of duty on articles now on the 
dutiable list coming in American bottoms, or raise the rates 
on those coming in foreign bottoms when such ships are not 
sailing from their home country. 


’ Referring to President Smith’s comments in his recent letter, 
Mr. Campion said his resignation was not impulsive and that 
he was deeply convinced that the association had delayed too 
long a plan for the consideration of Congress. He denied that 
there was any violation of courtesy in making the correspondence 
public, explaining that his associates among the shipowners and 
the public as well were entitled to know the facts. 

Commenting on Mr. Smith’s address last spring, in which 
he opposed discriminating duties but added that he was not 
speaking for the shipowners’ association, Mr. Campion said it 
was hard for him “to conceive the propriety of a situation 
where the official head of the association should entertain in- 
dividual and personal views and express them in public, when 
at other times he may have to represent and voice other views 
representative of the general spirit of the association, bearing 
in mind that both these views may be directly opposite and 
contrary to each other.” 


Outlining his views on discrimination, Mr Campion said 
further: 


As a matter of fact, the principle of discrimination as to 
shipping is practiced by our Government today. If I am_not 
mistaken, the company of which you are the executive head, is 
now enjoying in a measure, the benefits of such a policy. 

The intimation in your reply that the suggestion made by 
me in behalf of the promotion of an American Merchant Marine 
is a new one and originated with me, is without foundation and 
not borne out by the facts. The creation of preferential tari 
duties and tonnage rates is not a new idea. Discriminating 
customs duties were in existence in the early part of the history 
of our country, and during that period the American Merchant 
Marine flourished and prospered. It was not until the backward 
steps were taken by the Congress in 1815, by the “limited mar!- 
time reciprocity act” and, in 1828, by the “Free Freighting Act’, 
that the position of American shipping began to decline. a 

While the policy of a ship subsidy will not be conceive 
and looked upon favorably by the American people because it 
means the taking out of the Treasury of. the United States funds 
for a private enterprise, they nevertheless regard our ocean 
shipping, whether exports or imports, as a part of Americ® § 
business, just the same as our manufacturing and our farming \° 
a part of America’s business, and that it is the duty of .o 
Government to give every encouragement possible that may t 
consistent with mature thought. I am convinced that at presen 
they regard the old method of preferential tariff and tonnage 
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dues as a means which will meet with their approval, and will 
lead to the same unbounded success which American shipping 
secured in the early history of our country by the same method. 


OPERATORS OPPOSE BOARD PLAN 


The Trafic World New York Bureau 


Resolutions opposing the Shipping Board plan for direct 
operation of the merchant fleet, as contemplated on the United 
Kingdom and other services, were made public this week by the 
United States Ship Operators’ Association. Copies were also 
sent to President Coolidge, the Shipping Board chairman and the 
individual commissioners. 

The operators charged that the proposed system would de- 
feat the purpose and spirit of the Jones act, eliminate the com- 
panies which might ultimately purchase vessels, and would prob- 
ably result in greater cost to the government than the existing 
plan. 

The resolutions stating the position of the operators were 
drafted by the Executive Committee following a meeting of the 
association last week. They declare that the association has 
endeavored to co-operate with the Shipping Board so far as the 
policies of the board conform to the purposes of the organization, 
which include efforts for the upbuilding and maintenance of a 
privately owned merchant marine. Commenting upon the inten- 
tions of the board to withdraw the husbanding and management 
of its vessels from private steamship companies and leaving to 
the managing agents only the engagement and loading of car- 
goes, the resolutions state: 


The adoption of such a method of operation will tend to destroy 
the operating departments of many of the organizations which have 
been built up in anticipation of the time when they would own and 
operate their own tonnage. 


The placing of the management and husbanding of vessels in the 
hands of the government will result in ioss of efficiency and will de- 
prive the government of the benefit of the experience and knowledge 


which the executives of the present managing agents’ organization 
have supplied. 


The separation of the functions of the managing agent will neces- 
sarily produce a lack of co-ordination between the two departments 


of ship operation which by custom and usage have generally been 
combined. 


The proposed action of the United States Shipping Board will 
defeat the spirit and purpose of the Jones act, and will tend to curtail 
the development of regional ports and practically eliminate the organ- 


izations upon which the board must depend for the ultimate sale of 
tonnage. 


Such action by the board constitutes direct government opera- 
tion, a policy which this association has always opposed as being 


detrimental to, if not destructive of, our national American merchant 
marine. 


COASTWISE LAWS FOR THE PHILIPPINES 


The Trafic World New York Bureau 


The New York Chamber of Commerce has adopted resolutions 
urging President Coolidge to enforce Sec. 21 of the merchant 
marine act of 1922, which provides for extension of the United 
States coastwise laws to the Philippines. The Chamber says 
the Shipping Board has done little to carry out the instructions 
of that section requiring the ‘establishment of adequate American 
steamship services to the island. 

The report of the committee on shipping said that at present 
the greater part of commerce with the Philippines was carried 
in foreign vessels. On this point it said: 


American vessels of private ownership cannot compete under 
present conditions with foreign vessels, and it, therefore, appears 
hopeless to expect that private initiative and enterprise can 
enter that service until the Shipping Board will co-operate to 
establish such services, to the end that the mandate of the act 
may be complied with and a real effective aid given to the main- 
tenance and upbuilding of the American merchant marine. 


The resolution adopted by the Chamber of Commerce said: 


Reselved, that the Chamber of Commerce hereby respectfully 
calls the attention of the President of the United States to the 
Provisions of the merchant marine act, and respectfully urges 
upon him the desirability of drawing the mandate of the act 
to the attention of the Shipping Board, with a view to having 
the designated services established, and upon establishment, as 
Provided in said act, to fix a date for putting the coastwise laws 
into effect between the United States and the Philippine Islands. 


The act provided that after February 1, 1922, the coastwise 
laws should be applied to the island territories and possessions 
of the United States not already covered, and the Shipping 
Board was directed prior to that time to establish adequate 
steamship services to care for the trade. With regard to the 
Philippines this act was not to take effect until the President 
Should declare adequate services had been established. 


NEW PLAN FOR THE IDLE FLEET 


The Trafic World New York Bureau 


The Diesel Engine Committee of the American Mar‘ne Con- 
gress this week adopted a report urging the Shipping Board 
to sell its idle vessels for conversion to the more economical oil 
engines, and recommended also that the national congress should 
authorize use of the construction loan fund, provided in the 
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Jones Act, as aid to shipowners and shipbuilders in making the 
change. 

The committee pointed out that the government now owns 
360 steam vessels which are not fit for competition on world 
trade routes. It asserted that unless these ships are converted 
to Diesel engines they will probably never be sold. The resolu- 
tion says that the construction loan fund now amounts to about 
$100,000,000, which would be made available for loans for this 
purpose on favorable terms. 

The recommendations of the committee, which will be dis- 
cussed by the American Marine Congress as a whole, were as 
follows: 


1. That this Congress strongly endorses the advisability of fully 
utilizing our present opportunity of converting our less efficient steam 
vessels to vessels equipped with oil engines. 

2 That the United States Shipping Board be requested to have 
prepared and cause to be released as public information, a report of 
the recent survey of its idle, or other, tonnage suitable for conver- 
sion into vessels equipped with oil engines, and to include therein a 
fairly comprehensive statement of the psysical condition of such 
vessels. 


3. That the construction loan fund established by the Merchant 
Marine act of 1920 be made available for loans for the conversion of 
suitable Shipping Board steam vessels to motor vessels and for equip- 
ping them with such new auxiliaries as this conversion would neces- 
sitate. 


4. That the government be encouraged to continue to sell such 
vessels for such conversion under the most advantageous terms to 
the purchaser. “a ; 

5. That purchasers entering into agreement for such conversion 
shall be enabled to borrow, from the fund named in paragraph 3, 
to an amount not exceeding two-thirds of the cost of complete con- 
version under the same terms and conditions as are now provided for 
in case of new construction. Such costs of conversion to include 
shipyard charges for installation and necessary repairs and altera- 
tions to hull as well as the costs of main engines and auxiliaries, 
while the remaining one-third of all such costs to be borne by the 
purchasers. 


FOREIGN SHIPPING COMPETITION 


The Trafic World New York Bureau 


Officials of foreign steamship lines are fully prepared for 
keen competition when trade revival takes place, they know 
every detail of trade throughout the world, and if the United 
States is to make headway in overseas commerce and trans- 
portation, this can be accomplished only by the strongest effort 
on the part of thoroughly competent men, according to Capt. 
R. D. Gatewood, director of the Division of Maintenance and 
Repairs of the Shipping Board, who was in his office this week 
after a six weeks’ tour of the principal European ports. 

Captain Gatewood said that while he was abroad he had 
opportunity to talk with some of the leading shipping men in 
Great Britain, France, Germany, and the north European coun- 
tries. The quality that impressed him most, he said, was the 
complete knowledge they revealed not only of their own trade 
and shipping, but also of ocean transportation in even the most 
remote parts of the world. The Dutch seemed to him to be 
among the most competent, he added. 

Speaking of the general situation, Captain Gatewood said 
that the depression is still unbroken, but that many of the older 
and more experienced concerns are buying vessels at bargain 
prices. Others are selling ships for anything they will bring, it 
was said. 

The German steamship lines are as completely organized 
and as ready for business as they were before the war, according 
to Captain Gatewood. He expressed the opinion that they have 
already recovered a large part of the business they lost as a 
result of the war and they will take a much larger place when 
conditions are normal. 

“The wealthy men and corporations in Germany have wiped 
out all indebtedness, and will start with a clean slate,” he said. 
“They have paid off their mortgages and bonds with depreciated 
marks. The same holds true of all land-owners. The industrial 
concerns are winners, because they issue their own script and 
redeem it later, if necessary, in marks at a fraction of their 
original value. No such game for making money has ever been 
seen before in the world.” 


SHIP RATES STRONGER 


The Trafic World New York Bureau 
The ocean charter market last week was marked by a shift 
in business from Montreal to North Atlantic ports in the grain 
trade, due to the approaching close of the Montreal season, the 
placing of an order for 100,000 tons of coal to the French At- 
lantic ports for next year, and the continued strength in rates. 
Charters remained in comparatively small volume, due prin- 
cipally to the fact that the shippers were reluctant to follow 
up the demands of shipowners for higher rates. The grain 
trade responded to the seasonal demand. Aside from one large 
order the coal trade was sluggish. The time chcarter market 
was in a waiting position, as the demands for moving the 
Cuban sugar crop have not yet become insistent. 
While considerable grain business is still being done at 
Montreal before the season closes late this month, interest has 
shifted to the Atlantic ports. One steamer was fixed for Greece 
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at 19% to 20% cents for 100 pounds to one or two ports 
for November or December loading. Several orders were still 
available from Montreal at about 21 cents to Denmark and 
Sweden, to the Mediterranean at 2014 to 21 cents, and to the 
United Kingdom at three shillings, six pence to three shillings, 
nine pence per quarter. Among the inquiries noted from Atlan- 
tic ports were the follawing: to the United Kingdom at two shill- 
ing, ten pence to three shillings per quarter; to Antwerp and Ham- 
burg at 13 to 1314 cents per 100; and to fhe eastern Mediterranean 
at 1714 cents. All of these were for November or early December 
loading. Other orders were available for Greece at 1914 cents 
per 100 pounds. Shipowners, however, were asking one to two 
cents per 100 above the figures offered by shippers, according 
to Funch, Edye & Co. 

The coal market was slow, due chiefly to the fact that 
shipowners were asking higher rates than on grain and shippers 
were not willing to meet these figures. The outstanding de- 
velopment of the week was the placing of a contract to move 
100,000 tons of coal from Atlantic ports to French Atlantic 
ports over next year at $2.25 a ton. This figure compares 
favorably with recent rates and is satisfactory to owners unless 
there is a marked upward movement in the market next year. 

Only two vessels were fixed for the South American coal 
trade, one to the River Plate at $3.90 a ton and the other 
to Rio at $4.10 for early November loading. Rates in this 
direction have weakened slightly, due to absence of demand. 
Owners are still asking about $4.00 a ton, but shippers are 
unwilling to pay more than $3.75 generally. 

The sugar ‘trade displayed little activity, as the crop 
moving season is several months away and the present market 
outlook for tonnage is uncertain. Preliminary inquiries indicate 
a slight advance in rates compared with last year. 

The West Indies time charter market ;was also dull because 
shippers and shipowners were unable to agree on mutually satis- 
factory rates. 


HARRIMAN LINE EXTENDS SERVICES 

Announcement was made this week by the United American 
Lines that it has opened a branch office at Syracuse and has also 
extended its ferry car service to that city. Similar feeder 
services are now being established from Rochester and Cleve- 
land, connecting with the weekly intercoastal steamers from New 
York and Baltimore, respectively. 

The Syracuse office will be in charge of P. J. Fitzgerald, 
division freight agent for intercoastal trade. Coincident with the 
establishment of this branch, the company has inaugurated a 
weekly ferry car service from Syracuse to New York. Less 
than carload lots destined for the West Coast will be received 
at the Lackawanna terminal. 


CURRENT AMERICAN SHIPBUILDING 

On October 1, 1923, American shipyards were building 
or under contract to build for private shipowners 226 steel 
vessels of 160,351 gross tons, compared with 152 steel vessels 
of 140,929 gross tons on September 1, 1923, according to the 
Department of Commerce. 

There were 8 wood vessels of 1,004 gross tons building or 
under contract to build for private shipowners during the 
same period, compared with 11 wood vessels of 1,270 gross tons 
on September 1, 1923. 


CAPE COD CANAL OPERATION 

A resolution urging government ownership and operation 
of the so-called Cape Cod Canal has been adopted by the gov- 
erning board of the Boston Chamber of Commerce. The reso- 
lution is a reiteration of a previous stand taken by the Boston 
Chamber and calls attention to the fact that practically every 
industrial and commercial organization in New England and 
along the Atlantic coast has urged the same thing. It is pointed 
out that the measure failed to pass the 66th Congress and that 
delay in acquiring the property is injurious to the public in- 
terest and safety. The resolutions urge that every effort be 
used to bring about government ownership, control and opera- 
tion of this waterway. 


PROPOSED MARINE LEGISLATION 
President Coolidge has reached no conclusions on the sub- 
ject of proposed merchant marine legislation, it was said by a 
White House spokesman this week. When Chairman Farley, 
of the Shipping Board, returns from his European trip, it is 
expected he will submit recommendations to the President. 


SPAIN DISCONTINUES SUBSIDY? 

Commercial Attaché Charles H. Cunningham, Madrid, has 
reported to the Department of Commerce that rumors to the 
effect that the Spanish government will discontinue payment of 
subsidies to railroads have caused considerable fluctuation in 
the prices of leading railroad stocks. The report said railroad 
rates had been increased only 15 per cent since the war and 
that the government had had to meet the deficit. A total of 


—— pesetas was paid to the railroads by the government 
n Y 
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ASSIGNED CAR CASE 
: The Traffic World Washington Bureau 


Additional information about conditions in the Harlan county 
field was presented by W. L. Hammond for the White Star 
Coal Company, a subsidiary of the Detroit City Gas Company, 
the latter owned by the American Light and Traction Company, 
and John Marland, general superintendent of mining for the 
King Harlan mine owned by the Detroit Edison Company, at the 
concluding sessions of the hearing in No. 12530, the assigned car 
case, before Commissioner Aitchison and Examiner Bartel, No- 
vember 2. They supported the position of Mr. Boyd, the repre- 
sentative of the Harlan county operators’ association, who acted 
as their attorney for examination purposes. They said their 
companies needed coal just as regularly, just as adequately and 
of just as good uniform quality as other public utility companies. 
Their complaint was that their mines received fewer cars than 
those of the Fordson, Melcroft and Wisconsin Steel companies, 
also located on the Louisville & Nashville in Harlan county. 


In the nine months ended with March, according to Mr. 
Hammond’s testimony, the Detroit gas company’s mine received 
enough cars for only an average of six days in each month. The 
cars were distributed in accordance with the round robin sys- 
tem. In March last, he testified, the private car mines re- 
ceived 85.09 per cent of the cars they ordered while the White 
Star mine received only 24.85 per cent of the cars it ordered. 
The conditions became so bad that the company had to buy 
coal from mines in West Virginia. The company also buys gas 
from the Ford interest, from the Semet-Solvay company and the 
Michigan Alkali company. It was brought out on cross-exam- 
ination that the gas company had been buying gas from the 
Ford people for years before the Ford company organized the 
Fordson company and bought private cars. 

“The effect of the assigned cars” said the witness, “is most 
severe on labor. For eighteen months we have had to give our 
miners house rent and coal free because they were not able to 
earn enough on the short car supply to pay rent or buy coal. 

The company began making contracts to buy coal in West 
Virginia, the witness said, because a Louisville & Nashville 
official told him (Hammond) that it was probable. the railroad 
company would not be able to furnish cars for more than two 
days a week. Mr. Northcutt, general solicitor for the railroad 
company wanted to know the name of the official but the wit- 
ness said he did not feel like giving it because the conversa- 
tion in which the information was imparted was a private one. 

W. D. Ord, president of the Empire Coal Company, and 
T. F. Farrell, vice-president of the Pocahontas Fuel Company, 
with mines on the Norfolk & Western, gave reasons why, in 
their opinion, the assigned car, both railroad fuel and private, 
should be abolished. They opposed the introduction of that kind 
of car upon the Norfolk & Western. They agreed that the serv- 
ice of that road, generally speaking, had been satisfactory. 
Their testimony was taken by those interested in the case as 
being intended to persuade the Norfolk & Western that it would 
make a great mistake if it yielded to the arguments of, for in- 
stance, the Ford interests, and allowed the shipper of coal 
to tender his product in his own car. 


H. B. Tyree, fuel agent of the Detroit Edison Company, 
said that that company used business judgment in placing orders 
or contracts for the 1,500,000 tons of coal needed by it each year 
and did not need and was opposed to the use of the assigned 
car. He said the present officers of the company for years had 
purchased coal in many different fields so they might not be 
dependent on any one field or on any one railroad. He said 
their repeated experience, in every disturbance of transporta- 
tion causing a so-called car shortage, was that it was not a 
shortage of coal cars, but always a shortage of movement of 
coal cars. When, for instance, the normal eight-day transit 
from mines to Detroit for one cause or another became twelve 
to sixteen days, the witness said the obvious effect was to 
increase the 640 cars required to supply the Edison Company 
to 960 or 1,280. He said in such a case it was obvious that the 
company was using too many cars and not enough locomotion. 
The company was opposed to the Commission receding from the 
position it took ‘when it issued its order in June, Mr. Tyree 
said. He contended the railroad fuel assigned car had increased 
the cost of coal to every one other than the railroads. 


A. R. Yarborough, for the Kanawha Coal Operators’ Ass0- 
ciation, and Stanley H. Higgins, for the New River operators, 
spoke about conditions in their districts, supplementing testi- 
mony given at the original hearing, especially about conditions 
on the Chesapeake & Ohio. 


MISSOURI PACIFIC NOTES 


The Missouri Pacific has applied to the Commission for au- 
thority to issue $3,990,000 of 51% per cent equipment trust cel- 
tificates in connection with the acquisition of 50 locomotives 
and tenders, and 77 passenger cars, at a total cost of $5,347, 
653.83. The company said it expected to sell the certificates t0 
Kuhn, Loeb & Co. at 953% per cent plus accrued dividends. 
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Traffic Lesson No. 49 


The Relative Jurisdiction of the Federal and State Governments—Forty-ninth Lesson in the 
Course Written for the Traffic World by Grover G. Huebner, Ph. D., Professor of 
Transportation and Commerce, University of Pennsylvania. 


The regulation of railroads in the United States has been 
unavoidably complicated by the dual jurisdiction of the Federal 
Government and forty-eight states. Under the Federal Con- 
stitution the regulation of foreign and interstate commerce is 
vested exclusively in Congress, but the states exercise a meas- 
ure of control over intrastate commerce. While Congress, di- 
rectly by statute and the Interstate Commerce Commission, 
regulates the charge, services, regulations and practice of car- 
riers in so far as they concern a shipment from a point of origin 
in one state to a destination located in another state, the states 
through numerous statutes and state commissions have for 
many years regulated the carriers’ charges, services, etc., in 
so far as they apply to intrastate shipments. From the nature 
of the railroad business as described in previous lessons deal- 
ing with rates and rate making there arose a conflict of au- 
thority. 


When certain of the eastern states first began to regulate 
railroads through commissions the problem of conflicting au- 
thority was of little practical importance because Congress had 
as yet neither created a federal commission nor attempted to 
regulate by statutes, and because the state commissions were 
known as “weak” commissions in that they possessed no manda- 
tory power over rates. Later in the 70’s when various western 
and southern states enacted their so-called “Granger legisla- 
tion’ which embodied stringent regulation, the problem arose 
in a manner quite different from that pending in more recent 
years. The Granger commissions proceeded to regulate rates 
both on state and interstate traffic, a practice which was con- 
tested in the courts. The Supreme Court in 1877 upheld the 
granger commissions when it held that “until Congress acts 
in reference to the regulations of this company to interstate 
commerce, it is certainly within the power of Wisconsin to 
regulate its fares ete., so far as they are of domestic con- 
cern.” ? 


Wabash and Minnesota Rate Decisions 


This interpretation of the powers of the states continued 
until 1886, when the Supreme Court in the Wabash case held 
that the states had no power to regulate interstate com- 
merce.? In the following year the Interstate Commerce Com- 
mission was created and for many years thereafter the federal 
and state commissions proceeded on the theory that the former 
could regulate only such rates as apply to interstate and foreign 
shipments coming within the scope of the act to regulate com- 
merce and that the state commissions could establish intra- 
state rates even though in some instances such rates indirectly 
caused a readjustment of competitive interstate charges or re- 
sulted in discrimination between interstate and intrastate traf- 
fic. The interdependence of inter-and intra-State charges and 
the consequent conflict of authority, became an issue which 
has resulted in numerous commission and court decisions and 
in additional legislation by Congress. 


In the Minnesota rate cases the Supreme Court in review- 
ing the effect which state regulation has upon interstate traffic up- 
held the plenary power possessed by Congress but decided that 
Congress had not by statute specifically conferred upon the 
Interstate Commerce Commission the power to regulate intra- 
state charges. In view of Congressional inaction on the sub- 
ject it held that each state remains “free to establish maximum 
intrastate rates for interstate carriers which are reasonable in 
themselves although the state’s requirements may necessarily 
disturb the existing relation between intrastate and interstate 
rates as to places within zones of competition crossed by the 
state boundary line.” * 


The Shreveport and Allied Decisions 


Meanwhile, however, the Interstate Commerce Commission, 
on March 11, 1912, as the result of a proceeding initiated by the 
Railroad Commission of Louisiana decided the first of the so- 
called Shreveport cases.‘ It prescribed a maximum rate from 
Shreveport, La., to specified destinations in Texas and ordered 
the carriers to “abstain from exacting any higher rates for the 
transportation of any article—than are contemporaneously 
exacted for the transportation of such articles from Dallas or 
Houston for an equal distance toward said Shreveport.” The 
Commission acted under the provisions which empowers it to 





aan vs. Chicago & Northwestern Ry. Co., 94 U. S. Reports 164 


aiWabash, St. Louis & Pacific Ry. Co., v. Ill., 95 U. S. Reports 557 
Ky : S. Repeete 352 June 3 1913, 
m. of La. vs. St. Louis 


s. ” Ry. Co., Ccnl.2. cS. 
Repts, . (Trafie World, March 30, 1312)” 


prevent unreasonable discrimination. The Supreme Court up- 
held the Commission in its decision of June 8th, 1914, in which 
it reiterated the plenary power of Congress over interstate 
commerce and also held that the authority of the Interstate 
Commerce Commission to remove discrimination “includes the 
power to control the intrastate rates maintained by a carrier 
under states authority to the extent necessary to remove the 
resulting unjust discrimination arising out of the relation be- 
tween such intrastate rates and interstate rates which are 
reasonable in themselves, notwithstanding the proviso in sec- 
tion 1 of the act that its provisions shall not apply to purely in- 
trastate traffic. Following the original decision the scope of 
the Shreveport case was broadened in a supplementary case of 
June 17, 1915.5 so as to include many carriers not parties to 
the original proceeding, and also all points in the territory de- 
fined a “Eastern Texas,” all commodities for which the Texas 
Commission prescribed rates and all articles classified in the 
Western Classification. The tariffs then published by the car- 
riers resulted in various discriminations for which no justifi- 
cation could be shown, and their effective date was postponed 
by the Commission. A second supplementary order was issued 
July 7, 1916,° in which modified maximum class and commodity 
rates were prescribed between Shreveport and Texas points and 
the carriers were ordered to remove unjust discrimination be- 
tween interstate traffic and intrastate traffic moving like dis- 
tances in Texas both as regards their rates and their minimum 
carload weights. Proceedings were again reopened upon peti- 
tion in behalf of the state of Texas and commercial interests in 
that state, the order of July 7, 1916, however, remaining in 
effect pending completion of the proceedings.’ As a result the 
maximum rates formerly prescribed by the Interstate Commerce 
Commission were modified in various particulars in its order of 
march, 1918, and the portion of the order requiring applica- 
tion of the Western Classification to traffic within Texas was 
modified. The interveners in this decision conceded the au- 
thority of the Commission to establish reasonable maximum 
rates between Shreveport and Texas points, but insisted that 
such authority to displace intrastate rates in Texas applies 
only “within the territory that is substantially tributary to 
Shreveport,” and not to all points in Texas. The Commission, 
however, held that “it seems elementary that under our laws 
and institutions Shreveport has the right to an equality of op- 
portunity with Texas cities to ship freight on these interstate 
highways from and to every point within the State of Texas. 
There are no transportation conditions justifying higher rates, 
distance considered, between Shreveport and Texas points than 
between points in Texas.” 


Meanwhile the efforts of the Interstate Commerce Commis- 
sion to prevent undue discrimination between interstate and in- 
trastate traffic was similarly contested in other states, and in 
the decisions rendered various points of interest arose. In the 
so-called Missouri rate cases*® the Nebraska State Railway 
Commission contended that the superior authority of the Inter- 
state Commerce Commission may not be exercised unless it is 
found that the intrastate rates are confiscatory, but the Inter- 
state Commerce Commission held that “the act gives it no 
authority to determine whether state-made rates are confisca- 
tory,” and that “the position is wholly indefensible that this 
Commission must inquire into an issue as to which it has no 
jurisdiction for the purpose of determining a question as to 
which its jurisdiction is not only complete but exclusive.” In 
Arkansas the State Supreme Court decided “the issue so far 
as that state was concerned by ruling that when the Interstate 
Commerce Commission states what a reasonable rate under like 
circumstances and conditions would be, such rate may be of- 
fered within the state by the carriers where an order requiring 
the removal of undue discrimination is issued by the Inter- 
state Commerce Commission.”* In its decision of June 11, 
1917, concerning the South Dakota express rate conflict the 
United States Supreme Court again defined the superior power 
of the Interstate Commerce Commission but held that the ex- 
press companies in applying the Commission’s order had gone 
further in revising their intrastate rates than the Commission 
had specifically authorized. The companies were prevented 
from generally applying the rates which had been authorized 
between five named points in South Dakota and Sioux City, 
Iowa. The court disclosed a desire to make specific the deci- 





634 I. C. C. Repts, 472 (Traffic World, July 24, 1915). 

‘mtd Repts. 83 (Traffic World, August 19, 1916). 

743 I. GC. CG. Repts. 45, Jan. 26, 1917 (Traffic World, Feb. 10, 1917). 
#48 I. C. CG. Repts. 312 (Traffic _— March 9, 1918). 

°40 I. C. C. Repts. 201, July 3, 1916. 

% Arkansas Supreme Court AR a of July 9, 1917. 








1126 THE TRAFFIC WORLD 


sions of the Commission and their application by the car- 
riers.“ This desire was amplified in the Illinois two cent fare 
cases” in which the carriers in applying an original and sup- 
plemental order of the Interstate Commerce Commission™ en- 
deavored to increase all passenger fares from the intrastate 
rate of two cents per mile to the 2.4 cent rate approved by the 
Commission for travel between points in Illinois and adjacent 
states. The Supreme Court decided that the supplemental orae: 
could not be enforced because the language did not show wictn 
sufficient definiteness the application invended by the Commis- 
sion. The Commission then established maximum fares be- 


tween designated points and ordered the carriers to remove 
undue prejudice. 


The Transportation Act of 1920 


In order to further clarify the superior powers of the In- 
terstate Commerce Commission in matters affecting the regu- 
latory jurisdiction of the states, and to facilitate their adjust- 
ment by the Commission in co-operation with state commis- 
sions, Congress in 1920 amended section 13 of the act to regu- 
late commerce. The transportation act of 1920 provides that 
before proceeding to hear and dispose of issues involving rates, 
charges, classifications, regulations or practices made or im- 
posed by authority of any state, the Interstate Commerce Com- 
mission shall notify the interested states of the proceeding. 
The Commission is also authorized to confer with the author, 
ities of interested states, to hold joint hearings with them, to 
prescribe the rules which shall govern such proceedings, and 
to “avail itself of the co-operation, services, records and facil- 
ities of such state regulatory authorities in the enforcement of 
any provision of this act.” The power to decide the issue is 
not shared with the state commissions but remains with the 
Interstate Commerce Commission. The amendment specifically 
states that when after full bearing the Commission finds that 
“any such rate, fare etc—causes any undue or unreasonable 
advantage, preference, or prejudice as between persons or lo- 
calities in intrastate commerce on the one hand and interstate 
or foreign commerce on the other, or any undue, unreasonable, 
or unjust discrimination against interstate or foreign commerce, 
which is hereby forbidden and declared to be unlawful, it shall 
prescribe the rate, fare, or charge or the maximum and min- 
imum, thereafter to be charged, and the classification, regula- 
tion, or practice thereafter to be observed, in such manner as, 
in its judgment, will remove such advantages, preference, preju- 
dice, or discrimination. Such rates, fares, etc—shall be ob- 
served while in effect by the carriers parties to such proceeding 
affected thereby, the law of any state or the decision of, or 
order of any state authority to the contrary notwithstanding.” 

The intent of this legislation in proceedings involving spe- 
cific instances of conflict between intrastate and interstate 
rates, fares, ete., was manifest both in the wording of the 
amendment and in the light of the above mentioned court de- 
cisions interpreting the plenary powers of the federal govern- 
ment. When, however, the Commission, in applying the gen- 
eral rule of rate making embodied in transportation act, ordered 
an increase in the general level of freight rates, several states 
questioned the authority of the Commission to apply the gen- 
eral increase to all intrastate traffic. It was contended that 
the general level of intrastate rates included many non-com 
petitive rates of distinctly local importance which do not cause 
undue preference between persons or localities engaged re- 
spectively in interstate and intrastate commerce, and that in 


such cases the regulatory power of the states may not be in- 
fringed upon. 


The Supreme Court of the United States, however, ruled 
that under the rule of rate making which calls for the adjust- 
ment of charges so as to yield a fair return on the value of the 
transportation property of the carriers in the country as a 
whole or in defined territories, the Commission may order a 
general advance in rates and that, in order to avoid unfair dis- 
crimination against interstate commerce, railroad traffic mov- 
ing in intrastate commerce may be required to bear its _pro- 
portionate share of the revenue burden.” The transportation 
act prohibits not only specific instances of undue discrimina- 
tion against shippers in interstate commerce resulting from 
low rates. on traffic moving in intrastate commerce, but “any 


undue, unreasonable, or unjust discrimination against inter- 
state or foreign commerce.” 


Although the comnarative importance of the Federal Gov- 
ernment in the regulation of the railroads has steadily in- 
creased, the states remain a factor. When no conflict of au- 
thority is involved thev continue to regulate directlv under the 
police powers which they possess. and when questions of dis- 
crimination against interstate traffic arise they are invited to 
co-operate with the Interstate Commerce Commission. The 
prineinal tvnes of state regulatory statutes and commissions 
will he described in lesson number 50. 


NOAA TT. S. Rents. 617 June 11, 1917. 

2245 U. S. Rents. 492 Jan, 14. 1918. 

841 I. C. C. Rents. 12 (Traffic World, Aug. 5, 1916); 41 I. G. GC. 
Repts. 503 (Traffic World, Nov. 1, 1916). 

449 I. C. C. Repts. 713 (Traffic World, May 25, 1918). 
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FOURTH SECTION INQUIRY 


Continuing testimony in the fourth section hearing at Chi- 
cago, November 2, before Commissioner Cox, A. E. Cooke, assist- 
ant to the chairman of the Western Trunk Line Comm‘ttee, said 
that every carrier in the Western Trunk Line group was involved 
in fourth section applications. He said there were many appli- 
cations before the Commission in order to obtain the necessary 
relief so that traffic could continue as now constituted. In regard 
to the effect of fourth section relief on other roads, he said that, 
undoubtedly, there would be some diversion of traffic from the 
short line when a longer line obtained relief. 

He said that no pressure had been brought to bear by ship- 
pers or localities in obtaining fourth section relief. He explained 
in detail the organization of the Western Trunk Line rate struc- 
ture, showing where relief was necessary in order to make the 
adjustments under the group system. Most of the fourth sec- 
tion applications in Western Trunk Line territory had been 
filed in 1910 and 1911, he said. 

B. T. Jones, tariff publishing agent in Central Freight Asso- 
ciation territory, stated that all roads in that territory had had 
to have fourth section relief. Most of the applications were 
joint applications by several roads, he said, and had been filed 
in 1910 and 1911. He said the greater number of them were 
for the purpose of enabling long lines to meet rates at com- 
petitive points without disturbing the adjustment through higher 
rated parts of the lines. C. F. A. rates, he said, were based 
on the Disque scale and fourth section departures were abso- 
lutely necessary in working out the rate adjustments in applica- 
tion of the scale. 

James G. Morrison, assistant general freight agent for the 
Northern Pacific at St. Paul, defended the ten remaining fourth 
section applications on his line, all others having been defended 
at the Western hearings. He said there were no instances of 
pressure having been brought to bear by localities or individuals. 

P. B. Beidelman, assistant general freight agent for the 
Great Northern, defended the fourth section departures on that 
line. He said there had been no pressure for relief from locali- 
ties or from shippers and that the Great Northern had filed 
only seven applications for itself and four others jointly with 
other lines. These he explained in detail. 


BE. A, Smith, commerce counsel for the Illinois Central, said 
the only instance where localities or shippers had taken any 
interest in obtaining fourth section relief on that line had been 
in the case of paper producers in Minnesota, Wisconsin and 
Michigan, who had joined with paper consumers in New Orleans 
in actively assisting the carrier in obtaining fourth section relief 
in order to meet the competition of Scandinavian paper at New 
Orleans. 

At the November 3 session, Robert Hula, assistant traffic 
director for the Chicago Association of Commerce and represen- 
tative in the hearing of numerous associations in the Chicago 
territory, testified as to the attitude of the Chicago shipper in 
the transcontinental rate situation. He related in detail the his- 
tory of the last eighteen months and the actions of the com- 
mercial and shippers’ organizations in negotiating with the car- 
riers for transcontinental rates and for adjustments into other 
western territory. 


He stressed the great change that had been effected in 
transcontinental traffic by the Panama Canal. He said the 
change of a large volume of traffic from rail to water had led 
the carriers in 1922 to seek fourth section relief to the Pacific 
ports, which was denied by the Commission. He said the car- 
riers were desperate for westbound business and that, in order 
to get rates that would attract tonnage for the Pacific coast, 
they had proposed the inauguration of a system of emergency 
rates in 1923 which blanketed back the rates at the terminal 
points. This scheme of rates, he said, had been vigorously 
opposed by Chicago shipper, because it destroyed the relation- 
ships of Chicago and Eastern points with the intermediate 
points affected by. the blanket. 


He explained how the blanketing circumscribed the Chi- 
cago market in Colorado, Utah, Montana, and other points in 
Western’ Trunk Line territory. He said the transcontinental 
lines had told the Chicago shippers that the emergency rates 
were only a part of a proposed scheme of readjustment and 
that they would continue to ask the Commission for fourth 
section relief in order to adjust the situation in that manner. 

Mr. Hula read into the record the “declarations of prin- 
ciples,” passed by many of the associations in the Chicago ter- 
ritory in which the emergency rates were opposed and fourth 
section relief suggested as the proper solution. He said these 
organizations had offered to assist the carriers in placing data 
before the Commission which, it was hoped, would lead to relief. 

Mr. Hula was cross-questioned at length by representatives 
of the shipping and inter-mountain interests with a view to 
bringing out that the attitude of the Chicago shipper did not 
take into consideration the situation of the inter-mountain 
shippers. In answer to questions, Mr. Hula cited several com- 
panies that had found it more economical to handle Pacific 
coast business from the eastern seaboard than from Chicago. 

He was followed by Murray Billings, representing the Chi- 
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cago Shippers’ Conference Association. He explained the group- 
ing of the western territoy into what Chicago shippers called 
Pacific Port Territory, Intermediate Territory and Dry Land 
Territory. He said the Dry Land Territory was that territory 
which was not affected by water competition from the Pacific. 
He reiterated that the blanketing back of the reduced trans- 
continental rates had destroyed Chicago’s relationships with 
Dry Land Territory. These relationships, he said, had been 
long established and the maintenance of points in the Dry Land 
Territory in proper relation to other points was of greater 
importance to the Chicago shipper than the establishment of 
low rates to the Pacific coast. He said the carriers could never 
hope to establish a rate sufficiently low to compete with the 
boats from the eastern points to the Pacific ports. 

He said 350,000 shippers in the Chicago and mid-west area 
had requested suspension of the emergency rates of the car- 
riers which had blanketed back from Pacific ports. The Chi- 
cago shipper, he said, had already lost the business of the Pacific 
ports to the east and the blanketed emergency rates would 
cause him to lose what advantage he had in Dry Land Terri- 
tory which, he said, was considered Chicago territory, due to 
the geographical location of Chicago. 

He stated that the transcontinental lines had more inter- 
est in the Pacific coast business than in Chicago and that the 
shippers could not make the carriers file fourth section appli- 
cations unless the carriers wanted to. He said the procedure 
between the shipper and carrier was that the shipper told the 
carrier what rate he needed in order to do business in Pacific 
territory and then it was up to the carrier to make the rate 
if it could, and that it made no difference to the shipper 
whether the carriers made the rate by fourth section permis- 
sion or not so long as the long existing relationships in the 
intermediate territory were not destroyed. 

He said the carriers faced the problem of loading empty 
westbound cars or going bankrupt. He said that if they could 
load half of their empty westbound cars they would be pros- 
perous. He said it would be impossible to build rates or to 
operate as at present unless there was relief from the fourth 
section and that the application of scales of rates such as the 
Disque scale was entirely impossible without blanket fourth sec- 
tion relief. He said the intermountain shipper would be the 
first to protest if rigid adherence to the fourth section were 
to be tried. . 

His testimony concluded the hearing. Commissioner Cox 
announced. that the final hearing would be held at Washington 
November 17. ; 


CAR SPOTTING ALLOWANCE 


The Trafic World Washington Bureau 


In five briefs filed in I. and S. No. 1908, In the Matter of 
Terminal Allowance to the St. Louis Coke & Iron Company at 
Cochem, Ill., the question of a carrier’s duty to make delivery 
at a place convenient for loading or unloading is as fully dis- 
cussed, if possible, as it was in 1914 when the railroads cut out 
allowances to industrial railroads and to industries having rail- 
road equipment facilities. The question was raised by the pro- 
posal of the Illinois Central to pay the coke and iron company 
an allowance of $1.25 per car for spotting such cars of coal, coke 
and iron ore as might have or were about to receive a line-haul 
over its rails. 


Thereby the Illinois Central told the Commission it would 
save about $72,000 a year now paid by it to the Alton & Southern 
and other terminal lines for making deliveries for it to the in- 
dustry, in addition to performing its whole duty under the law. 

Two of the five briefs were filed by railroads in opposition 
to the proposal of the Illinois Central. The other three were 
filed by the Illinois Central, by the industry and by the East 
Side Manufacturers’ Association in favor of the proposal. 


The Illinois Central, in its brief, contended that it was its 
legal duty to make delivery of cars hauled or to be hauled by 
it at a convenient point for loading or unloading, and that the 
easiest and cheapest way for it to make such delivery would be 
to hire the industry to take the cars from the Illinois Central 
tracks and do the work with its own engines. It said that a 
careful check of the work done by the industry engines showed 
that by hiring the industry to do that work the Illinois Central 
could save $6,000 a month. The Illinois Central pointed out that 
it was not in a physical condition to perform its duty to make 
delivery so as to comply with the requirements of law. It also 
said that the delivery made for it by the terminal companies 
having access to the interchange tracks of the industry was less 
than complete performance. 

“What protestants are requesting,” said the East Side Manu- 
facturers’ Association, “is that this Commission compel the 
Illinois Central to perform services at a relative loss, increase 
the transporttaion service required, or to create a discrimination, 
in violation of the act. Certainly a most peculiar contention.” 

_ The Louisville & Nashville and the Southern, the protestants, 
m their brief, reiterated their declaration that no industry in 
the south was given any allowance for doing its spotting, and 
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the implication that if the Illinois Central was permitted to 
make an allowance to the industry at Cochem, near Granite City, 
they would be compelled to do likewise and then run the risk of 
having industries in the south claim like consideration. They 
said they considered it bad policy for a railroad to pay anything. 
to a shipper, resulting in an unnecessary and uncalled-for sacri- 
fice of the carriers’ earnings, “wrong in principle and illegal.” 
They asserted that the industry had made no application to the 
several carriers serving it for the performance of the kind of 
service for which the Illinois Central proposed making an allow- 
ance. They said the industry did not really want, and had not 
requested the carriers to operate their engines and crews over 
its plant railway. 

“What it does want is to be paid a certain amount per car 
on all its shipments in the guise of an allowance for doing in- 
terior plant switching and spotting work with its own engines 
that it would do for itself anyway, whether paid for it by the 
carriers or not,” said the protesting railroads. They said that, 
notwithstanding the declaration of the Illinois Central that the 
allowance would be limited to cars on which it had had or was 
to receive the line-haul. 

The Central Freight Association lines, some of which filed 
tariffs also making an allowance of $1.25 per car, asked the Com- 
mission to make a definite finding in this case and prescribe the 
limit. beyond which a carrier might not lawfully go in making 
deliveries at large industrial plants. They asked for such a de- 
limitation because, they said, there appeared a disposition on 
the part of some industries and perhaps some carriers to claim 
that, regardless of the language used by the Commission in the 
Marting Iron & Steel Company case, 48 I. C. C., 620, in the Vir- 
ginia Portland Railway Company, 49 I. C. C., 332, and in the 
Whitaker-Glessner case, 63 I. C. C., 47, a carrier might volun- 
tarily go beyond its legal obligation under the line-haul rate if it 
chose and compensate an industry for the service of spotting at 
the actual points of loading and unloading, even though the 
service involved exceeded that involved in a simple switch move- 
ment, the equivalent of a typical team track delivery, and even 
though the spotting might be done at the convenience of the 
industry and subject to plant interference. 

In its brief the industry pointed out that if honest, efficient 
and economical management of their roads meant anything as 
part of section 15a, the Commission would have to allow the 
Illinois Central tariff to’ become effective, because the Illinois 
Central would thereby save about $80,000 a year. It pointed out 
that that road, by making the deliveries in the manner proposed, 
would save 153,072 car-miles and 20,088 car-days annuaily on 
the three commodities on which the allowance was to be paid, 
namely, coal, coke and iron ore. The industry said that by fail- 
ing to do so the Illinois Central would not only disregard the 
specific statute, but fail in its legal obligation to effect complete 
receipt and delivery of traffic as well. 


RECOVERY OF EXCESS EARNINGS 


The Trafic World Washington Bureau 


The problem of the “weak roads” will not be solved by the 
recapture clause of section 15a, counsel for nineteen railroads 
declare in a brief filed in the Supreme Court of the United 
States in No. 330, Dayton-Goose Creek Railway Company vs. 
United States, Interstate Commerce Commission, et al., in sup- 
port of the Dayton-Goose Creek’s contention that the recapture 
clause is unconstitutional. Oral argument will be heard by 
the court about the middle of this month. 

This is the brief which Samuel W. Moore, counsel for the 
Kansas City Southern, obtained permission to file as a friend 
of the court. In addition to Mr. Moore, the brief was signed by 
Joseph Paxton Blair, of the Southern Pacific; Edgar H. Boles, 
of the Lehigh Valley; John F. Bowie, of the Western Pacific; 
Robert J. Cary, of the New York Central;) Henry W. Clark, 
of the Union Pacific; Herbert Fitzpatrick, of the Chesapeake & 
Ohio; Lawrence Greer, of the Western Maryland; W. S. Horton, 
of the Illinois Central; William S. Jenney, of the Delaware, 
Lackawanna & Western; E. W. Knight, of the Virginian; Richard 
V. Lindabury, of the Duluth, Missabe & Northern; Will H. 
Lyford, of the Chicago & Eastern Illinois; William Church 
Osborn, of the El Paso & Southwestern; Winslow S. Pierce, of 
the St. Louis Southwestern and Wabash; Henry V. Poor, of the 
Pere Marquette; John H. Agate, of the New York, Chicago & 
St. Louis, and Carl A. de Gersdorff, of the New Orleans, Texas 
& Mexico. 

These attorneys reach the conclusion in their brief that 
the general railroad contingent fund to be built up out of excess 
earnings will aid the “weak roads” less than it will aid the 
average or strong roads. Discussing this point, they say: 


The problem of the “weak roads’? was not solved by this en- 
actment. The rule of rate making in the group basis may be calu- 
lated to effect some improvement in the earnings of the weak roads, 
but it is inherent in this rule that the weak roads will earn less 
than the average roads of the group, and, therefore, will realize 
less than a ‘fair return.” The general railroad contingent, fund 
established through the appropriations of income made from the 
stronger roads is to be used either by making loans to carriers to 
meet expenditures for capital account or to refund maturing se- 
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curities or for acquiring transportation equipment and facilities to 
be leased to carriers. Such loans are required to be made at six 
per cent and are restricted to cases in which the prospective earn- 
ing power of the carrier and the security offered by it furnish rea- 
sonable assurance of its ability to repay the loan. Leases of equip- 
ment and facilities acquired with this fund may be made only when 
the Commission finds that the prospective earning power of the 
carrier furnishes reasonable assurance of its ability to pay the 
rental and meet its other obligations under the lease, and the 
rental charges must be such as to pay a return of six per cent 
and an allowance for depreciation upon the valuation of the equip- 
ment or facilities so leased. (Paragraphs (10) to (14) of section 15-a.) 
It would appear doubtful whether, under these restrictions, the 
general railroad contingent fund will be at all available to the weak 
roads for aid in new financing or refunding of old obligations or 
in acquiring equipment and additional facilities—certainly the fund 
is not designed for their special and particular benefit. 

From a consideration of the committee reports and an analysis 
of the pertinent provisions of the law as enacted, the conclusion is 
irresistible that the income appropriation provisions have little, 
if any, relation to the problem of the weak roads, but are designed 
simply to prevent the realization by the stronger roads of a net 
railway operating income in excess of an amount which Congress 
was willing they should retain. 


Counsel say the provisions of the statute appropriating a 
part of the net railway operating income, and restricting the 
use of a further part, are not a regulation of interstate com- 
merce, but a direct confiscation of carriers’ property and inva- 
sion of their property rights in violation of the Fifth amend- 
ment to the Constitution. 


“The whole theory rests squarely upon the proposition 
that Congress can fix ‘a standard of excess income’ and can pre- 
vent income realized in excess of that standard from becoming 
the carriers’ absolute property by a declaration that such por- 
tion of its income is received by it ‘as trustee’,” counsel say. 

Arguing that limitation of net income resulting from opera- 
tions in interstate commerce is not comprehended by the power 
to regulate such commerce, counsel say the net income result- 
ing from the performance of commerce is the fruit of the act 
but not a part of the act itself. 

“The net income realized from the performance of the act 
of interstate commerce is a matter subsequent to and distinct 
from the commerce, as fully as the manufacture of goods to be 
shipped in interstate commerce and the mining of coal to be 
similarly shipped or to be used in the performance of inter- 
state commerce are matters prior to and distinct from the com- 
merce itself,” counsel say. 

Congress may, of course, through the regulation of their 
rates, legitimately regulate and limit the operating revenues 
of interstate carriers, counsel continue, pointing out that this 
power was exercised in the New England Divisions Case, but 
the income-appropriation provisions are not and do not purport 
to be a regulation of rates. 


Points argued at length in the brief follow: 


The net income which is the subject of the income—appropriation 
provisions is the unqualified property of the carriers, and evidences 
elements of value inherent in their railroads. A taking of the in- 
come is a confiscation not only of the amount in money so taken 
but also of a part of the value of the railroads themselves. 

The net income is earned from rates which must be presumed to 
be reasonable, and so is absolute property. 

The statutory declarations that the income to be appropriated 
is excess income and that it is held in trust are not competent to 
qualify the title of the carriers thereto. 

This attempted appropriation of income is not an indirect or 
consequentiai result of any legitimate exercise of congressional power, 
but is a direct confiscation of property. 

The allocation of a part of the net raliway operating income to 
a resrve fund and the restriction upon the use of such fund by 
the carrier amount in ~ sy effect to a deprivation of property 
without due process, equally with the complete appropriation of a 
portion of the net railway operating income. 

The income-appropriation provisions cannot be sustained on the 
theory that their result is equivalent to a result which might be 
obtained by prescribing different rates for different roads. 

The income-appropriation provisions cannot be sustained as a 
regulation of rates. 


Considering the income-appropriation provisions as attempted 
rate regulation, on the theory of a seizure of the proceeds of rates 
impliedly declared to be unreasonable, they are void because of their 
want of due process of law, in that the amount of net income is 
arbitrarily made the sole and conclusive measure of the unreasonable- 
ness of the rates. ; 

To construe the income-appropriation provisions as a regulation 
of rates would do violence to the whole theory upon which rate 
regulation rests. The right of the government to regulate the 
charges for the use of properties impressed with a public trust 
rests upon the theory that without such regulation the owner may 
exact from the individual patrons unreasonably high rates. 

The a rae = weaning provisions cannot be sustained as an 
exercise of the taxing power. 

The provisions in question do not purport to be an exercise of 
the power of taxation. 

But even if the appropriation of income were labeled as a tax 
law it would be void because its real purpose, ascertainable from 
the act itself, is the limitation of the amount of income which a 
earrier shall be entitled to retain, an object not within the power 
of Congress. : 

This appropriation cannot be sustained as a contribution imposed, 
incidentally to the commerce power, to create the fund called the 
general railroad contingent fund, as a burden which the industry 
should bear. 


In a brief for the Commission, P. J. Farrell, chief counsel, 
reiterates the position taken in the lower court that the orders 
of the Commission in the Dayton-Goose Creek case relative to 
excess income are simply admonitory and intended to remind 
the carrier of the requirements of paragraph (6) of section 15a. 
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“At the time the matters covered by the transportation act 
were being discussed,” says he, “Congress was confronted with 
the necessity of preserving and strengthening the interstate 
common carriers of the country and making them efficient and 
serviceable agencies for the transportation of interstate and 
foreign commerce, used also for the transportation of intrastate 
commerce. Under these circumstances we think it is obvious 
that the most important matter presented for consideration 
was the means by which the necessary railway operating rey- 
enues might be secured.” 


Mr. Farrell then refers to the provisions of section 15a 
which, he says, Congress enacted to meet the conditions con- 
fronted by it. Quoting from McCulloch vs. Maryland, 4 Wheaton 
316, Mr. Farrell says the Supreme Court held: 


Let the end be legitimate, let it be within the scope of the 
Constitution, and all means which are appropriate, which are plainly 
adapted to that end, which are not prohibited, but consist with the 
letter and spirit of the Constitution, are constitutional. 


The end sought by Congress under section 15a, Mr. Farrell 
says, was to maintain an adequate national railway system. 

“That this end is legitimate will not, we feel certain, be 
controverted, and that the provisions referred to are appropri- 


ate and plainly adapted to that end appears to us to be equally 
clear,” says he. 


Mr. Farrell refers to the lower court which held Congress 
had in effect levied an excise tax on all carriers subject to the 
transportation act and that it saw no reason why the United 
States could not measure this tax by the excess profit realized 
over a specified percentage, and then says: 


Regardless, however, of the power of Congress under the Con- 
stitution to provide for the levying and collecting of taxes, we think 
it is apparent that the provisions of section 15a, whose validity is 
called in question by appellant, may be upheld as portions of a 
scheme of regulation of interstate and foreign commerce which 
Congress has a constitutional right to create and put in force. 

That the power to prescribe and otherwise regulate the rates, 
fares, and charges of common carriers engaged in the transporta- 
tion of passengers and property in interstate and foreign commerce 
is legislative in character, and that Congress, directly and through 
such agencies as it may from time to time designate for the pur- 
pose, may exercise such power fully and completely, is so well settled 
by decisions of the Federal courts that a citation of authorities in 
this connection does not appear to us to be necessary. A careful 
review of pertinent cases is contained in the decision of this court 
in Houston, East and West Texas Railway Company vs. United 
States, 234 U. S. 342, where, among other things, the court said: 

“First. It is unnecessary to repeat what has frequently been said 
by this court with respect to the complete and paramount character 
of the power confided «eto Congress to regulate commerce among the 
several states. It is of the essence of this power that, where it ex- 
ists, it dominates. * * *, (Id. 350.) 

“Congress is empowered to regulate—that is, to provide the law 
for the government of interstate commerce; to enact ‘all appropriate 
legislation’ for its ‘protection and advancement’ (The Daniel Ball, 
10 Wall. 557, 564); to adopt measures ‘to promote its growth and 
insure its safety’ (County of Mobile vs. Kimball, supra); ‘to foster, 
protect, control and restrain’ (Second Employers’ Liability Cases, 
supra). Its authority, extending to these interstate carriers as in- 
struments of interstate commerce, necessarily embraces the right 
to control their operations in all matters having such a close and ’sub- 
stantial relation to interstate traffic that the control is_ essential 
or appropriate to the security of that traffic, to the efficiency of 
the interstate service, and to the maintenance of conditions under 
which interstate commerce may be conducted upon fair terms and 
without molestation or hindrance. As it is competent for Congress 
to legislate to these ends, unquestionably it may seek their attain- 
ment by requiring that the agencies of interstate commerce shall 
ter A pet in such manner as to cripple, retard, or destroy it. * * *. 

The general rule to be followed by courts in cases like the one 
under consideration here was stated by Mr. Chief Justice Fuller in 
McChord vs. Louisville & Nashville Railroad Company, 183 U. S. 
483, as follows: 

‘* * * The fixing of rates is essentially legislative in its char- 
acter, and the general rule is that legislative action can not be 
interfered with by injunction.’’ (Id. 495.) 

Because of the facts and circumstances disclosed by the record 
in this case, and in view of the court decisions to which we have 
called attention, we are unable to see how this court can sus- 
tain either the contention of appellant that the provisions of section 
15a relating to excess net railway operating income are unconstitu- 
tional, or its contention that the orders of the Commission are in- 
valid, unless the court concludes that an application of the limitations 
prescribed by Congress and contained in paragraph (6) of said sec- 
tion would result in such a confiscation of appellant’s property as 
is prohibited by the Constitution. We have shown that in no 
case do the limitations confine a carrier to a return of less than 
six. per cent per annum upon the value of the property held for 
and used by it in the service of transportation, and we are not aware 
of any decision of a Federal court wherein like limitations prescribed 
by Congress have been held to be unconstitutional. We are there- 
fore of opinion that further discussion by us in this connection is 
not necessary and would not be appropriate. 

For the reasons above set forth we insist that the appeal in this 
case should be dismissed. 


Forney Johnston, counsel for the National Association of 
Owners’ of Railroad Securities, will ask permission of the Su- 
preme Court to appear as a friend of the court in the argument 
in the Dayton-Goose Creek recapture clause case. The asso 
ciation will defend the constitutionality of the recapture clause. 





TO ACQUIRE OKLAHOMA LINE 


The Oklahoma City-Ada-Atoka Railway Company has applied 
to the Commission for authority to acquire and operate 77 miles 
of railroad from Shawnee to North Coalgate, Okla. The line was 
acquired at a receiver’s sale, the applicant said. 
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NO GENERAL RATE INQUIRY 


The Trafic World Washington Bureau 


The Commission has voted against instituting a general 
inquiry into the freight rate structure. It announced its de- 
termination to refrain from such an inquiry after it had finished 
its regular formal conference November 7, a short time after 
Chairman Meyer had dispatched letters on the subject dated 
the preceding day. The letters announcing the conclusion, made 
public November 7, were addressed to J. F. Callbreath, secre- 
tary of the American Mining Congress; R. S. French, general 
manager and secretary of the National League of Commission 
Merchants of the United States; and William Garfitt asked for 
of the Western Fruit Jobbers’ Association of America. The two 
first mentioned have their offices in Washington and Mr. Gar- 
fitt in Chicago. 


Mr. Callbreath asked for an enlargement of the general 
grain inquiry so as to embrace “all basic commodities.” Mr. 
French asked for an inquiry into the entire freight rate struc- 
ture, with a view to relieving the fresh fruit and vegetable 
industry from the apparent excessive burden which it is now 
carrying under existing freight charges.” Mr. Garfitt asked for 
an inquiry with a view to realigning the rates on fresh fruits 
and vegetables. 


No announcement as to what considerations. impelled the 
Commission to vote as it did, was made. No speculation as to 
the course the Commission would take upon the applications 
preceded the announcement. The Commission, as a rule, there- 
tofore, had received communications of that kind, acknowledged 
their receipts and then announced its conclusion only if it de- 
cided to enter into on investigation. The announcement made 
in the form of copies of the letters dispatched to the three men 
who wrote to the Commission, therefore, was somewhat out of 
the ordinary course. 


The letter to Mr. Callbreath was as follows: 


The Commission has given careful consideration to your 
request of November 2, that the scope of the Commission’s investi- 
gation in Docket 15263 be enlarged to include the rates on all 
basic commodities, and does not see its way clear to take the 
action requested. 


The letter to Mr. French was as follows: 


The Commission has given careful consideration to your re- 
quest dated October 18, that it institute a general investigation 
into the entire freight rate structure of the United States “with a 
view to relieving the fresh fruit and vegetable industry from the 
apparent excessive burden which it is now carrying under exist- 
ing freight charges,” and does not see its way clear to take the 
action requested. 


The letter to Mr. Garfitt was as follows: 


With further reference to your letter of October 25, acknowl- 
edged by me on October 30, requesting a general investigation 
of the freight rate structure with a view to the realigning of 
the rates on fresh fruits and vegetables, the Commission has con- 
sidered the matter and does not see its way clear to take the 
action requested. 


“We question the propriety of giving any single class of 
shippers or any single industry first claim on any reduction,” 
said Mr. Callbreath in his letter to the Commission. “Producers 
of basic commodities should have equal opportunity to benefit 
by reductions. Will reduction in grain ratec compel shippers of 
other commodities to bear a relatively greater burden? It would 
seem pertinent to inquire whether or not such reductions would 
tend to prevent needed reductions in rates on other commodities, 
especially those low-grade basic commodities which constitute 
the beginnings of all traffic, such as ores, sand, gravel, stone, 
clay, crude petroleum, logs and pulp wood.” | 

A statement issued by the Mining Congress follows: 


The Mining Congress says rates on agricultural products bear a 
definite relationship to the entire rate structure, which would be dis- 
turbed by readjustment of grain rates alone. It urges the Commission 
to include in its investigation the rates on all basic commodities and 
that all raw materials be given first consideration in the matter of 
reductions. The Commission is also asked to ascertain if products of 
manufacture and other traffic taking higher rates than basic raw ma- 
terials shall bear a relatively stow aed portion of the aggregate trans- 
Portation burden. “If the stimulation of movement of basic raw 
materials, as the result of rate reductions, would tend to lower the 
cost of manufactured articles and finished products to.the consumer, 
increase building and construction, lower cost of railroad supplies, 
materials and equipment manufactured or derived from basic raw 
materials, or increase freight tonnage, both actually and potentially, 
ay Stimulation would be in the interest of the carriers and the pub- 
Ie, Mr. Callbreath added. 

In the case of the mining industry every cent of reduction in 
costs, whether by lower rail rates, improved mechanical devices, lower 
poate of operation, lower taxes or greater efficiency adds to the num- 
the of tons of rock commercially valuable as ore, to the wealth of 
i country, and the potential tonnage of railroads,’’ continued Mr. 

allbreath. ‘Immense bodies of mineralized rock are within 30 cents 
© $1 per ton of being commercially valuable as ore and all that is 
eeary to make this rock commercially valuable is to have some- 
—s shaved off of the items of cost which accrue in extracting it 
on the ground and delivering it to market. It is to the interest 
= the railroads and the public to make possible the utilization of 
oe bodies of ore which are being left untouched because of 
evailing conditions in which freight rates are a dominant factor.” 
th The we g Congress produced statistics showing that since 1913 
© number of active operators of metal mines in this country had 
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been reduced from 6,387 to 2,896, and pointed out that the closing of 
mining operations results in decreased tonnage, loss of local markets 
for farmers, employment and revenues. It is stated that the present 
condition of western farmers may be attributed in part to the present 
unfavorable conditions in the mining districts. 

“Stimulation of western mining through rate reductions will bene- 
fit railroads, farmers and the public,’’ Mr. Callbreath concluded. “The 
public would benefit through restoration of mining operations that 
have been idle. There should be no question as to the propriety of 
investigating rates on all basic commodities, with a view to bringing 
about reductions which would insure greatest freedom of movement.’ 


GRAIN CASE BROADENED 


The Trafic World Washington Bureau 


The Commission’s general grain investigation, Docket 15263, 
upon petition of the Kansas City Hay Dealers’ Association and 
the Omaha Hay Exchange, has been broadened to include hay 
and rates thereon. In no other way, however, has the case or 
the hearings thereon been changed. 


FARM BUREAU ON WHEAT RATES 


The Trafic World Washington Bureau 


In a statement under the heading, “Farmers Resent Rail- 
road Executives’ Action,’ the Washington bureau of the Amer- 
ican Farm Bureau Federation has announced that the Farm 
Bureau “will continue to press its case before the Interstate 
Commerce Commission for a reduction of export rates on wheat,” 
the reference being to the federation’s letter asking a cut of 
20 per cent. The statement, issud for publication November 
3, follows: 


The decision of the railroad executives that of their own volition 
they will not grant a reduction in rates for the transportation of wheat 
intended for export in no way alters the determination of the Ameri- 
can Farm Bureau Federation to insist before the Interstate Commerce 
Commission that rates be lowered, according to announcement from 
the Washington office yesterday. 

Six weeks ago the federation petitioned the Commission for a re- 
duction and has been working on its brief ever since. Among other 
things the federation intends to ask is why the Canadian railways 
can haul wheat so much cheaper from Saskatchewan and Alberta to 
the head of lake navigation than can our railroads just across the line. 
The Farm Bureau finds, for instance, that the rate from Coutts, 
Alberta, to Fort William on Lake Superior is 27 cents a hundred, 
while the rate from Sweet Grass, Mont., just a few miles across the 
line and 200 miles nearer to the lake terminal—Duluth—is 43 cents. 

Here is another sample of what puzzles the Farm Bureau when 
it inquires into the matter of wheat rates. <Auther, N. D., is just 
across the line from Lyleton, Manitoba. The farmers in the vicinity 
of Auther pay 22 cents to get their wheat to the lake terminal, while 
the Canadians around Lyleton pay only 18 cents for a haul which 
is one-fourth longer. In fact, a study of the trunk lines running 
from the far West into the lake ports on each side of the border 
shows that much lower freight rates are paid by the eat farmers 
of Canada than those of northern United States and also how much 
more of the ultimate price the Canadians get compared with our own. 

“The situation of the wheat growers west of the Mississippi River 
has not changed materially from what it was six weeks ago, when the 
petition to the Interstate Commerce Commission as filed,’’ according 
to the bureau. ‘‘The market may have gone up a few cents, but it 
did not do so until the distressed farmers had let go of their wheat. 
About half of this year’s wheat crop still remains on the farms and 
the farmers would be benefited by a reduction in freight rates, for 
about 30 per cent of the price received at the primary markets is now 
turned over to the carriers for freight charges. Should the railroad 
executives, however, continue to stall the action of the Interstate 
Commerce Commission those who would benefit by any final reduc- 
tion this year would be the speculators who happened to hold their 
wheat in the West. 

“Since the price of American wheat is established in Liverpool] 
any reduction in freight rates, especially on export account, is re- 
flected directly in the increased proportion of the ultimate price 
which the farmer receives, 

“The American Farm Bureau Federation and the railway execu 
tives seem to be far apart in this question of reduction of wheat rates. 
The petition of the Farm Bureau for a reduction in rate on wheat 
for export is only a small matter compared with the problem of read- 
justment of all rate schedules upon a much more equitable basis, in 
which bulky, cheap commodities will bear a more just proportion of 
the transportation burden.” 





“The last reduction in freight rates on wheat was reflected 
quickly in the price which the farmer received for his product 
on the farm and I see no reason why a further reduction would 
not redound as quickly to the farmer,” Oscar E. Bradfute, 
president of the American Farm Bureau Federation, said in a 
statement discussing the decision of the railroad executives 
not to lower wheat rates. Continuing, he said: 


If it is a fact that Canadian railroads and the United States lines 
make comparable rates for export, I see no reason why a lower rate in 
the United States would not be reflected to the farmer regardless 
of what the Canadians do. The action by the railroad executives 
apparently means that the railroads will resist every step taken to 
aid the farmers. 

Since the executives refer to the Canadian rates, but in so doing 
merely muddy the water, it is interesting to see just what the Cana- 
dian lines have done and just what reductions our own have made. 
The low Canadian rates on wheat from the far West to the lake ports 
is due to the Crow’s Nest Pass act of 1897. No increases were made 
until 1918; since then the rates have been increased three times, but 
they never equalled those in this country. They are now back to 
the low level of 1897. Here in the United States since 1913 rates have 
increased 20 and 35 per cent. Although they have been reduced, they 
are still 50 per cent higher than in 1913. 

Here is the deadly parallel: 


Current Rates on Wheat in Car Lots 


From . 100 1b” Bu: th 

8s. ush. 
Bombay, Montana (1,083 miles) to Duluth......... «-- 45% 27.3 
Medicine Hat, Alberta (1,076 miles) to Ft. William.... 24 14.4 


Sweet Grass, Montana (1,004 miles) to Duluth......... 43 25.8 
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Maple Creek, Saskatchewan (1,013 miles) to Ft. William 23 13.8 
Glasgow, Montana (783 miles) to Duluth............... 35 21.0 
Regina, Saskatchewan (776 miles) to Ft. William...... 20 12.0 
Berthold, N. Dakota (526 miles) to Duluth............. 2316 14.1 
Snowflake, Manitoba (556 miles) to Ft. William........ 16 9.6 
Hell Gate, Montana (696 miles) to Seattle.............. 30 18.0 
Bassano, Alberta (720 miles) to Vancouver............. 26 15.6 
Merino, Montana (923 miles) to Seattle.............-.-. 32 19.2 
Gull Lake, Saskatchewan (930 miles) to Vancouver.... 28 16.8 


Shipping eastward from the point mentioned in this table our 
farmers have to pay somewhere around 13 cents a bushel more 
freight than farmers living across the line and shipping from the 
Canadian points mentioned. There is not such a wide difference 
when it comes to the movement of grain to westward ports, however. 

It must be admitted that the railroad situation in Canada is not 
like that in the United States, for the Canadian government operates 
some of the lines. However, we have a very good comparison in the 
Canadian Pacific Railroad Company, which gets no government help 
whatever and meets the rates on the government’s lines and is able 
to pay all its fixed charges and 10 per cent dividends on its stock 
and adds every year to its rate reserve. Therefore, any statement 
to the effect that the Canadian people are taxed for low railroad rates 
in Canada is not germane to the argument, unless ‘it be that the gov- 
ernment ownership of one line run at a low rate makes the privately 
owned company offer to its patrons low freight rates such as we 
should have in the United States. 


In reply to the statement made by Oscar E. Bradfute, presi- 
dent of the American Farm Bureau Federation, criticizing the 
raiiroads for their refusal to make voluntary reductions in the 
rates on export wheat, Robert S. Binkerd, vice-chairman of the 
Committee on Public Relations of the Eastern Railroads, sent a 
telegram to Mr. Bradfute, in which he answered specifically the 
federation’s statement that regardless of whether or not the 
desired reductions if made by the railroads of the United States 
were followed by similar reductions in Canadian rates, the bene- 
fits would be “reflected to the farmer.” The telegram read, 
in part, as follows: 


The Canadian wheat growers must export about four-fifths of 
this year’s crop. We have a surplus of about 90,000,000 bushels 
for export; Canada about four times this amount. 

For years the Canadian railroads have kept Vancouver on a 
competitive basis with Pacific coast ports; Port Arthur and Fort 
Williams with Duluth; Georgian Bay with Buffalo; Montreal with 
Philadelphia and Baltimore; Halifax and St. Johns with New York 
and Boston. 

If export rates were reduced by us, equal reductions would be 
conceded by the Canadian railroads, and the situation of our 
wheat farmer would not be changed an iota. He would still be 
competing with a Canadian surpius four times as great as his 
own, produced at a lower cost, and getting to market on equally 
favorable terms. Since the Canadian grower can pay 30 cents a 
bushel duty and invade our own domestic market, it goes without 
saying that he can meet any competition we can offer in the 
foreign market. 

Therefore the only effect of lowering our export rates on 
wheat woul@ be some lowering of price to the foreign consumer. 
The most searching analysis fails to disclose how the American 
wheat grower would profit a penny. Saving to the foreign con- 
sumer would come out of the still insufficient revenues of the 
American and Canadian railroads. 

The American wheat grower has been given every reasonable 
opportunity to reach the world’s wheat market. On Sept. 1, 1920, 
the eastern trunk lines reduced export rates on ex-lake grain 10 
per cent. On Aug. 19, 1921, these rates were reduced another 25 
per cent, and this reduction was general. On Jan. 1, 1922, domes- 
tic rates were reduced 10 per cent. All of these reductions were 
voluntary. 

The export wheat rates of the eastern trunk lines are lower 
than they were during the period of federal control. When there 
was an active foreign demand, wheat moved freely for export 
under them. 

If the cost of reaching the seaboard were what stood in the 
way of the American wheat grower, his problem would be already 
solved. For from Buffalo the barge canal will deliver wheat 
alongside ship in New York harbor for 5% cents a bushel, a rate 
lower than anyone has suggested the railroads could be expected 
to make. Yet instead of moving on this low rate, three-quarters 
of all the grain moving from Buffalo for export moves by rail. 

While, of course, any group of men are entirely within their 
rights in asking for a review of a rate matter, would it not help 
if the above facts were made generally known to the American 
farmers? 


CANADIAN EXPORT RATES 


The Trafic World Ottawa Bureau 


Canadian railway men are calling attention to the action of 
American railway executives, representing the principal trunk 
lines in the United States, in notifying the Interstate Commerce 
Commission that they would be unable to grant a voluntary re- 
duction in freight rates on grain for export. The Canadian 
executives claim that the farmers of the western states are 
not enjoying nearly as good rates as those of western Canada. 
“Even before the recent 10 per cent reduction in rates on grain 
moving to the Pacific coast ports was ordered,” it is stated, “the 
rates on the Canadian side in the west were lower than for 
similar distances in like territory on the other side. . ..A 
further reduction of 10 per cent on these rates shows in a very 
striking manner how much less it costs the western Canadian 
than the American farmer to move his principal product.” The 
following comparative rates are quoted in support of this con- 
tention: 

s 

For example, from Calgary to Vancouver, 642 miles, the rate on 
wheat was 25 cents per 100 pounds, while from Doody, Mont., to 
Seattle, 643 miles, it is 32 cents; from Lethbridge to Vancouver, 769 
miles, the rate was 26 cents per 100 pounds on wheat, as against 32 
cents from Shelby, Mont., to Seattle; from Edmonton to Vancouver, 
774 miles, the rate was 25 cents per 100 pounds, while from Dunkirk, 
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Mont., to Seattle, 775 miles, it is 32 cents; from Medicine Hat to Van- 
couver, 818 miles, the rate was 27 cents, while from Joplin to Seattle, 
819 miles, it is 32 cents; from Swift Current to Vancouver, 957 miles, 
the rate was 29 cents, while from Malta, Mont., to Seattle, it is 43 
cents; from Moose Jaw to Vancouver, 1,067 miles, the rate was 31 
cents, while from Oswego, Mont., to Seattle, 1,062 miles, it is 45 cents, 


It is stated that the lower rates in Canada have come into 
effect in spite of the fact that, during the past year, Canadian 
Railways have not enjoyed nearly as much prosperity as have 
those of the United States. In addition to having had to work on 
lower rates, they have not had anything like the same increase 
in the volume of traffic. As an evidence of this, the statement is 
made that the improvement in the showing made by the Cana- 
dian National Railways has been largely due to the better earn- 
ings of its American mileage. 

Railway men here also express difficulty in understanding 
the apprehension of the farm leaders in the western states over 
the imports of Canadian wheat, as evidenced in the application 
to the United States Tariff Commission for an inquiry with a 
view to securing a 50 per cent increase in the present duty of 
30 cents a bushel. During the six months ending September 
30 exports of wheat to the United States have totaled only 
3,708,771 bushels, or half of that for the same period last year. 
Exports of wheat flour during the same period were only 93,712 
barrels as compared with 314,087 for the same period in 1922. 


CANADIAN WHEAT CUT DIDN’T HELP 


Grain dealers in Vancouver claim that the recent reduction 
of ten per cent in westbound grain has not brought any visible 
benefit to Vancouver, but has disappeared somewhere between 
the sellers and the Calgary dealers. Ocean freights for wheat 
from Vancouver to United Kingdom have not profited by the 
decrease. The rate now quoted by liners is 35 shillings, the 
same as before the ten per cent reduction on the railroads. 
Charters are not affected either. Charter vessels are often fixed 
for any of the North Pacific ports for loading, therefore the 
reduced rate on the Canadian railways would not affect the 
charter rate. Liners have not been receiving as high rates as 
last year, when the ruling rate was from 36s 3d and 37s 6d, with 
a maximum of 38s 9d. 


REPORT ON WHEAT SITUATION 


The Trafic World Washington Bureau 


In a report to the President on the wheat situation, Eugene 
Meyer, Jr., managing director of the War Finance Corporation, 
and Frank W. ‘Mondell, director of the corporation, reviewed 
agricultural conditions in the northwest and west as they found 
them as a result of conferences at various points in the west. 
The investigation was made at the request of the President. 

“In practically all the territory visited,” the report said, 
“there was complaint regarding the large increases in local 
taxes during the past two years, as well as regarding the scarcity 
and high cost of labor for agricultural purposes and the ineff- 
ciency of the available farm labor. 

“In many places increased freight rates, resulting in a dis- 
location of available markets, were presented as a factor of 
vital importance. In other words the economic status of the 
wheat producer was shown to be fundamentally prejudiced, on 
the one hand, by high cost of production due to increased 
taxes, increased cost of labor and materials used in production, 
and high prices of commodities and goods which the farmer 
buys. On the other hand, the prices realized by the farmer for 
his wheat, although higher than the pre-war figures, and also 
higher than. they were a year ago, are not sufficient, when in- 
creased freight rates are taken into consideration, to maintain 
the producer on a satisfactory basis.” 

The report then pointed out that there was evidence that a 
very considerable readjustment to changed conditions was tak- 
ing place in the wheat-growing areas, and that particularly in 
sections remote from large markets where “permanently higher 
freight rates make inevitable a change in the direction of pro 
duction, the development of the dairying industry is gradually, 
but nevertheless definitely and consistently, going on.” Con- 
tinuing, the report said: 


Production in more concentrated form is understood and recog- 
nized by farmers and country bankers alike as necessary and in- 
evitable, and many progressive communities are rapidly readjusting 
their agricultural activities with this end in view. An illustration 
of this is found in several counties of Idaho, which formerly shipped 
alfalfa to Mississippi River Valley points, and which now ship butter 
and cheese, representing the concentrated form of the alfalfa. In 
other wheat areas, the growing of corn and the feeding of cattle, 
hogs and sheep is a characteristic development of the present trans- 
formation from the single crop system, and the planting of an in- 
creased acreage of flax and sugar beets, both of which appear to be 
profitable crops at prevailing prices, is being extended in the areas 
where climatic and other conditions are favorable. 

Many plans for dealing with the wheat situation were suggested 
gt our various conferences, the more important of which are as fol- 
ows: 

1. An increase in the tariff on wheat. 

2. Government price fixing, accompanied by the necessary con- 
trol of the wheat trade. 

. Government purchase of the so-called “surplus” with the view 
of exporting it to foreign markets, 
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4. Distribution of $58,000,000, which it was stated was a profit 
made by the Grain Corporation during its existence. Z 

5. Modification of the present immigration laws so as to provide 
for the selective admission of a larger supply of labor. 

6. Organization and development of co-operative wheat marketing 
associations. 


The report then took up each of the proposals set forth. 
The conclusion of the investigators ‘was that co-operative mar- 
keting associations, organized along sound lines and with com- 
petent management and business guidance offered at the present 
time more promise of helpful results than any other plan or pro- 
gram that had been suggested. No recommendation as to freight 
rates was made, the only references to freight rates and trans- 
portation having been those set forth. Reviewing present agri- 
cultural conditions, the investigators said: 


The trip of investigation just completed is the fourth which the 
managing director of the War Finance Corporation has made from 
coast to coast during the past two years, and Director Mondell made 
a similar trip only a few months ago. In the contact we have had 
with changing agricultural conditions, we cannot help but be struck 
by the rapidity with which economic forces are moving in this post- 
war period. Barely two years ago corn was selling at 16 cents in 
western Nebraska and Iowa; cattle, sheep, wool, and hogs were going 
to market at ruinous prices; the sugar beet industry was almost pros- 
trate; tobacco markets were demoralized; cotton was _unsalable at 
half the cost of production, and it was stated that an alleged surplus 
of 10,000,000 bales, a full vear’s crop, made a prolonged depression 
inevitable. At that time wheat was in relatively better position than 
any other American agricultural product. 

Now, corn is selling at high prices; the sheep and wool industry 
are reported to be on a satisfactory basis; the sugar beet industry 
has been restored; the cotton surplus has disappeared and there is a 
full demand, at good prices, for the entire production, and the to- 
bacco industry, organized with unusual thoroughness under the 
co-operative marketing plan, is in good condition. The feeding and 
fattening end of the live stock industry has greatly improved. but 
the breeding end of the business is still confronted with many difficult 
problems, the solution of which should continue to command our 
active interest and consideration. 

Two years ago the country was struggling with an unemployment 
problem involving, it was said, 5,000,000 men. Today a scarcity of 
labor is reported from nearly every part of the country. 

In viewing the agricultural situation, therefore, we cannot help 
teeling that the future may be much more hopeful than many of those 
immediately interested in certain lines of production are inclined to 
believe. It may be pointed out, in this connection, that the statistics 
concerning the visible supplies of American wheat, so frequently cited 
as indicating the existence of an unmanageable surplus, do not take 
into account the fact that, according to all reports, there has been 
available an ample supply of railroad cars and, consequently, wheat 
has been free to move to terminal markets with unusual rapidity. 
The information presented to us indicates that the same situation 
exists with reference to other important agricultural commodities. 

In these days of swift economic changes, the government, in co- 
operation with those directly concerned, should approach the prob- 
lems as they develop with a strong and sympathetic interest and 
with a determination to proceed as promptly as may be possible in 
taking steps to meet them. World conditions, over which we have 
no control, bring their repercussions at unexpected times and in 
ways that are difficult to foresee; and, with the best intention in the 
world, we can only endeavor to meet the difficulties as they arise. 
Unfortunately, these maladjustments are the inevitable economic 
consequences of the disturbances of war. 

Where sympathy and emotion are properly aroused, we must, 
nevertheless, seek to maintain a thoroughly rational attitude in order 
that we may find the sound, and therefore effective, solution. It is 
relatively easy to detect the proposals of those who seek to exploit 
agricultural distress for their own political purposes. But it is far more 
dificult to deal with the proposals of the perfectly sincere and honest- 
minded people who seek to solve problems by short cuts which are 
unsound and which, therefore, are bound to be ineffective. 

We feel, as a result of our trip, that the solution of the wheat 
problem lies along two lines: First, the adjustment of production to 
American needs if the world market is oversupplied from other pro- 
ducing countries at lower prices than are satisfactory to the American 
producer under prevailing conditions; and, second, the development of 
an improved marketing system such as we believe can be brought 
about by the organization of the producers of the country for the 
purpose of marketing their wheat under the co-operative marketing 
plan, making it unnecessary to rely so completely upon the uncertain 

functioning of the speculative public contract market. 


COOLIDGE AND GRAIN RATES 


The Trafic World Washington Bureau 


A spokesman for the President said at the White House 
late November 2 that the President had learned indirectly that 
the railroads had decided it was not feasible to make reductions 
In rates on wheat for export. It was emphasized that the Presi- 
dent had made merely a suggestion that some of the railroads 
should consider whether reductions could be made and that he 
did not expect a direct reply from them. 

_ It was said the matter of grain rates was before the Com- 
mission, but that the President had thought that, if a voluntary 
reduction could be made, that would have been more expeditious 
than that which might result from a long hearing. It was also 
reiterated that the President was not indicating and had not 


—— anything as to whether any change in rates should be 
made, 


RAILROADS AND FARMERS 
(Chicago Tribune). 


_ Samuel M. Felton, president of the Chicago Great Western 
Tailroad, and chairman of the western railways committee on 
public relations, has made a valuable contribution to the political 
and economic thought of the time in his recent speech before 
the Grain Dealers’ National Association at Des Moines, Ia. We 
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recognize the fact that his is an interested point of view, which, 
perhaps, might be controverted by an equally wise exponent of the 
other side, but he offers statistics which must require a great 
deal of contradiction before they cease to be convincing. 

Mr. Felton’s purpose, of course, is to defend the railroads 
of the country against arbitrary reduction of freight rates 
sought chiefly in behalf of the grain grower. In carrying out 
that purpose he reveals a remarkable similarity between the 
position of the farmer and that of the railroads. That probably 
will come as a shock to the farmer. It ought to. The agrarian 
bloc in politics needs to be shocked out of its blind antipathy 
to other business and to economic law. 

Farmers contend that cost of production and of marketing, 
including freight rates, is so high that they cannot sell at a 
profit, and that the cost of things they must buy is out of all 
proportion to the price of things they sell. The railroads con- 
tend that cost of operation, including wages, fuel taxes, etc. 
is so high they cannot earn a good profit if their rate of income, 
which means their freight rate, is cut. The arguments are strik- 
ingly similar. 

Yet the grain farmer wants freight rates cut 20 to 25 per 
cent. Looking at that suggestion from both sides, what do we 
find? The average price of wheat in this country is approx- 
imately 30 cents more per bushel than it was ten years ago. 
The freight rate per bushel from representative shipping points 
to central markets is from 4 cents to 7 cents a bushel higher 
than it ‘was ten years ago. Even paying the higher freight rates, 
the average grain farmer still has an advantage of approx- 
imately 25 cents a bushel over the price of ten years ago. Still 
he is in troublbe. That ought to make it clear that it is not the 
freight rate which is the chief cause of his distress. 

In the circumstances it would seem to be a serious economic 
error and a grave injustice to cut the railroad rate arbitrarily. 
The farmers and the railroads are up against much the same 
proposition. It would be fair for the farmers to look at it in the 
same light as the railroads. 


SUBSIDY FOR FARMERS 


“The primary concern of the farmers with respect to trans- 
portation is to get their products to market. The efficient per- 
formance of this service is not possible without adequate trans- 
portation facilities which can be provided only through private 
ownership of the railways, with rates that allow sufficient earn- 
ings to support the necessary credit of the carriers,” says the 
current issue of the “Guaranty Survey,” published by the 
Guaranty Trust Company of New York. 

The publication, in speaking of the farmer’s problem of 
distribution, discusses the failure of regulation of speculation to 
produce the desired results and, turning to the problem of 
freight rates, continues: 


The agitation for a reduction of freight charges stand. in theory, 
on somewhat firmer ground. That lower rates would result in higher 
relative farm prices is probably true. But there are other equities 
to be considered. The controversy over freight rates involves the 
whole question of railroad valuation, which cannot be entered into 
here, as well as-the interests of the producers and shippers of other 
commodities. It may be said, however, that there has been an in- 
creasing tendency to settle matters of this sort at the expense of the 
railroads, without always taking sufficiently into account the ques- 
tion as to whether the railroads can or should be compelled to bear 
the additional burden. If the freight rates on farm products are to 
be brought down, it should first be definitely established that they are 
now too high. On the other hand, if the farmers are to be subsidized, 
it would appear that the necessary funds might more appropriately be 
extracted from other sources than from the depleted pockets of rail- 
road security holders. 


URGE RETENTION OF SECTION 15-A 


The Trafic World Washington Bureau 


A committee which was selected last week at a meeting 
of representatives of 70 large public institutions, principally 
savings banks and life insurance companies, discussed with 
Preident Coolidge, November 5, section 15A of the transportation 
act, and urged that no change be made in that part of the law. 
The members of the committee were: Haley Fiske, president, 
Metropolitan Life Insurance Co., New York; Darwin P. Kingsley, 
president, New York Life Insurance Co., New York; John M. 
Wadhams, president, National Association of Mutual Savings 
Banks, Torrington, Conn.; William E. Knox, president, Bowery 
Savings Bank, New York; John J. Pulleyn, president, migrant 
Industrial Savings Bank, New York; Breckinridge Jones, presi- 
dent, Mississippi Valley Trust Co., New York; S. Davies Warfield, 
president of Continental Trust Co. and National Association 
of Owners’ of Railroad Securities, Baltimore; and Joseph C. 
Allen, commissioner of banking, of Massachusetts, Boston. 

Mr. Warfield stated after the conference at the White House: 


Representing a vast amount of railroad securities, these gentlemen 
came to Washington to see the President, greatly concerned in the 
coming session of congress in respect to the railroads. We discussed 
what is termed section 15-a of the transportation act. This section 
has unfortunately been often misunderstood as constituting a guar- 
anty to the railroads. Under it there is no form of guaranty what- 
soever. It prescrbies the method under which the Commission shall 
make rates without requiring any specific rate of return, not only 
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giving the Commission full power to name the return but also the 
value of railroad property in the agerceste upon which the return 
the Commission may name shall apply. 

There is nothing in the act to require rates to be made to yield 
six per cent as is often stated. If any railroad should earn in excess 
of six per cent on the value of its individual property, then one- 
half of this is to go into a transportation fund to be expended by 
the Commission in the interest of transportation as a whole, the 
other half the railroads to retain. Furthermore, this section provides 
the means to make allowance for difference in territories between 
carriers. There are light traffic territories and territories of heavy 
traffic in which the respective railroads aperate. Some means had 
to be found to allow for these conditions, which are inherent in trans- 
portation, and the way 15-a solves them is to provide for the re- 
capture of earnings beyond the amount to which I have referred and 
in the manner to which I have referred. 


CUMMINS SEES COOLIDGE 


The Trafic World Washington Bureau 


Senator Cummins, chairman of the Senate interstate com- 
merce committee, who returned to Washington this week from 
his home in Iowa, held a long conference with President Coolidge 
on the afternoon of November 6. Earlier in the day a high 
spokesman for the President said the latter had reached no con- 
clusions with respect to railroad legislation but would consult 
Senator Cummins on that subject later in the day. 

In an interview before the conference with the President, 
Senator Cummins said he did not expect any extensive hearings 
before his committee on proposed railroad legislation in the 
next session of Congress. He indicated that he felt that what- 
ever would be proposed in the way of new legislation or repeal 
of certain parts of the transportation act would not require 
extended hearings because of the extensive hearings that had 
been held by the committee. 

The big issue in the next session, the senator believes, 
will be railroad valuation. He thinks that much of the agita- 
tion with respect to section 15a will not be revived because the 
main attack will be on the subject of valuation. On this ques- 
tion the senator takes the position that determination of value 
of the railroads is a judicial and not a legislative function and 
that the Congress can not lay down a formula for the fixing of 
value. 

The senator is working on a railroad consolidation bill. It 
will provide for voluntary consolidation for a certain period of 
years, at the expiration of which provision may be made for 
compulsory consolidation. He still holds the conviction that in 
consolidation of the roads into a limited number of systems lies 
the main solution of the railroad problem. ° 

It is not the senator’s intention to hold long hearings on 
the subject of railroad consolidation, because he feels that that 
subject hag been gone into quite thoroughly by congressional 
committees as well as by the Commission in its consolidation 
hearings. 


As to the power of state commissions, it is not the senator’s 
intention at this time to initiate a modification of section 13 of 
the act, but if modification is seriously considered he will favor 
a change that will definitely state the power of the federal Com- 
mission over intrastate rates. Much of the dissatisfaction on the 
part of the states has been removed by the way the Commis- 
sion and the states have developed co-operation, the senator 
has been informed, He feels, however, that where states rates 
are producing a fair share of the revenue needed by an inter- 
state carrier and there is no discrimination against interstate 
commerce, the federal commission should not have the right to 
interfere with the state rates in the absence of proof that par- 
ticular rates discriminate against interstate commerce. He out- 
lined his position substantially as follows: If the Commission 
should increase interstate rates, for example, 50 per cent, and a 
given state commission should raise intrastate rates as a result 
of the increase in interstate rates but not as much, by per- 
centage, as the interstate increase, the federal Commission 
should not have the authority to increase the intrastate rates 
the ‘same percentage as the interstate rates if the intrastate 
rates as fixed by the state commission produced a fair share 
of the revenue of the interstate carrier. 

Discussing section 15a, Senator Cummins expressed the opin- 
ion that if the question of repealing it had come to a vote at 
the last session, it would have been repealed. He now thinks 
that section 15a will not be in the limelight as much ag hereto- 
fore because railroad valuation will occupy the center of the 
stage. The rate base has come to be the important issue rather 
than the rate of return, the senator feels. 

Senator Cummins has no intention of giving up the chair- 
manship of the interstate commerce committee or the presidency 
of the Senate. Unless the Senate raises the question of whether 
he should be deprived of one of the positions, the senator will 
continue to serve in both positions. 

After the conference with the President, Senator Cummins 
said he discussed the general railroad situation, the Railroad 
Labor Board and section .15a with the President. He said there 
was no commitments on either side and that none were sought. 
He said he would confer with the President again in the near 
future. : 

Referring to section 15a, the senator said, in his opinion, the 
rate-making section was not responsible for high rates and that 
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its repeal would, if anything, result in higher, rather than lower, 
rates. 

As to the Railroad Labor Board, the senator said his views 
on that subject were embodied in the original Senate bill which 
provided for a board of five members without regard to represen- 
tation of the railroad managements or employes, and for imposi- 
tion of penalties for violation of the board’s decisions. 


CUMMINS ON CONSOLIDATION 


The Trafic World Washington Bureau 


Conflicting reports as to the position taken by Senator 
Cummins, chairman of the Senate interstate commerce com- 
mittee, with respect to changes in the consolidation provisions 
of the transportation act, were discussed by the senator this 
week, in an interview sought for the purpose of obtaining his 
views on that subject. 

In the first place, the senator said reports that he favored 
a modification of the present law so that voluntary consolida- 
tions could be made in a specified period of time with approval 
of the Interstate Commerce Commission and that in that volun- 
tary period the Commission would not be required to promulgate 
a general plan for the creation of a fixed number of systems 
were not accurate. 

The senator said his position was that, until Congress had 
had an opportunity to make certain changes in the consolida- 
tion provisions of the act that he believed should be made to 
promote consolidations, the Commission should not announce 
its general plan. The reason for this, he said, was that if the 
Commission announced its plan before Congress took up the 
proposed changes or while the proposed changes were being 
considered, the situation would be complicated by objections 
to the general plan determined upon by the Commission, and 
the probability would be that the proposed changes in the act 
would not be considered on their merits and that the purpose 
in view—that of actually effecting consolidations—might be 
defeated entirely. He said he had not taken the position that 
throughout the period for voluntary consolidations the Commis- 
sion should not promulgate the plan that would result from its 
extensive hearings on the subject. 


Senator Cummins said the Commission was about to hold 
final hearings on consolidation of railroads and that general 
argument would be heard by the Commission in January. He 
said the Commission would then go to work on its plan and 
that it would be probably eight months before it would be 
completed. In the meantime, he said, Congress could consider 
the proposed changes in the act and that he hoped final action 
would be taken by Congress in the period the Commission was 
working on its plan. 


Excepting terminal properties, Senator Cummins said he 
believed the present provisions of the law were sufficiently 
flexible to give the Commission leeway to deal with proposed 
consolidations in the voluntary period for consolidation that 
he would propose in his bill. He pointed out that while the 
act directed the Commission to prepare a general plan, it also 
authorized the Commission to modify it from time to time. 
As to terminal properties he thought some change in the law 
probably would be necessary to provide for the creation of 
terminal companies that would operate large terminals for use 
by railroads in common, 


The senator declined to discuss the details of his proposed 
bill which, he said, had not yet been worked out. At the pres- 
ent time his view is that the bill should provide for a period of 
two years, during which time consolidations would be left to 
the voluntary action of the carriers. At the end of that period, 
there would be a period of say five years in which provision 
jwould be made for co-operation on the part of the government 
with the railroads in the matter of effecting consolidations— 
“stimulation” on the part of-the government but no “coercive” 
action by it. To assist in the matter of co-operation or stimula- 
tion, the Senate interstate commerce committee might appoint 
a committee composed of others than members of the commit- 
tee to deal with the subject of co-operation on the part of the 
government with the railroads. 


Senator Cummins said there were a number of ways in 
which consolidations might be “stimulated.” He referred to 
authorization by Congress of federal incorporation of railroads 
as one incentive to consolidation. Many railroads, he said, 
hold there are advantages to be obtained by federal incorpora- 
tion. Co-operation by the government also might be extended to 
the railroads in effecting the exchange of securities in connec- 
tion with consolidation of properties. He did not discuss this 
feature in detail but said there was no thought in his mind 
of proposing any kind of a guaranty on the part of the govern 
ment to stimulate consolidations. He said if the government 
had to go that far it might as well go to government ownership 
and operation, and that he did not favor such a method of 
“stimulation.” 

Consolidation of the railroads will be a herculean task, the 
‘senator said, and voluntary action by the railroads must neces- 
sarily play a large part in effecting consolidations. His views 


Nove 


is th 
and > 
solid: 
smal. 
govel 

‘ 


numl 
be a 
tems 
reasc 


ciati 
the 1 
ing t 
trans 
for 1 
year 


road 
tion 
ferel 
five 


expe 
and 


ent 

ing 

and 
car! 
capi 
a 
mer 
tion 
rem 
ear] 
ture 


ing 
upo 
rail 
mat 
ten: 
act 
tur 
for 


plu 
sup 
244 
rai 
cov 
to 1 
lab 
in 

far 


wa 


£3) 
h 
n- 
si- 


ld 


ant 
nip 


the 
eS- 
ws 


November 10, 1923 THE 


is that in the period of voluntary consolidation contemplated 
and with the co-operation of the government, the work of con- 
solidation would be largely accomplished, leaving a comparatively 
small number of railroad properties to be dealt with by the 
government under some form of compulsory consolidation. 

Senator Cummins said he was not wedded to any particular 
number of systems. He said the purpose of consolidation might 
be accomplished by the creation of twenty system or fifty sys- 
tems—so long as each system could earn a fair return from 
reasonable rates. 


RAILWAY EXECUTIVES MEET 


The Trafic World New*York Bureau 


A meeting of member roads of the American Railway Asso- 
ciation and the Association of Railway Executives was held at 
the Yale Club, New York, November 8, for the purpose of review- 
ing the progress made this year by the railroads in meeting the 
transportation requirements of the country.and considering plans 
for rendering adequate transportation service during the coming 
year. 


The program was agreed upon at meetings of the member 
roads of the American Railway Association and the Associa- 
tion of Railway Executives. The executives of ninety-four dif- 
ferent railroads whose total mileage equaled 219,077, or ninety- 
five per cent of the total Class I railroad mileage, were present. 


Statistics were made public which show that record-breaking 
expenditures for equipment and other facilities and for materials 
and supplies have been made in 1923. 

The capital expenditures made for equipment and perman- 
ent improvements, according to reports received at the meet- 
ing from the individual railroads, totaled $429,272,836 in 1922 
and will total in 1923 $1,059,440,000. Im addition there wil]l be 
carried over into 1924 appropriations made this year for similar 
capital expenditures amounting to $243,804,000 or a grand total 
of $1,732,516,836 expended or authorized for capital improve 
ments during 1922 and 1923. This does not include appropria- 
tions which will be made in budgets for next year, which still 
remain to be adopted by the individual railroads. It is too 
early at this date to anticipate what the total capital expendi- 
tures for 1924 will be. 

In addition to the above capital expenditures for increas- 
ing their facilities made almost entirely from borrowed money 
upon which the going rate of interest must be paid, Class I 
railroads will in the entire year 1923 expend for fuel, for 
materials, and supplies used in current operation and main- 
tenance approximately $1,800,000,000. This is based on the 
actual expenditures for nine months and the estimated expendi- 
tures for three months only. In 1922 operating expenditures 
for this purpose totaled $1,668,573,271. 

The capital expenditures in 1923 for increasing facilities, 
plus the expenditures for 1923 for fuel and for materials and 
supplies used in current opeation and maintenance, total $3,103,- 
244.000. This does not include any direct expenditures by the 
railroads for labor, but has gone to the industries of this 
country and represents one of the major causes contributing 
to the expansion of business and to the employment of industrial 
labor, which, in turn, has been a primary factor in the increase 
- domestic demand for both products of industry and of the 

‘arm. 


The program agreed upon at the meetings of the railroads 
was as follows: 


In order to further improve transportation conditions and to make 
the best practicable provision to meet the transportation require- 
ments as they develop, the following principles be adopted by the 
railroads as a continuing policy and working program: 

1. That there be a continuation of the intensive efforts of the 
railroads to reduce the percentage of locomotives and cars awaiting 
repair and maintain it at the lowest possible minimum consistent 
with the volume of business offered and the revenues which the 
railroads are permitted to earn. 

2. That there be increased supervision on the part of the rail- 
roads and greater co-operation with shippers to bring about better 
utilization of car capacity. 

3. That there be continued the intensive effort to increase the 
average daily movement per freight car in an endeavor to make new 
records of achievement in the prompt movement of traffic. 

_, 4. Continued study and consideration of the possibility of greater 
Joint use of facilities. 

5d. That there be a continuation of the complete co-operation of 
the railroads in carrying out the directions of the Car Service Di- 
vision of the American Railway Association (the agency of all of 
the railroads for the purpose of providing a central control and 
7 of freight cars between the various railways and ter- 

ries). 

6. That active support be given by the railroads to all phases 
of the work of the Regional Shippers’ ‘Advisory Boards that have 
been organized by the public in various parts of the country to 
work with the Car Service Division of the American Railway Assn. 
~ the purpose of effecting the greatest possible co-operation be- 
preen the public and the railroads in dealing with car service and 
Tansportation matters of mutual interest. 


After referring to the successful performance of the rail- 
roads in carrying out the program adopted by them last April 
to render the public adequate transportation service, attention 
Was called to the fact that this was made possible only by the 
large capital expenditures which must continue in the future if 


TRAFFIC WORLD Llos 


the railroads are to keep pace with the constantly increasing 
commerce of the country. 


The resolutions in which the program of future action by 
the railroads was adopted say: 


Calling attention to the large capital expenditures made in 1923 
for equipment and other transportation facilities, almost entirely 
made from borrowed money, and to the necessity in the public in- 
terest of the continuation of similar expenditures in the future if 
the needs of the constantly growing commerce of the country are 
to be met, the railroads reaffirm their faith that the American peo- 
ple, the agencies of the government, state and national, who have 
the final voice in controlling railroad revenues and expenses, recog- 
nize that the continuation of an adequate program for transportation 
service depends upon such net income to the railroads as will 
permit a fair return upon the property now devoted to the public 
service and will make it possible to secure new capital which is 
imperatively needed. 

Notwithstanding the unprecedented volume of traffic successfully 
handled this year, the railroads have not earned even the moderate 
net return contemplated. 


At least eight new records in transportation service to the 
public have been made by the railroads this year, according 
to a report adopted by the board of directors of the American 
Railway Association. These records are as follows: 


(1) They put in service from January 1 to October 1, 134,636 new 
freight cars and 2,963 new locomotives—a larger number than in 
any similar period during the last ten years. From January 1, 1922, 
to October 1, 1923, the number of new freight cars put in service 
was 220,986 and the number of new locomotives was 4,342. The 
number of locomotives still on order with the builders on October 
1 was 1,242 and the number of freight cars 64,601. 

(2) A larger number of locomotives and cars have been re- 
paired and put in serviceable condition than ever before in any 
equal period. On October 1, the number of freight cars awaiting 
heavy repairs was only 5.4 per cent of the total number and the 
total of locomotives awaiting heavy repairs was only 13.7 per cent. 
This figure for locomotives was the lowest figure on record. 

(3) The railroads handled more freight business between Janu- 
ary 1 and October 20, than in any corresponding previous period. 
The number of cars loaded with revenue fregiht was 40,545,920. This 
compares with 34,220,426 in 1922, an increase of 18 per cent; and 
with 36,827,588 in 1920, the previous record year, or an increase of 
10 per cent. The number of cars loaded with the following classes 
of commodities, has exceeded the records of all previous years: Live 
stock, forest products and merchandise and miscellaneous freight, 
which includes manufactured products. The box car surplus in the 
grain producing states has been the greatest in history. 

(4) The average miles moved by each freight car daily in the 
first nine months of the year was 27.6 miles, and in September 
reached 29.2 miles. This compares with 22.5 miles in the first nine 
months of 1922, 22 miles in*1921, and 24.5 in 1920. This figure is 
-~ — the total number of freight cars owned whether in tran- 
sit or not. 

(5) Because of these increases in facilities resulting in the more 
rapid movement of cars a record-breaking business was handled 
without congestion and with practically no car shortage or embargoes 
for the first time in years. 

(6) The amount of freight service rendered with each car was 
511 tons carried one mile daily during eight months of 1923, which 
exceeds the record of any previous year, and surpasses that of 1922 
by over 31 per cent. 

7) From January 1 to October 1, the number-of tons of coal 
dumped at Lake Erie ports for movement by boat to the North- 
west was 23,268,635 tons. The program of providing coal for the 
Northwest was completed much earlier than in any previous year, 
thereby making available additional locomotives and cars for other 
commercial interests during the fall and winter months, 

. A greater amount of railroad coal has been placed in stock- 
pile storage than was ever heretofore stored by the railroads, thereby 
making available additional locomotives and cars for general com- 
mercial service during the fall and winter months. The amount of 
coal in railroad stock-piles on October 1 was 15,605,415 tons. 


In the face of these statements of unexcelled performance, 
the fact was emphasized that the railroads of the country even 
from this immense volume of traffic and for this unexampled 
transportation service to the public, have not been able to 
earn even the fair return fixed by the Interstate Commerce 
Commission. 

The report also showed that the proposed shippers’ regional 
advisory boards, seven, have organized and have commenced 
operations during the present year. 

The purpose of these boards, the report said, is to bring 
together all of the important shipping interests, including the 
farmers, of each part: of the United States, together with the 
railroads. serving it, for the purpose of developing in advance 
the probable transportation demands of each region and the most 
equitable and satisfactory means of satisfying that demand. 
Each of these boards functions around a local district manager 
of the Car Service Division of the American Railway. Associa- 
tion. The boards so far organized are: 


The North Western, with headquarters at Minneapolis, covering 
the states of Montana, North Dakota, South Dakota, Minnesota and 
Northern Wisconsin. 

The Central Western, with headquarters at Omaha, covering the 
states of Idaho, Utah, Colorado, Wyoming and Nebraska. 

The Trans-Missouri-Kansas, with headquarters at Kansas City, 
covering the states of Missouri, Kansas, Northern Oklahoma and 
Northern Arkansas. 

The South Western, with headquarters at Dallas, Texas, covering 
the states of Arizona, New Mexico, Texas, Western Louisiana, South- 
ern Oklahoma and Southern Arkansas. 

The South Eastern, with headquarters at Birmingham, covering 
the states of Florida, Georgia, Alabama, Eastern Louisiana, Missis- 
sippi, Tennessee, South Carolina and North Carolina, . 

The Great Lakes, with headquarters at Toledo, covering the states 
of Michigan, Northern Ohio, Northwestern Pennsylvania, Buffalo and 
the Niagara Frontier. 

The Ohio Valley, with headquarters at Cincinnati, covering the 
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states of West Virginia, Central and Southern Ohio, Indiana and 
Kentucky. 


It is planned to organize promptly boards as follows: 


The New England Board, with headquarters at Boston, covering 
the New England states. 

The Middle Atlantic Coast Board, with headquarters at New 
York, covering Eastern Pennsylvania, New Jersey, Delaware and 
New York State. 

The Allegheny Board, with headquarters at Pittsburgh, covering 
the states of Western Pennsylvania and Eastern Ohio. 

The Iowa-Illinois-Wisconsin Board, with headquarters at Chi- 
cago, covering the states of Southern Wisconsin, Iowa and Illinois, 
including the Chicago Switching District to Laporte, Ind. 


The boards in the other sections of the country, such as 
California and the North Pacific Coast, will be organized as 
desired by the shippers. 


The board of directors of the American Railway Association 
consists of the following: 


R. H. Aishton, President, American Railway Association. General 
W W. Atterbury, Vice-President, Pennsylvania Railway System. L. 
W. Baldwin, President, Missouri Pacific Railroad. E. W. Beatty, 
President, Canadian Pacific Railway. W. G. Besler, President, Cen- 
tral R. R. of New Jersey. H. E. Byram, President, Chicago, Mil- 
waukee & St. Paul Ry. Howard Elliott, Chairman, Northern Pa- 
cific Railway. Cc. R. Gray, President, Union Pacific System. Hale 
Holden, President, Chicago, Burlington & Quincy Railroad. J. H. 
Hustis, President, Boston & Maine Railroad. J. Kruttschnitt, Chair- 
man, Executive Committee. Southern Pacific Co. E. E. Loomis, 
President, Lehigh Valley Railroad. N. D. Maher, President, Norfolk 
& Western Railway. W. L. Mapother, President, Louisville & Nash- 
ville Railroad. C. H. Markham, President, Illinois Central Railroad. 
E. J. Pearson, President, New York, New Haven & Hartford Rail- 
road. W. R. Scott, President, Southern Pacific, Texas-Louiciana 
Lines. A. H. Smith, Pres'dent, New York Central Lines. W. B. 
Storey, President, Atchison, Topeka & Santa Fe Railway. Sir Wenrv 
W. Thornton, K. B. E., Chairman and President, Canadian National 
Railways. W. H. Truesdale, President, Delaware, Lackawanna & 
ba ened Railroad. Daniel Willard, President, Baltimore & Ohio 

ailroad. 


At annual meeting of the railway executives Sir Henry W. 
Thorrton, of the Canadian National, and President J. J. Bervet, 
of the Nickel Plate, were elected members of the executive 
committee. Hale Holden was re-elected chairman. 


NEW YORK SEEKS NEW LINES 


The Trafic World New York Bureau 


E. H. Outerbridge, chairman of the Port of New York 
Authority, announced that considerable progress has been made 
on plans to provide two new trunk lines from the west to this 
port. He also said that the Port Authority will appear before 
the Interstate Commerce Commission on November 16 to urge 
plans to make the linking of these new services practicable. 
The statement was made in response to inquiries ag to the 
position of the Port Authority with regard to the final disposi- 
tion of the Central Railroad of New Jersey, and especially with 
respect to the proposal to link this carrier with the New York 
Central. 


Commenting upon the present status of the plans, Mr. 
Outerbridge says, in part: 


From its study of the proposals now under consideration the 
commissioners of the Port Authority are satisfied that two new 
trunk lines can be made available for the Port of New York if con- 
ditions are imposed so that both the B. & O. and the New York 
Central can give efficient service. We believe that if these two 
carriers, who now have an equal interest in the Philadelphia & Read- 
ing controlling the Central Railroad, will sit down in a co-operative 
spirit, they can agree upon these conditions and yet preserve these 
facilities as open terminals in accordance with the Port plan which 
is the law for the development of the port. 

The Port Authority expects this situation to be developed in the 
hearings next week in Washington, and hopes to elicit from the 
executives such statements as will ensure New York two new trunk 
routes to the Port and yet safeguard as well as contribute to the 
early effectuation of the port plan. 


Chairman Outerbridge explains that tentative proposals of 
consolidation made by the Interstate Commerce Commission 
were brought forward at hearings held here last June by Com- 
missioner Hall: At that time Port Authority intervened with 
a motion that the Commission should exclude from considera- 
tion al] railroad terminals and rail lines within the Port Dis- 
trict. The reason of this request was that the Commission, 
by a statute passed later than the statute authorizing the 
consolidation proposals, had adopted the federal and bi-state 
plan for the development of the port. Under that plan the 
Commission gave power to the Port Authority to execute de- 
velopments in the port district as promptly and economically 
as practicable. Chairman Outerbridge’s statement then says: 


The Central Railroad of New Jersey having large rail and water- 
front properties within the Port District, operates practically as a 
terminal line on equal terms to all carriers that could establish con- 
nections with it and owns approximatelv three miles of desirable 
waterfront, a large portion of which is still undeveloped. The pro- 
posal to put it under the individual control of any one carrier was 
contrary to the principles in the Comprehensive Plan which the 
Port Authority was under a specific mandate from the two States 
and from Congress to maintain and carry out. 

Furthermore, substantial portions of the rail lines of the Central 
Railroad of New Jersey were already included in the Comprehensive 
Plan under the Fifth Principle, namely, that the processes of co- 
ordinating facilities should so far as practical adapt existing facil- 
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ities as integral parts of the new system so as to avoid needless 
destruction of existing capital investment and reduce so far as 
may be possible the requirements for new capital. 

The Commissioners of the Port Authority appreciate at their full 
value the arguments for a new low-grade trunk line from the West 


to meet future requirements when existing lines reach a point of 
saturation. 


_ This proposed new through trunk line physically is an existing 
line and has been open for many years for through traffic at the» 
flat New York rates applying to all other lines. But from an operat- 
ing viewpoint it has not been equally desirable because it is under 
several separate managements and partly because of that has not 
been fully developed or used for trunk line service. -« 

The Central Railroad of New Jersey as an open: line has, how- 
ever, served also for the flow of traffic not only from the west but 
from the south into and through the Port of New York for the Balti- 
more & Ohio system. For the absolute control of the Central Rail- 
road of New Jersey to pass to an already stronger competitive trunk 
line was likely to result in depriving the Port of New York altogether 
of any adequate or satisfactory service from the Baltimore & Ohio 
trunk line. Furthermore, it might well have crippled future de- 
velopments of other terminal belt lines forming part of the compre- 
hensive plan and intended to be connected, when built, with the 
Central Railroad of New Jersey and operated under the principles 
of the comprehensive plan for unified service through reciprocal 
switching arrangements or other unified arrangements. 

The Port Authority, therefore, was compelled at that time to ask, 
first, that all terminal units within the port district be excluded 
from the consolidation proceedings and, if the Interstate Commerce 
Commission could not at this time grant that motion that we must 
then oppose its being consolidated with the New York Central, unless 
and until every effort had been made to prevent such a consolida- 
tion lessening rather than increasing the trunk line services upon 


bene the Port of New York might in the future be able to de- 
pend. 


Since that time the executives of the trunk lines serving the 
Port of New York happily have reached new conclusions regard- 
ing their participation in the effectuation of the comprehensive plan, 
and have agreed with the Port Authority on plans to accomplish the 
first steps in that plan. This agreement and the proceedings which 
are progressing favorably under it, however, form the part of the 
record in the consolidation proceedings. 


. RATES FROM NEW YORK PIERS 


A formal complaint alleging violation of section 3 on 96 
items in the rates from New York piers to the Pacific Coast, 
published by the Southern Pacific and allied carriers, has been 
filed by the Chicago Association of Commerce. The complaint 
follows a protest asking suspension of proposed rates filed last 
week by the Chicago Association of Commerce and various other 
shippers and commercial organizations of the middle-west. 
(Traffic World, November 3, page 1062.) The complaint asks that 
the case be consolidated with the above mentioned suspension 
proceeding and with other controversies involving the same rates. 

The items complained of are those under Note 2 of Supple 
ment 29 to Trans-Continental Freight Bureau West-bound Freight 
Tariff I. V., Countiss I. C. C. 1114. The complaint alleges that 
the rates complained of are equal to those maintained all-rail 
from Group “D” points, which includes Chicago. 

The instant complaint is filed only by the Chicago Associa- 
tion of Commerce and covers such group “D” rates as are in 
effect from the New York piers. All other proposals to install 
this basis have been protested by Chicago and other interests, 
and it is the hope of mid-west shippers to have all the allied 
cases thrown together in a hearing that will enable a record to 
be made on the entire problem of rates from the New York piers 
to the Pacific Coast. Hearing on I. & S. 1930, with which it is 
hoped to have the complaint and other protests consolidated, is 
set for December 1 at Chicago before Examiner Kephart. 


CENTRAL OF GEORGIA STOCK 


The Central of Georgia has applied to the Commission for 
authority (1) to increase its common stock (now 50.000 shares 
of the par value of $100 each, total par value $5,000,000) to 
200.000 shares of the par value of $100 each, total par value 
$20,000,000; and (2) simultaneously to retire its existing pre- 
ferred stock (150,000 shares of the par value of $100 each, total 
par value $15,000,000) by the exchange, share for share, of its 
preferred stock for the new and additional common stock to be 
issued, so that when the increase, retirement and exchange 
shall have been completed the capital stock will consist solely 
of 200,000 shares of common stock of the par value of $100 each, 
total par value $20,000,000. 

The applicant said the public interest would be affected 
only as and if it might be benefited by elimination of the cu- 
mulative feature of the existing preferred stock; that whatever 
reasons caused the creation in 1912 of two classes of stock had 
ceased to exist; that all of both classes, except fifteen shares 
of common held by directors, were owned directly and indi- 
rectly by one stockholder, the Illinois Central, which approved 
the change. It said having only one class of stock would pro 
mote simplicity in accounting, in dividends and otherwise, and 
that it was submitted that unless there was affirmative reason 
to the contrary, common stock was always more desirable than 
an issue of preferred stock. 


PROPOSED STOCK ISSUE 
The Campbells Creek Railroad Company has applied to the 
Commission for authority to issue 2,795 shares of capital stock. 
The company proposes to sell the stock and use the proceeds to 
meet indebtedness and proper corporate purposes. 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


ADVANCES IN FREIGHT RATES 


Editor The Traffic World: : 

The Railway Business Association has excerpted from your 
issue Of October 13, 1923, an editorial entitled “Transportation 
Act Amendments,” in which is discussed “hands off the trans- 
portation act,” evidently for the purpose of showing that your 
publication is in favor of opposing any modification of the 
transportation act. 

Undoubtedly the railroad companies would be very much 
more secure in their desire to have the transportation act of 
1920 remain undisturbed for a reasonable length of time if 
they were not working overtime on the matter of increasing 
freight rates. I know that this is particularly true with ref- 
erence to the petroleum traffic. 

Just recently the eastern lines filed a voluminous number 
of tariffs providing for a few reductions and many increases 
in the rates on petroleum and its products in eastern territory. 
We were compelled to ask the Commission for a suspension 
of these tariffs, which were to have become effective November 
1. These increases are more particularly directed to rates from 
western termini to seaboard points, but included, of course, 
all intermediate points. The result has been to increase short- 
haul rates to an exaggerated disproportion. 

One of our members at Oil City, Pa., wrote in with ref- 
erence to the rate on petroleum and its products from Oil 
City to Punxsutawney, Pa., of 28 cents per 100 pounds, a 
distance of about 140 miles. The rate from Oklahoma to the 
same destination is only a little more than twice the rate from 
Oil City to Punxsutawney. A tank truck can make the delivery 
at less than the railroad transportation cost in tank cars. The 
railroads must not complain of the demands of the public to 
be relieved from such outrageous conditions. 

Referring to the so-called Warren-Oil City (Pa.) short-haul 
rates’ case, reported in 78 I. C. C. 711: In this case it was 
shown that inter-refinery transportation of unfinished petroleum 
products, a distance of only three or four miles, subjected the 
shippers to a rate of 17 cents per 100 pounds, or nearly $90 
per car. These are not exaggerated instances, but seem to be 
prevalent throughout eastern territory. A continuation of this 
policy on the part of the railroads is certain to bring about 
one of two things—immediate changes in the transportation 
laws of the state and federal governments, or the handling of 
the petroleum traffic by the manufacturers and dealers by 
other means than railroads. In a recent case the transportation 
cost was shown to be nearly 50 per cent of the realized price. 

Our own disposition would be not to tinker with the trans- 
portation act for a reasonable length of time, and to allow the 
carriers a reasonable rate of return. But we believe that such 
advances in freight rates as have occurred in eastern territory, 
particularly on petroleum and its products, indicate that re- 
ductions rather than advances ought to be the policy of the 
railroads at the present time. — 

C. D. Chamberlin, Se¢retary and General Counsel, 


‘ National Petroleum Assn. 
Cleveland, O., Oct. 29, 1923. 


PAYMENT OF CLAIMS 


Editor The Traffic World: 

In the issue of October 27 we have noticed with consid- 
erable interest the proposed amendments to the interstate 
commerce act, suggested by the American Wholesale Grocers’ 
Association in the interests of prompt payment of loss and 
damage claims. We are thoroughly in accord with the pro- 
posed amendments. ¥ 

The avowed and admitted policy of a number of the larger 
carriers in this territory has been to “stall” and delay the 
Payment of loss and damage claims on coal, first, with a view 
to compelling the dealer to accept the situation and pass the 
loss on to the consumer, as heretofore; second, with a view 
to eliminating such claims from being filed with the carrier. 

We have been interested from time to time in the matter 
of claim prevention, as presented by the carriers and others 
interested, because it was our feeling that a great portion 
of the claims which are presented could be and should be 
eliminated, with proper care and action on the part of those 
concerned directly. 

We have met with little encouragement from the clatm 
departments of any of the carriers in this territory, although 
Wo or three have taken action to eliminate certain classes 





of claims. The freight claim agent and state attorney for one 
of the carriers having offices in Indianapolis have, in so many 
words, admitted that their policy was one of delay with a 
view to wearying the dealer to such an extent that no claims 
would be filed. Other carriers have offered settlements of a 
portion of the loss sustained, while others have flatly refused 
to pay any of the amount without suit. 

The freight traffic manager of another line, having offices 
in Indianapolis, outlined the policy for that line when he said 
that it would cost less to pay claims than it would to police 
the yards. However, that line is now refusing to pay claims. 

It was further held that because a man had been shot while 
endeavoring to stop stealing of coal from the carriers’ cars 
that the public could, of course, not expect the carriers to 
police their yards or to pay claims. Cancellation of leases, 
withdrawal of dealers’ names from the credit list, and the 
avowed intention of slowing up movement to dealers’ yards 
and other illegitimate and questionable actions have been 
threatened by other claim agents if any legal action was taken 
by dealers to force payment of loss claims. As outlined by 
the general counsel for the American Wholesale Grocers’ Asso- 
ciation, many dealers are discouraged from taking any legal 
action because of the expense and time involved, knowing that 
they will be compelled to pay for the cost of collection of 
claims. which individually may be small and not warrant the 
expenditure of additional amounts to secure their collection, 
and ths fact is played up by the carriers in endeavoring to 
obtain the elimination of loss claims. 

Referring to overcharge claims, we find the same policy 
of delay adopted. by a number of the C. F. A. lines, with this 
differe>ce: Where an overcharge claim is filed with the carrier 
and vith the Commission at the same time, and this information 
so indicated on the claim papers sent to the carrier, that claim 
is paid reasonably promptly. Without this information being 
shown, however, the claim is delayed and, unless filed with the 
Commission, invariably returned shortly after the expiration of 
the two years’ period, especially since the handing down of 
the decision by the United States Supreme Court in the K. C. S. 
vs. Wolfe case. 

It should not be understood, however, that the policies 
outlined above have been adopted by all of the carriers, as 
there are some very refreshing examples of the other sort of 
action and a willingness to meet the claimants half way. A 
sufficient number, however, have adopted the delay policy to 
make imperative the necessity for some amendment or change 
in the statutes which would tend to discourage such a policy. 

Claim prevention and the elimination of claims is all very 
well and should be encouraged by everyhody concerned, but 
in a legitimate manner. We, therefore, believe that the amend- 
ment proposed by the American Wholesale Grocers’ Association 
should meet with no opposition from any legitimate source, 
nor should it meet with any opposition from ary of the carriers 
who are right-minded in the matter of payment of legitimate 
claims. 


F. D. Roberts, Traffic Manager, 
Indiana Coal Merchants’ Service Bureau, Inc. 
Indianapolis, Ind., Nov. 1, 1923. 


VIEWS OF AN EXPORTER 
Editor The Traffic World: 


The proposal, as made by Atlee Pomerene, last June, 
to give preferential rates via rail to property and pas- 
sengers carried on American ships is fraught with. danger 
and difficulties: It is overt discrimination, not only against for- 
eign countries now supporting a merchant marine, but against 
American foreign trade interests. It is viewed as an instrument 
or weapon by which we hope to gain control over American 
foreign trade or commerce without consideration being given to 
the present and necessary amity existing between American and 
foreign trade interests. 

It is not accepted as remedial legislation, but restrictive and 
negative to more than fifty per cent of export trade, or that 
percentage of American products which are sold to foreign in- 
terests on the basis of f. o. b. or f. a. s. American seaboard. 
The ocean carriage in such instances is dictated or controlled by 
the foreign buyer. Inherent loyalty will cause the latter to 
designate the flag of his native country. When he does, the 
preferential inland rail rate is not applicable or of no benefit to 
the American shipper, and the efficacy of this clause is chal- 
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lenged. Under our present system of export rates the same 
shipment may be carried to seaboard and the right of the 
American shipper to forward his goods in a manner best 
adapted to the business acknowledged. Therefore, this proposed 
system interferes with free, unrestricted trade and operates 
against a most important factor of foreign commerce, i. e., 
service. It also has a tendency to disturb the trade relationship 
between buyer and seller. 

American interests demand and recognize service as one of 
the chief requisites in meeting foreign competition. Service 
lies in the prompt dispatching of merchandise from American 
seaboard. The nature of some products, foodstuffs and perish- 
ables, is such that they cannot afford to remain on American 
piers or at freight terminals awaiting American bottoms. 
Service requires that goods be sent forward on the first available 
steamer, regardless of whether it is a foreign or American ship. 

Contracts between American manufacturers and foreign pur- 
chasers often are predicated on the prevailing costs, which in- 
cludes that of both inland and ocean transportation. At present 
the American manufacturer knows exactly what his rail or 
inland costs will be, regardless of what flag carries his goods to 
sea. Primarily, he is not concerned in whether it is foreign or 
American. Regardless of whether his goods are sold on a basis 
of f. o. b. or f. a. s. American seaboard, c. i. f. foreign port, or 
f. o. b. foreign inland point, he is prone to consider and entertain 
a suggestion from his foreign customer as to ocean travel beyond 
American port. The present system permits a condition which 
does not interfere with trade relationship, or place any restric- 
tions on the American shipper. 

It is neither sound logic nor good business to ship products 
from an American factory to a foreign destination without 
knowing at time of shipment what the transportation costs will 
be. These costs, under the preferential rate scheme, are not 
determined until the goods have been actually loaded into a ves- 
sel, and the flag of that particular vessel alone determines what 
the inland rate shall be. This creates a condition by which the 
American manufacturer or shipper cannot properly regulate or 
control his costs. If service should cause the goods to be loaded 
into an American ship, the inland rate to seaboard would be 
preferential or on an export basis; if on a foreign ship, the inland 
rate would be on the domestic basis, or higher. This is dis- 
crimination against the American manufacturer or shipper, and 
a penalty exacted because the first principle of his business re- 
quires service. 

It is unwise to assume that foreign countries subsidizing 
a merchant marine will look upon this proposal with indulgence. 
On the contrary, we should anticipate retaliation in some meas- 
ure. Competition must be met by fair competitive methods, free 
of iniquity and far removed from retaliation that would prove 
inimical to American interests now engaged in foreign com- 
merce. 


If we are to revive and stimulate interest in our merchant 
marine let us not resort to legislation or employ methods that 
would prove repulsive to foreign countries and its merchants 
now trading with American interests. As loyal Americans we 
desire to see an efficient merchant marine. The present Ameri- 
can service is inadequate to certain foreign ports. If it were 
on a par with foreign service, trade would follow the flag in the 
peaceful pursuit of business with the same spirit of loyalty and 
pride as men follow the flag in quest of victory or vindication 
in times of war. Militant tactics cannot be employed in conquest 
of trade and therefore antagonistie legislation should be avoided. 

Congress cannot and should not ignore the rights of foreign 
neighbors by enacting legislation apt to involve us in trade dis- 
putes which may lead to American interests being shut out of 
foreign markets wherever possible. 


Co-ordination of inland transportation by establishment of 
joint rail and ocean rates would be beneficial. We can not in- 
telligently construct a joint rail and ocean rate when the inland 
rate, to or from seaboard, is made in dollars per ton and the 
ocean rate by cubic measurement. How are we to combine a 
weight rate with a measurement rate and add any more intelli- 
gence to the present system? It does not seem workable or 
practicable. 


In certain quarters fear is entertained that a conflict of 
authority would arise in functioning under a joint board; that 
such a board might usurp some of the powers and authority now 
vested in the Interstate Commerce Commission. Not knowing 
what jurisdiction or authority a joint board would have under 
such a provision, judgment, for the present, should be suspended. 

There would be no advantage if shippers in the interior were 
allowed to file export declarations at the custom houses of the 
cities originating their traffic. It is a common practice of ship- 
pers to attach the export declaration to the inland bill of lading, 
or forwarding instructions, either to the initial carrier or to a 
forwarding agent at seaboard. This is accomplished with a sin- 
gle operation and with no additional expense, and it is difficult 
to understand where either time, labor or expense is saved by 
this suggestion. Filing the declaration with the local custom 
house would have to be done by messenger service, or by mail, 
and in either event, is additional time and perhaps extra expense. 
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It imposes no hardships under the present system and offers 
no distinct advantage as proposed. It would remain optional 
with the shipper to do as he elects. 

F. H. McMAHON, 
Transportation Manager, The H-O Cereal Co., Inc. 
Buffalo, N. Y., November 6. 


SIMPLIFICATION OF TARIFFS 


Editor The Traffic World: 

I am writing to say that I heartily indorse everything 
stated by Traffic Manager D. R. Biggert of the Osgood Com- 
pany, appearing under caption of “Simplification of Tariffs,” on 
page 1078 of The Traffic World of November 8. 

In this territory we are dependent upon the issues of the 
Southwestern Freight Bureau, hence come in regular contact 
with what Mr. Biggert refers to ag an “aggravated case of 
supplementitis;” and, not only is this so, but the form in which 
the Southwestern bureau’s tariffs are published makes it ex- 
ceedingly difficult to determine with accuracy what the rate 
is between two given points on a specific commodity moving by 
a particular route. 

Efforts to simplify tariff publications cannot be too strongly 
exercised. 

G. S. Gibson, Commissioner, Traffic Bureau. 
Paris Chamber of Commerce. 
Paris, Tex., Nov. 5, 1923. 


CANADIAN PACIFIC STOCK YIELD 


The recent offering of Canadian Pacific Railway perpetual 
debenture stock in New York totaled $5,000,000, and was the 
second block of this stock ever offered in the United States. 
It brought 5.05 per cent. Comparable yields on other railway 
stocks are as follows: Atchison general 4’s on a 4.55 per cent 
basis; Central Pacific 4’s, 4.90 per cent; Union Pacific first 4’s, 
4.45 per cent basis; Southern Pacific refunding 4’s on a 4.80 
per cent basis, and New York Central general 314 per cent bonds 
yield 4.80 per cent. About two years ago $27,000,000 C. P. R. 
debenture stock was sold in New York to yield about 5.13 per 
cent. There is now a total of $258,229,805 of the debenture 
stock outstanding, which represents the only bonded indebted- 
ness of the C. P. R. outside of mortgages on constituent lines. 


A REASONABLY PRICED YAWL 


The captain of the British motorship Nichteroy, of the Royal 
Mail Steam Packet Line, while in Vancouver recently, showed 
a 14-foot yawl, clinker built, seasoned oak hull and frame, ma- 
hogany trimmed, and copper riveted throughout, which was 
built to his order in Bremen, and cost him, with mast and sails 
and rigging, just seven shillings and six pence in British money. 


THIRD TRIAL FOR INJURY CASE 


The Supreme Court of Canada has now before it a case 
which is being tried for the third time, the present appellant 
being the Grand Trunk Railway Company. The respondent was 
a passenger on the train to West Toronto. Before coming to 
Clair Avenue, about a quarter of a mile from West Toronto, the 
brakeman called “next stop” or “next station’ West Toronto. 
Before coming to Clair Avenue crossing, the train slowed down 
waiting a signal. The passenger claimed that the train stopped, 
and the first jury so found. Thinking the station of West To- 
ronto had been reached, he stepped off and was injured. The 
plaintiff was non-suited on the first trial, and received a verdict 
in his favor on the second. The jury found the railway com- 
pany negligent because it had not taken precautions to prevent 
passengers from alighting before the station was reached. The 
company claimed this was not practicable. 


CANADIAN CATTLE EMBARGO 


Pending possible action by the Empire Conference, now sit- 
ting in London, to implement the arrangements made betweel 
Great Britain and Canada regarding the cattle embargo, the 
export of store cattle to Great Britain has practically ceased. 
Canadian cabinet ministers now in London intimate plainly 
that they do not expect much out of the British government, 
which, while nominally raising the embargo, has managed to 
discourage the Canadian cattle trade in other ways. Until 
Canadian cattle are put on an even basis with those from Ireland, 
so far as port restrictions are concerned, shipments from here 
will not be of great importance. At present, the Glasgow mal- 
ket is also embargoed because of an outbreak of foot and mouth 
disease there, and as Scotland has been a much better buyer 
of Canadian cattle than England, this is a serious matter. Cana 
dian cattle exporters say they do not expect much business until 
they can get an ocean rate that will help them to meet Irish 
competition, and British port regulations on a parity with those 
granted to Ireland. A few of the boats going out during the next 
week or two are taking small consignments of Canadian store 
cattle, but not to any great amount. 
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GRAND TRUNK STOCK TRANSFERS 


The Trafic World Ottawa Bureau 


Major Graham Bell, deputy minister of railways and canals, 
who recently returned to Canada from London, says a “much 
more generous attitude toward Canadian railway enterprises 
is now evident in financial circles. Referring to the Grand 
Trunk and Grand Trunk Pacific stockholders, he says: “They 
are more reasonable in their position than they were some 
months ago. The Grand Trunk Pacific group, especially, seem 
to be in a most cordial mood, chiefly because they have a better 
ease against the Dominion; but even the Grand Trunk stock- 
holders are less disposed to protest and denounce than formerly 
and more inclined to pursue a peaceful course, hoping for the 
pest issue from their present unfortunate position.” Since 
Major Bell left London there have been several conferences 
between representatives of the shareholders and members of 
the Canadian cabinet. At the first meeting Lord Askwith, in 
whose hands the shareholders of the particular stocks affected 
had decided to leave their case, urged the maintenance of good 
relations between the shareholders and the government, a 
course for which he was commended by the London Times, and 
which is very different from that which has hitherto been taken 
by those who have been pressing the claims of the stockholders 
in question. He, however, questioned the legality of the order- 
in-council under which the roads had been transferred to the 
government. 

Cabled reports of the proceedings are not very full, but ap- 
parently the Canadian ministers’ reply did not hold out much 
hope to the shareholders of the minor stocks. Premier King 
said that if anyone deserved compassion, it was the Canadian 
taxpayers, who are now paying for the failure of the railway 
to meet expenses. He urged the shareholders to “let the road 
alone until it had had a chance to show what it could do.” If, 
in the course of time, it again earns profits, it would then be 
open to the shareholders to approach the Canadian government 
again on the same basis as they were doing now, and if their 
case had any merit, it would not lose in the meantime. 

Another report says that the Grand Trunk shareholders 
were told they would be well advised to hold their stock, so 
that if the time came that the road was able to pay a dividend 
the matter could be again considered. This opinion has cre- 
ated some surprise here. Eminent legal opinion is that the 
shareholders cannot keep their stock and that on a strict in- 
terpretation of the agreement made between the government 
and the representatives of the shareholders, it would not avail 
them anything to do so, as the shares may be declared to be 
the property of the government. The contract, which was 
made in 1919, provides in clause 13 for the complete and final 
acquisition by the government of all the stock of every kind 
of the Grand Trunk Railway Company, and also provides that 
if any shareholders did not transfer their stock after the arbi- 
tration was completed, the government could, by order, declare 
such shares to be the property of the minister of finance, in 
trust for the Dominion, and that upon such order the shares 
should immediately become the property of the Dominion. 

In reply to Lord Askwith’s questioning of the legality of 
the order-in-council, the reply was made that this was merely 
the final expression of the act of Parliament authorizing the 
transfer; but if the Grand Trunk stockholders felt any doubt 
about the legality of the order-in-council, the Canadian gov- 
etament would be prepared to authorize the issue of a fiat to 
allow the courts to decide whether the order was legal or not. 

During the discussion the Canadian ministers took up the 
charges made against the government in connection with the 
transfer of the railway to the government. One of the charges 
Was that the government had refused to allow the Grand Trunk 
to increase its rates during the war, when expenses were in- 
creased. It was pointed out in answer to this that railway 
rates were fixed in Canada, not by the government, but by 
the railway commission, and the Grand Trunk, like the Canadian 
Pacific and other railways, had to submit to the ruling of this 
independent tribunal. 

At a meeting on November 5, when both the stockholders 
and debenture holders met the government representatives, the 
appeal for special consideration was renewed. The Grand 
Trunk stockholders pressed two points; first, that the meeting 
of shareholders at which the agreement with the Canadian 
government was approved, was not held regularly; and, sec- 
od, they emphasized their plea for a compassionate grant. 
The legal point was not discussed at any great length, and 
the delegation was understood not to have pressed their inten- 
tion of testing the question in the courts. 


In wegard to the matter of compassionate consideration, 
they were informed that the burden of railway deficits on the 
beople of Canada was too heavy to allow a compassionate al- 
lowance to be considered. But it was stated that. if the road 
should eventually pay, the matter might be reconsidered. 


The argument made by the Grand Trunk Pacific four per 
cent debenture holders was that, when the negotiations for 
acquisition of the Grand Trunk were under way, they had been 
led to believe that their interests would be looked after. They 
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also claimed that they were entitled to be placed in a position 
equally favorable with the Grand Trunk debenture holders, who 
are receiving their interest from the government. As on pre- 
vious occasions, the Canadian ministers declined to admit the 
justice of this contention. They claimed that, while the Grand 
Trunk Pacific debentures were guaranteed by the Grand Trunk, 
the guaranty became operative only if that road earned suffi- 
cient to meet the interest. The government having taken over 
the Grand Trunk, it was now in a position similar to that com- 
pany, and was under no obligation to meet interest payments 
on Grand Trunk Pacific debentures with the Grand Trunk not 
paying expenses. The Grand Trunk company was absolutely 
bankrupt when the government took over the property and as- 
sumed the liabilities. Had the government allowed the railway 
to go into the hands of receivers, the shareholders would have 
come out no better than they are now, and the bondholders 
would be a good deal worse. 

At the present time, as the statements show, the American 
connections of the Grand Trunk are making a good showing; 
and this has encouraged the English stockholders to press their 
claims; but the feeling in Canada is that the government must 
restore to the treasury of the Dominion the large amounts 
already taken out to meet deficits before there is any sug- 
gestion of an equity for the shareholders in the former company. 
The government has already undertaken to maintain separate 
accounts for the lines included in the old Grand Trunk system, 
so that the share of that road in the Canadian National system 
may be determined at any time. What the English sharehold- 
ers fail to remember, or at least ignore in their representations, 
is that the common stock did not earn dividends when the road 
was under private ownership, and also that the Canadian gov- 
ernment has put over one hundred million dollars in the road 
since it was taken over for betterments which were absolutely 
necessary and which had been neglected under its former owner- 
ship. Fixed charges and dividends for the four per cent guar- 
anteed stock must be met before there will be anything for 
distribution among other claimants; and although the Grand 
Trunk lines in the United States are now making a good show- 
ing, the time is still pretty far distant before the government 
may be called upon to implement the implied promise given 
in its statement to Lord Askwith. 


CROWS NEST AGREEMENT 


The Trafic World Ottawa Bureau 
‘The question is being discussed, particularly in western Can- 
ada, whether the Crows Nest regulation, which has figured so 
largely in the rate-making history of Canada, is or is not now 
obsolete. In the recent decision on western rates, the majority 
of the Railway Commission held that the Crows Nest regula- 
tion was a special arrangement, which could not be made a 
basis for westbound freight rates. It apparently takes the 
ground that the original contract is obsolete, and the rates 
based on it have no further sanction. 


When the contract governing rates on the Crows Nest was 
made, the Canadian Pacific was the only railway hauling grain 
from the prairies, and there was no suggestion that it would be 
wise to haul grain to the Pacific. There are now three trans- 
continental lines, and export via the Pacific route is growing by 
leaps and bounds. These, and the further reason advanced by 
Vancouver interests, that it discriminates against the Province 
of British Columbia and diverts traffic from its natural route, 
are advanced as reasons for considering the agreement obsolete, 
unless the rates under it are so applied as not to discriminate 
against any Canadian route or port. 

Assuming that there are no longer any contractual obliga- 
tions, except an understanding that the Canadian Pacific shall 
make a return for the Crows Nest subsidy by way of favorable 
freight rates; and further, that the contention of the Railway 
Commission that the Crows Nest rates are so low that the rail- 
ways cannot afford to apply them to westbound traffic, as British 
Columbia has been demanding, British Columbia then says that 
“the whole question of export wheat rates should be reconsid- 
ered, and an honest rate established which shall be applied 
equally to east and west traffic, and shall not discriminate against 
a route because it was not open 25 years ago or against two 
provinces which wish to use that route.” 

Meanwhile, Premier Oliver of British Columbia has been 
calculating the effect of the recent ten per cent cut on westbound 
grain. With the former reduction of six cents, gained since 
British Columbia began its fight for lower rates, the total reduc- 
tion on grain is five cents a bushel. Taking 20,000,000 bushels 
as the amount shipped through Vancouver since last August 
(1922), the saving in the year would have amounted to about 
$1,000,000. “So while we are not satisfied,” says Premier Oliver, 
“put will continue to fight for full equalization, it is easy to 
see what freight reductions will mean to British Columbia in a 
few years. I see no reason why British Columbia ports should 
not be handling 100,000,000 bushels of grain annually within 
three or four years, and when this is the case even the small 
reductions secured already will reach an immense total. And 
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with these figures in mind, what difference if we should spend 
$160,000 on the freight rates-fight?” 

The decision of the Privy Council to refer the general ques- 
tion of rates back to the Board of Railway Commissioners has 
been taken somewhat bitterly in Vancouver. Diversion of busi- 
ness from the Canadian Pacific (which is held responsible for 
the opposition to the reductions) to the Canadian National and 
Great Northern railways is urged, and, it is said, is being prac- 
ticed by British Columbia businessmen. G. G. McGeer, the coun- 
sel who represented British Columbia in the fight for lower 
rates, in an interview in a Vancouver paper, said the Canadian 
Pacific was the only institution in the west offering any serious 
opposition to fair rate adustments. “It is simply a case of a 
powerful railroad corporation, in advancing its selfish interests, 
being permitted to continue an obvious injustice against the 
people of the west, and the time has come when the right of the 
west to grow and prosper and develop should be recognized, not 
only by that great corporation but by the government of the 
Dominion and by the Board of Railway Commissioners, who are 
trustees for western Canada as much as they are protectors of 
the Canadian Pacific Railway. The Canadian Pacific Railway 
is the only source from which opposition comes, and the time 
has now arrived when this opposition must cease. The influence 
of this railway in Canadian politics is too great to permit the 
west to secure equality of treatment in transportation costs. The 
west must now see to it that its demands are met. The Canadian 
National Railway officials, I believe, would welcome an adjust- 
ment of rates to the Pacific coast with its attendant increase in 
the volume of business over their western lines.” 

Regarding the decision to refer the appeal back to the Rail- 
way Commission, he said: “It indicates quite clearly that the 
government at Ottawa is not prepared to consider, in its admin- 
istrative capacity, the transportation problems of western 
Canada. The reference of the matter back to the Board of Rail- 
way Commissioners, with a shallow recommendation that equal- 
ization be considered, means that the Board, on a further con- 
sideration of the matter, unquestionably will reaffirm their 
decisions to date. Knowing the sentiments and feelings of the 
board as I do, I am satisfied that there is very little hope of 
securing equalization from that board.” 

Vancouver papers state that this expression of opinion is 
concurred in by most businessmen in that city. The Vancouver 
Sun quetes one man as saying: “It is not good business for us to 
send business out of Canada over American railways, but it is 
worse business to stand for the absolutely unjustifiable discrimi- 
nation the railways of our country are forcing upon us. They 
will continue to make us pay unless they see we are in earnest. 
I am strong for routing freight over the Great Northern Railway 
until our own lines come to their senses.” 

The manager of one concern, which has had occasion to use 
the Great Northern service recently, stated that on certain com- 
modities rates from Toronto to Vancouver had been actually 
lower than on either the Canadian National or Canadian Pacific, 
and had only been changed when those railways found that 
business in considerable volume was beginning to move over 
that route. 


CANADIAN CUSTOMS DISPUTE 


The Trafic World Ottawa Bureau 


The people of Vancouver are taking advantage of the pres- 
ence at the coast of Hon, Jacques Bureau, Canadian Minister 
of Customs, to press their protest against the practise of the 
Canadian Customs Department in collecting import duties on 
Canadian products shipped via New York and the Panama Canal 
to British Columbia. The indignation of the Pacific coast prov- 
ince against this ruling of the Customs has been aroused by a 
new instance. A Vancouver department store purchased from 
a manufacturer in Toronto a shipment of aluminum ware. Ship- 
ment was made via New York and the Panama Canal. The Cus- 
toms Department has ruled that before releasing the goods from 
the Vancouver Custom House the consignee must pay 35 per 
cent duty plus 6 per cent sales tax or a total of 41 per cent. If 
the shipment had been routed west all rail, via a Canadian or 
American railroad, the Customs Department states that the 
goods would not be subject to duty. A Vancouver paper, in 
attacking the practise and bringing it again to the notice of. the 
Minister of Customs, says: 


His department, on the advice of himself and certain of his col- 
leagues, has constantly refused to inter-Canadian business the right 
to use cheap water transportation via the Panama Canal, on the 
theory that our railways would suffer. The facts are that today the 
whole dominion suffers. Instead of recognizing the necessity of 
developing short rail haul transportation to and from tidewater on 
Atlantic and Pacific, our railroads, supported by Ottawa, seem deter- 
mined to pile on the backs of Canadians the burden of obsolete and 
uneconomic all-rail transcontinental traffic. Such a policy, instead 
of encouraging the west and British Columbia to buy eastern goods, 
is forcing us to buy in the United States and Europe. 


: 
' 


The Montreal Gazette says: 


The taxation of interprovincial commerce by customs imposts, 
apart entirely from its constitutional aspect, is indefensible upon any 
commonsense ground. If the Department of Customs finds its free- 
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dom of action restricted by formalities—whatever their nature or 
origin—so that Canadian products passing from one — in Canada 
to another must be taxed as foreign commodities, those formalities 
should be promptly set aside. The present attitude of the department 
is inimical to the development of Canadian trade, and the operation 
of the tariff is being made to serve a purpose diametrically opposite 
to that for which it was intended; the Canadian manufacturer is, ig 
this instance, placed upon the same tariff footing as his United States 
competitor. he government has had what ought to have been an 
educative experience with its lake freights legislation, the effect jn 
that case being to bring about a condition exactly opposite to that 
for which the law was passed; lake rates, instead of going down, 
went up, and only when the law was repudiated did these rates come 
down to a normal level. Mistakes of this kind are bad for the trade 
of Canada, and they serve to bring the law itself into contempt. The 
application of the Canadian tariff against Canadian products js 
equally unreasonable and obstructive, and the fact that a simple rem- 
edy is available renders the course of the government the less easy 
to understand. 


Premier Oliver of British Columbia has informed Vancouver 
business men that the province will continue its fight for lower 
freight rates “until it gets justice.” The provincial government 
will stand behind the business men in a lawsuit which will be 
launched to prevent the federal government from charging duty 
on goods shipped from eastern Canada to the Pacific Coast 
through the Panama Canal. 


CANADIAN OPERATING STATISTICS 
The Traffic World Ottawa Bureau 


The report of operating revenues, expenses and statistics 
of the Canadian railways for the month of August, just 
issued, states that freight rates for August were on a parity 
with those in effect during August, 1922, making revenues 
directly comparable. Freight traffic of the railways as a whole 
showed an increase of 2.6 per cent, and freight revenues in- 
creased $1,158,774, or 4.9 per cent. Passenger traffic showed 
not only a seasonal increase over July of 27 per cent, but was 
also 6.6 per cent heavier than last year and revenues were 
$1,051,652, or 11.6 per cent greater. Total revenues were in- 
creased by $2,388,057, or 6.2 per cent, and with operating ex- 
penses increased only $871,962, or 2.6 per cent, net operating 
revenues showed an increase of $1,516,085. The increases in 
operating expenses were more than accounted for by the ex- 
pansion of the pay-roll, which was $1,789,903, or 8.6 per cent 
greater than last year’s for an increase of 12,641, or 7.4 per cent 
in the number of employes. 

Passenger traffic is stated to have been showing signs of 
revival. The number of people traveling has not materially 
increased, but the average passenger journey has increased 
in length, increasing passenger miles and passenger revenues, 
The average freight receipts per ton mile showed an increase 
from 1.261 cents to 1.289 cents. For the eight months, Jan- 
uary to August, the railways have increased gross revenues by 
$23,265,241, and the net operating revenues by $6,516,086 or 39 
per cent. 

The Canadian National Railways showed a decrease in 
freight traffic of .6 per cent, but freight revennes were in- 
creased by $422,207, or 3.8 per cent. Passenger traffic also 
showed little change, but receipts increased $472,906 or 12.5 
per cent. Total revenues showed an increase of $1,033,271, or 
5.9 per cent, and total operating expenses, an increase of $321, 
346 or 1.9 per cent, making an increase in net operating reve- 
nues of $711,924 and reducing the operating ratio from 97.32 
per cent to 93.64 per cent. The payroll was greater by $876; 
655 or 7.8 per cent, for an increase in the number of employes 
of 7,268 or 7.5 per cent. 


Preparation for the western grain movement is given a8 
the reason for the heavy empty car mileage, viz., 25,662,318 
miles, as against 49,609,090 loaded car miles and 16,102,246 
empty car miles last year. The average length of haul showed 
a decrease of 37.8 miles. It is expected that this will be in- 
creased with the grain movement. 


For the eight months, January to August, Canadian Na 
tional lines in Canada showed a deficit of $1,051,387, as against 
a deficit of $4,689,139 for the corresponding period last yeal, 
or a betterment of $3,637,751. The lines in the United States 
earned net operating revenues of $6,053,232, making the net 
revenues for the entire system $5,011,845 as against a deficit 
last year of $1,166,098, or an increase of $6,177,944. 

The Cenadian Pacific Railways reduced the operating 
ratio from 81.97 per cent to 80.91 per cent. Freight traffic de- 
clined slightly, but freight revenues increased $247,760 or 26 
per cent, and passenger revenues increased $392,120 or 9.5 
per cent, for an increase of 10 per cent in passenger miles. 
Total revenues showed an increase of $630.892. or 3.9 per cent, 
and total operating expenses an increase of $339,747, or 2.6 per 
cent. The increase in the payroll was $682,336 or 8.7 per cent, 
for 4,014 or 6.3 per cent more employes. - 

As in the case of the Canadian National, and for similat 
reasons. empty car mileage was heavy. viz.. 21,509.694 as com 
pared with 41,465,240 loaded. and 14.292.767 empty last yeal- 
The record crop to be moved was the reason for the exceP 
tionally heavy empty movement. ’ 

Train loading showed an increase of 12.7 net tons, and 1. 
cars, and car loading was increased 2.4 tons per car. The aver 
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age revenue per passenger train mile showed an increase of 
10 cents, and an increase of 5.7 passengers, and the average 
passenger journey increased from 116.1 miles to 124.9 miles. 
For the period from January to August the gross revenues in- 
creased $4,706,541, but operating expenses increased $6,231,997, 
reducing the net operating revenues from $14,861,921, to $13,- 
336,464, a decrease of $1,525,456. 

The following are the statistics for the Canadian National 
system, showing operating revenues, operating expenses, and 
net operating revenues in Canada and the United States re- 
spectively for the month of August, 1923: 


Operating Revenues 


1923 1922 
Canadian Hes ......ccccccccccsvcccce $ 18,584,990.94 $ 17,551,719.51 


Duluth, Winnipeg & Pacific.......... 175,498.18 170,152.29 
Grand Trunk Western lines.......... 2,965,450.00 2,423,333.24 
New England lineS........s.ccccccees 242,355.06 256,966.00 


eee 
Operating Expenses 
ie OO. DOE | as 0 ures vckes-ee verneiew'ere $ 17,403,539.60 


Total $ 20,402,171.04 


$ 17,082,193.08 


Duluth, Winnipeg & Pacific........... ,944,01 156,150,81 
Grand Trunk Western lines.......... 2,044,552.83 1,842.991.25 
Mew Pngiand TINGS. ¢ <6 65.65 ct scwcesecs 317,872.59 283,941.67 


Total 


Si 6'ai arp gto eoiw ain) orb siete veceRanare ao $ 19,940,909.03 $ 19,365,276.81 


Net Operating Revenues 





SAE NIN. 5.55) 2. cle eiainisioasiete eee $ 1,181,451.34 $ 469,526.43 
Duluth, Winnipeg & Pacific........... 554.17 14,001.48 
Grand Trunk Western lines.......... 920.897.17 580.341.99 
Mew FinglanG YUNG... ccceccecesece Dr. 75,517.53 Dr. 26,975.67 

UGG cis cna Mees oe tO orewencneeeewae $ 2,027,385.15 $ 1,036,894.23 


SUMMARY 
For Eight Months—January-August 
All Railways 


1923 
Operating revenues .........eseeeeees $286.805.062.97 
Operating EXPENSES .......ccccccccece 263,595,778.64 


1922 
$263.529.821.93 
246,846,623.82 


$ 16,693,198.11 


Net operating revenues.......... $ 23,209,284.33 
Canadian National Railways 


Operating revenues— 
CONGUE TION 600 cccitiectevccoecws $133.902,913.78 


ifutce fo. i ere 25,846,901.71 
Total 


Operating expenses— 
ee eee ere $135,954,301.22 
United Btaten TRS. .....0.0ccccesee 19,783,668.78 


NE ise ane atarsaleinerenci eee enearon wierd $154,737,970.00 
Net operating revenue— 

COMORIAN. THOU o o:0o05 0:0:6:0.0:0:0% Dr. $_ 1,051,387.44 

United States lines............... 6,063,232.93 


$122,488, 292.20 
20,019,454.74 


$142,507,746.94 


$127,177,431.37 
16,496,414.08 


$143,673,845.45 


Dr. $ 4,689,139.17 
3,523,040. 66 





WMG  Svcauaisescdipewectuewecaeama $ 5,011,845.49 Dr.$ 1,166,098.51 
Canadian Pacific Railways 
Gperating YEVENUES ....cccesececvcss $112,938,967.90 $108,232,426.23 


Operating expenses 99,602,503.10 93,370,505.16 


$ 14,861,921.07 


CANADIAN WAGE QUESTIONS 
The Trafic World Ottawa Bureau 


On Saturday next the Canadian railroad companies are ex- 
pected to reply to the demand of the employees for increased 
Wages. Engineers and firemen have asked for the restoration 
of the amount deducted in 1920, and conductors and trainmen 
have gone even further in their demands for higher wages. So 
far the Canadian railways have not indicated what they intend 
to do. They have forwarded a letter to the brotherhoods 
acknowledging their demands, and intimating that, in the view 
of the railway executives, and in the interests of all concerned, 
including the public, it would have been better if the matter of 
higher wages had not been raised at the present time. The 
teply adds that if it is the view of the men that the matter of 
wages and rules is to be opened up now, the companies reserve 
the right to bring forward for consideration certain changes 
they desire in the rules. 

An important bearing on the matter is to be found in a 
recent decision of Judge Orde, of the Ontario Supreme Court, 
in the dispute between the Ontario Hydro-Electric Company and 
its employees, where the Industrial Disputes Act of 1907 was 
declared ultra vires of the Dominion government. Under this 
decision neither party, in the event of a disagreement, is obliged 

apply for a board of conciliation. 

All branches of railway employees in Canada are now press- 

8 for an increase in wages. The Order of Railroad Telegraph- 
&fs some time ago submitted demands to the Canadian Pacific 
ilway and a board of conciliation was appointed. It dis- 
weed, the minority report being favorable to the employees. 
— Majority report it was explained that the board was con- 
tuted on the application of the employes to consider a request 
ry a general wage increase and some changes in working rules. 
appeared that all but one of the proposed changes in rules had 
€n disposed of in direct negotiations between the parties, and 
re remained the question of the general wage increase and 
® proposal to add to the yearly remuneration of train dispatch- 


Net operating revenues........... $ 13,336,464.80 
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ers, traffic supervisors and certain assignment agents an amount 
equal to seven days’ pay. The minority report recommended 
that all terminal and continuous offices, where “swing” operators 
have been employed, or where wages are lower than for similar 
services on the Canadian National Railway, rates of pay for 
operators shall be increased on an average of $12 per month; 
that train dispatchers and assistant agents be paid extra at the 
rate of time and one-half for all services performed on specified 
legal holidays; that the reduction of $5.50 made in the wages of 
linemen and assistant agents in August, 1922, should be restored; 
and that an addition of ten dollars a month should be made to 
the wages of linemen. 

Maintenance of way men have come to an agreement with 
the railroads, an increase being granted, as already noted in the 
Traffic World. The Canadian Federation of Railroad Employees, 
which includes the clerks and freight handlers, has also made 
demands on the companies. 


DIVISION MERGER PROTESTED 


The Trafic World Ottawa Bureau 


Sir Henry Thornton has been in the maritime provinces 
settling up some troubles in connection with the Canadian Na- 
tional management there. The announcement that the Truro 
and Bridgewater divisions of the system would be consolidated. 
at Halifax aroused intense opposition at the two former places, 
and every influence was brought to bear to prevent the change. 
Sir Henry stood firm and said that, on the grounds of efficiency 
and economy the change would have to be made. 

The Halifax Board of Trade presented the case for the fur- 
ther utilization of that port and the expansion of export trade 
through it. In reply, Sir Henry made it plain that any increase 
in the volume of freight through the port depended on the will- 
ingness of the Canadian people to route their exports and im- 
ports that way. Regarding the differentials at the ocean termi- 
nals, he said, there was a great deal of misunderstanding. The 
whole situation was that at the present time the Canadian Pa- 
cific Railway was paying a charge for the handling of their 
business at the terminals, and that they are now petitioning to 
have it switched through the terminals without charge. This, 
he said, he would never agree to. The relations between the two 
systems had always been amicable, but he did not think it would 
be good business to allow a competitor to get in and take away 
a lot of business. He suggested the formation of a maritime 
committee, representative of all sections, industries, manufac- 
tures, commercial agencies, and even religions, as a first step 
in the future development of the maritime provinces. It should 
analyze the situation and suggest remedies which, he said, 
would have the information, good will, facilities and support of 
the Canadian National organization. 


CANADIAN GRAIN MOVEMENT 


The Trafic World Ottawa Bureau 


Apparently the danger of a grain blockade on the lakes 
has now been averted, so far as the quantity of shipping is 
concerned. The only difficulty now is, as one elevator manager 
at Fort William puts it, as to whether “the powers that be can 
keep the lower end of the spout clear.” Boats are clearing from 
Fort William at the rate of sixteen or seventeen daily, carrying 
from two to three million bushels of grain. The Canadian Gov- 
ernment Merchant Marine has ten of its boats in the trade. 
Rates asked for tonnage are considerably lower than they were, 
charters being made for 3 to 3% for Bay ports and 3% to 4 for 
Buffalo for the first two weeks of November, while charters for 
the latter half of the month run at about 5 cents. Five and a 
half cents is now uoted for Buffalo, including winter storage. 
Compared with the rates secured last year, those quoted 
above are about one-half the prevailing rates to Bay ports just 
before the close of navigation in 1922, when they ran from 9% 
to 11 cents. 

The easing off in rates was contemporaneous with the entry 
of American vessels into the trade. Their arrival will probably 
insure the removal of all grain from the head of the lakes for 
which there is either a sale or eastern tonnage available. Much 
of the grain going down the lakes is consigned to Buffalo. Mon- 
treal storage is inadequate for the Canadian grain trade during 
the fall rush, so that dependence has to be placed on Buffalo. 
As long as Montreal,.New York and other American ports have 
ocean bottoms to take away the grain, the upper lake ports have 
ample facilities to keep it moving. The export demand continues 
poor, however. Chairman Boyd, of the Board of Grain Com- 
missioners, reports that he has found the grain trade of Win- 
nipeg satisfied with the compromise arrangement with the 
American shippers, and that the effect of the ruling of the Board 
has already been to lower rates, which was what was aimed at. 
Both transcontinental railways continue to report all records 
being broken in the quantity of grain handled. During the 
months of September and October, loadings totaled 121,596 cars, 
representing 169,053,085 bushels, or over ten million bushels in 
excess of the quantity handled at the same period last year. 
The Canadian Pacific handled 100,307,085 bushels, as against 
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94,971,320 last year, and the Canadian National 68,746,000, as 
compared with 63,824,000 last fall. 

It is stated from Winnipeg that Chairman Boyd has given 
Dr. Magill, secretary of the Winnipeg Grain Exchange, a guaran- 
tee of indemnification against any legal proceedings or damages 
by interested or private parties against the charter of United 
States vessels and filing of charters by shippers with the Grain 
Commission. With this guarantee of the Commission to recoup 
grain shippers -for any loss the latter may incur by virtue of 
their guarantee to United States vessel owners against legal 
action, it is expected that all shippers will fall in line and agree 
to charter American vessels for the grain trade. 


CANADIAN ELECTRIC ROADS 


Out of 65 electric railroads in Canada sending in reports, 
14 failed to earn operating expenses in 1922, while 51 showed 
an aggregate net operating revenue of 13,790,501. After paying 
interest on funded and other debt and other deductions, 35 rail- 
ways of the 51 had a corporate surplus of $8,035,794, out of 
which to pay dividends and add to reserves. Dividends paid 
during the year totaled $2,554,568, and additions to reserves 
aggregated $4,664,882, while the railways as a whole showed a 
net surplus of $89,557 as compared with a deficit of $2,472,635 in 
the preceding year. Main line mileage was increased by 50.87 
miles during the year, and the total capital showed an increase 
of $11,071,538. 


SMALL ROADS WANT TO JOIN C. N. 


The counties of Gaspe and Bonaventure, Quebec, are urging 
Sir Henry Thornton to take over and operate, for the Canadian 
National Railways, the 202 miles of line which unite those sec- 
tions to the old Intercolonial, now in the Canadian National 
system, and which are now its only means of communication 
with Canada at large. The two roads were built by private in- 
terests, the first in 1844, between Matapedia and Paspebiac, and 
the second between Paspebiac and Gaspe in 1911. They belong 
to English shareholders, and the revenues are not sufficient to 
make necessary improvements. After inspecting the roads, 
President Thornton said the matter must be decided from the 
point of view of revenue in sight. These, and some other tag- 
ends of railroads in that part of the country, if taken over will 
likely be done largely by political influence. Another railway 
of a similar class is the Kent Northern, 27 miles long, which has 
a capital of $15,000, a funded debt of about $40,000, and an an- 
nual deficit, which last year was about $25,000. There is now 
an election campaign in sight there, and this railway is likely 
to bulk large in the issue. The repeated assurance that there is 
no politics in government railway ownership in Canada 1!s not 
taken very seriously at election times. 


CANADIAN NATIONAL EARNINGS 


Gross earnings of the Canadian National for the week 
ending October 31 were $8,967,537, being an increase of $1,138,- 
223, or 15 per cent, as compared with October, 1922. Gross 
earnings for the ten months ending October were $207,950,221, 
an increase of $18,583,566. 





Cc. P. R. EARNINGS DECLINE 


Earnings of the Canadian Pacific Railway for September 
did not come up to expectations which were based on early 
reports of some roads in the United States for that month. Re- 
duction in working expenses did not quite keep pace with the 
decline in gross earnings, with the result that net earnings 
showed a decline sufficiently great to bring the total for the 
year below that of 1922. Gross earnings showed the usual 
seasonal decline, although not to such an extent as September 
of last year. Gross earnings were $17,745,908 (the smallest 
for any September since 1919), as compared with $18,149,528 
last year, a decrease of $403,619. Working expenses amounted 
to $13,247,937, as compared with $13,563,595, a decrease of 
$315,657. This left net earnings of $4,497,971, as compared with 
$4,585,932, a decrease of $87,961, or 1.91 per cent. 

Gross earnings, working expenses and net profits for Sep- 
tember and for the eight months compare as follows: 








September 1923 1922 Decrease 
ac ihtis astce cadence ho uo Cote oreoe sana $ 17,745,908 $ 18,149,528 $ 403,619 
Working expenses ............. 13,247,937 13,563,595 315,657 

BS cad adnn we ba tawiae vewesteed $ 4,497,971 $ 4,585,932 $ 87,961 

Nine months— 

MEE ones nec oteducvertneewes cole $130,686,362 $124,826,771  *$5,859,591 
WROTRINEG GCERDGNGOD 0.60 cc cccccess 111,434,938 105,518,422 *5,916,516 
Oe eens bast ceoeacalweme’ $ 19,251,424 $ 19,308,349 $ 56,925 

*Increase. 


CANADIAN PACIFIC CONSTRUCTION 


Branch lines under construction on western lines of the 
Canadian Pacific Railway total about 436 miles. This work has 
all been undertaken this year and is nearly completed. It 
mainly serves new areas in Saskatchewan. A _ considerable 
amount of grain has been handled over parts of the new lines, 
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which, when completed, will open up some of the finest agricul- 
tural territory in the Canadian west. 


CANADIAN LONG AND SHORT HAUL VIOLATION 


The Board of Railway Commissioners has ruled that the 
“long and short haul” provisions of the Railway Act were vio- 
lated by giving a higher rate from Amherstburg, Ont., to Milles 
Roches, Ont., than to Windsor Mills, Quebec. A complaint was 
made by Guy Toombs, Limited, of Montreal, against a rate of 37 
cents per 100 pounds on a carload shipment of soda ash, from 
Amherstburg to Milles Roches, when the rate to Windsor Mills 
on a similar shipment was 35 cents. The Canadian National 
contended that the Windsor Mills rate was controlled by Sher- 
brooke, and was therefore a competitive rate, and exempted 
from the long and short haul clause. The Board held that the 
exemption of Sherbrooke was due to the existence of American 
competition there, and that this did not apply to Windsor Mills. 
An order was issued declaring the 37 cent rate to Milles Roches 
in violation of the long and short haul clause. Since the com- 
plaint was filed the Canadian National has put into effect a new 
tariff, under which the rate from Amherstburg to Mille Roches 
is two cents under that to Windsor Mills. 


LIQUOR ON CANADIAN NATIONAL 


Hon. W. S. Fielding, Minister of Finance, has given to the 
press a letter which he has written to a clergyman of Sydney, 
N. §S., who protested against “rum running” on the Canadian 
National railways, which he asks the government to stop. Mr. 
Fielding reminds him that, under the law of Canada as it has 
been for some years, the government has little, if anything to 
do with the management of the Canadian National Railways. 
“For reasons which were no doubt deemed satisfactory at the 
time,” he says, “Parliament adopted a policy the very essence 
of which was that the government shall not interfere in the man- 
agement of the railways, but that railway affairs should be 
placed in the hands of an independent body of directors. If you 
are right in your view that the law is being violated, I think 
it safe to say that upon proper representations being made to 
the president and directors of the Canadian National Railway, 
they will do whatever is necessary to remedy any wrong that 
exists.” 


CANADIAN EXPRESS RATES 


The Board of Railway Commissioners will hold a series of 
sittings in western cities, in connection with the application for 
an increase in express rates on Canadian railways as follows: 
Edmonton, November 26th; Victoria, November 29; Vancouver, 
November 30th; Nelson, December 3rd; Calgary, December 6th; 
Saskatoon, December 7th; Regina, December 8th; Winnipeg, 
December 10th. In response to an application from the Edmon- 
ton Board of Trade, Premier Greenfield of Alberta has announced 
that his government will oppose the application and has wired 
the premiers of the other western provinces asking their 
co-operation. 


CANADIAN NATIONAL PARIS HEADQUARTERS 


While Parliament was sitting, some months ago, attention 
was called to the purchase by the Canadian National Railways, 
at a price stated to be one million dollars, of a hotel in Paris 
which was to be turned into headquarters for the railway 10 
that city. This property, the Hotel Scribe, was purchased by a 
syndicate, which was financed by the Canadian National. There 
was a great deal of criticism of the transaction at the time, and 
Sir Henry Thornton was attacked very vigorously. The reply 
made was that the bargain was an excellent one for Canada, 
and that the money had simply been advanced to the syndicate. 
It now appears that the price paid is very much higher than 
originally estimated, and that it may amount to between four and 
five millions. The railway has been endeavoring to get the gov- 
ernment to take the property off its hands, but this the govern 
ment is not willing to do, taking the attitude that, as the Can- 
adian National management made this purchase on its own re 
sponsibility, it must carry the burden and dispose of it the 
best way it can. What is very evident is that the transaction 
will form the subject for some very spirited debate when Parlia- 
ment again meets, and the purchasers will be subjected to 
very severe criticism. 


SURCHARGE HEARING POSTPONED 

The Commission has postponed the hearing in Nos. 1 
and 11567, collectively known as the Pullman surcharge case, se 
for Washington on November 13, to January 16. Data it = 
thought would be ready for the hearing this month — 
be prepared in time, hence some postponement would have Me 
necessary. The comparatively long postponement was a 
necessary by the fact that Commissioner Campbell, who oa 
been in charge of the case, was scheduled to leave Washing : 
and go with Commissioners Aitchison and Esch to hold —— 
in the Commission’s grain investigation. No dates prior to 
middle of January would be substituted for the surcharge hea 
ing, hence the putting over for more than two months. 
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PORT AUTHORITY ACTS 


The Trafic World New York Bureau 


At the joint conference held this week between the advisory 
poard of the Port of New York Authority and the Railroad 
Operating Committee, representing the local carriers in port 
matters, a substantial unanimity of opinion was reached on 
the engineering, construction and operating problems involved 
in Belt Line 138, which is intended to co-ordinate terminal 
facilities reaching the harbor. The Port Authority engineers 
will report next Wednesday to a full meeting of the Port 
Authority commissioners, when it is expected that approval will 
be expressed by that body. 

The result of this meeting opens the way for an early start 
in opening the belt line along the Jersey shore. This involves 
unifying the rail lines there, as that they can be operated by 
one traffic supervisor. It is expected that the work will take 
about five months, and will require about $500,000 for the con- 
struction of sidings, special connections, etc. 

The railroads were represented by their operating commit- 
tee, consisting of F. E. Williamson, general superintendent of 
the New York Central Lines, as chairman; W. W. Abbott, divi- 
sion superintendent of the Lehigh Valley Railroad; L. E. Dale, 
division engineer of the Pennsylvania; R. M. White, division 
superintendent of the Delaware, Lackawanna & Western; C. N. 
Stein, general manager of the Central Railroad of New Jersey, 
and Charles D. Horn, assistant to the vice-president of the Erie 
Railroad Company. In addition to the engineering staff of the 
Port Authority, there were present Julius Henry Cohen, chief 
counsel. Robert J. Cary, chief counsel for the New York Central 
Railroad Company, is acting as counsel for the carriers in this 
work, 


GROWTH OF VANCOUVER AS A PORT 


Major W. G. Swan, engineer of the Vancouver Harbor Com- 
mission, prophesies that Vancouver will shortly rank as the 
second port on the Pacific coast. In 1919 there was an average 
of four deep sea ships at one time at the docks. Today the 
average exceeded ten. The lumber industry has grown from 
thirty-three million feet of sawn lumber to three hundred million. 
In 1921 a total of 600 million feet of logs came into the harbor, 
and last year there was one biilion feet. Today the port was 
abreast of Portland and Seattle, and not far behind Los Angeles. 
By the season of 1924 the harbor would be ready to handle 
seventy million bushels of grain. Approximately 3,000,000 bush- 
els were shipped in September-October, and the November- 
December bookings are 10,628,000 bushels. Last year there were 
seven million bushels shipped to the end of December. 


IRONTON RAILROAD CONTROL 


The Commission has approved the application of the Lehigh 
Valley and the Reading Company for authority to acquire control 
of the Ironton Railroad Company by the purchase of the Iron- 
ton’s capital stock. The formal report will be issued later. 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per line, 
minimum charge $3.00; succeeding insertions, per line, 50c: 10 words 
to the line; numbers and abbreviations counted as words; 6 point type: 
payable in advance. Answers to keyed advertisements forwarded free 
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and all correspondence held in strict confidence. 
WORLD. 418 South Market Street, Chicage, Hl. 





2 POSITION WANTED—Married man thoroughly conversant with 
aul traffic problems, desires position as Traffic Manager or Assistant, 
with industrial concern; 14 years’ traffic experience, seven with car- 
riers, seven as traffic manager of large manufacturing industry; at 
Fecoont employed; can furnish best of references. Address E. W. T. 
%, Traffic World, Chicago, Il. 


gg IEEE I A Re Te ES TPT 


P POSITION WANTED—Traffic man, nine years’ railroad and traf- 
experience, Certified member of American Commerce Association; 

Rie of age; excellent references. Address “G. H. M.,” Traffic 
orld, Chicago, Il. 


I cca ieee 


™ POSITION WANTED—With chance for advancement; age 32; ex- 
rienced in billing and — freight, graduate I. C. S. as Traffic 
anager. Address A. W. S. 595, Traffic World, Chicago, Ill. 


LOAFrIS MAN—Seven years’ experience in all details pertaining 
rallic, shipping and handling men; last three years served with 


arge manufacturer; can furnish best’ references. dres 
589, Traffic World, Chicago. e Address I. G. N. 


FOR SALE—Several cars newly manufactured, first-class good 
meditys pe Bch 2 ue* & oak railroad ties. Can nae “tan 
as ave ree mills in operation at the present 

time. L, B. Pearson, P. O. Box 705, South Band. Ind, ” 


used ETZEL DROP-FRONT TARIFF FILE FOR SALE—Slightly 

peers In excellent condition; includes section of 24 1%-inch drawers, 

se of 16 2%4-inch drawers, base with two large drawers, and top; 
ogany finish, Ehlbert, 14 East Jackson Blivd., Chicago. 
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MERCHANDISE WAREHOUSES 
Lecated best te serve as your warehouse. Pool car distribution—store deer delivery. 


DheitLlLe COTTER WAREHOUSE Company 


Executive Offices: 40 West 3rd Street 
MANSFIELD, OHIO 





TOLEDO MANSFIELD 
— THE HEART OF TEXAS 


Weatherred Transfer and Storage Co. 


FIREPROOF STORAGE 
DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 


BOSTON, MASS. 





ESTABLISHED 1888 


A. M. SOMES 


BONDED 
TRUCKMAN—FORWARDER 
234 Congress Street, Boston 
Teaming of Every Description—City Delivery Service and Carload Distributors 


CHICAGO 


STORAGE OF MERCHANDISE 
DISTRIBUTORS OF POOL CARS 


Over night service to all points on Chicago, Aurora & Elgin Elec- 
tric Lines and its connections. Direct delivery to all Trunk Line 
floors via Chicago Tunnel. All without cartage charges. 


SOO TERMINAL WAREHOUSE 


519 W. Roosevelt Road “The Economical Way’’ 

















Pencil No. 174 


Made in Five Grades 


Eagle “Mikado” 











Reg. -Pat.Off., Canada and other countries 


E ai ne 174 EAGLE MIKA DO xne2x one 


Regular Length, 7 Inches 
Ask for the Yellow Pencil with the RED Band—EAGLE MIKADO 


EAGLE PENCIL COMPANY, NEW YORK 





Petry Express & Storage Co. Inc. 
TRENTON, N. J. 


MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 
Member American Warchousemen’s Association. 


Merchandise Storage and Pool Car 
Giants DIStribution — >e,cxr zo 
CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


POR'TAND. MAINE 


Galt Block Warehouse Company 


PORTLAND, MAINE 
Storage, General Merchandise and Household Goods 


Private track, 
Storage in Transit on Flour, 


Office, 20 Commercial St., Portland, Maine J. S. SAWTELLE, Manager 


er equi , low insurance rate. 


als and Canned Goods. 




























































































Personal Notes 





E. H. Norris, formerly assistant traffic manager for the Pa- 
cific Fruit Express, has been appointed traffic manager for the 
Stewart Fruit Company at San Francisco, following the resigna- 
tion of M. S. Francis. 

G. M. Steele has been appointed assistant traffic manager for 
the Okmulgee Northern Railway with headquarters at Okmulgee. 

E. G. Furgeson has been appointed traffic manager for the 
Beaver & Southern and the Neame Carson & Southern Railroads. 
He will have office at Kansas City, effective November 1. 

R. A. Belding has been appointed industrial agent for the 
Wabash at St. Louis following the resignation of J. S. Walsh, Jr. 

W. J. McMahon has been appointed general traffic agent for 
the Missouri & North Arkansas Railway, with office at New 
Orleans, effective October 22. 

George R. Huntington, president of the Soo Line, died at his 
home in Minneapolis on November 3, following a brief illness. 
He began his railroad career as a messenger boy. 

Charles A. Forrest has been appointed executive general 
agent for the St. Louis and San Francisco with office at Birming- 
ham. He was formerly general agent for the Pacific Coast lines 
of the Frisco with office at San Francisco. The appointment 
is effective November 1. 

C. A. Barber has been appointed assistant general passenger 
agent for the Lehigh Valley at New York, effective November 1. 

W. J. Buchanan has been elected president of the Louisiana 
& Arkansas Railway. 

E. G. Poole of Cochrane, Ontario, has been appointed fish 
and game representative of the Canadian National Railways and 
will have headquarters at Montreal in charge of this newly cre- 
ated office. He will collect information with regard to hunting, 
fishing and other sports along the lines of the Canadian National 
and be able to suggest guides, outfitters and trips for those who 
want to hunt or fish in Canada. 

C. C. Covert has been appointed industrial agent for the 
Hocking Valley with office at Richmond, effective November 1. 

R. G. Hodgkin has been appointed assistant general freight 
agent for the Atlantic Coast Line and W. H. Henderson has been 
appointed assistant to the general freight agent at Wilmington. 
The appointments are effective November 1. 

F. R. Wadleigh, chief of the coal division of the bureau of 
foreign and domestic commerce of the Department of Com- 
merce, and formerly federal fuel distributor, has resigned to 
engage in private business. 

Director-General Davis of the Railroad Administration has 
appointed E. M. Durham, Jr., director of the division of liquida- 
tion claims. The vacancy was created by the death last week 
of E. M. Alvord. Mr, Durham will also continue in personal 
charge of the department of ways and structures, the position 
he held with the Railroad Administration before the death of 
Mr. Alvord. The division of liquidation claims handles the 
claims of the railroads for the 26 months of federal control. 
Only a few of the claims remain to be settled. 

The Commission has announced that on its recommenda- 
tion medals of honor have been awarded by the President to 
Lawrence F. Lapp, of Cozad, Nebr., and James A. Underwood, 
of Shreveport, La., for acts of heroism in saving persons from 
being struck by trains. A total of 24 medals have been awarded 
under the medals of honor act of February 23, 1905, the Com- 
mission said. 


DOINGS OF THE TRAFFIC CLUBS 


The Transportation Club of St. Paul celebrated national 
apple week at a luncheon, October 30. Short talks were made 
on the western apple situation. 


The Traffic Club of Kansas City is conducting a membership 
drive. The annual election is being conducted by letter ballot. 
The meeting scheduled for luncheon, November 6, was canceled 
and a smoker held the same evening. 


The Traffic Club of St. Louis was entertained with moving 
pictures of coal mining at its luncheon meeting, November 5. 
The club’s annual dinner will be held the evening of December 4. 


The York Traffic Club held an informal dinner and en- 
tertainment November 8. 


The Traffic Club of Philadelphia will hold its November 
meeting November 12. Entertainment has been arranged to 
follow the dinner. 


The Canadian Industrial Traffic League will hold its annual 
dinner in the rooms of the Toronto Board of Trade, November 21. 


The Pacific Traffic Association elected the following officers 
at a recent meeting: President, W. O. Banks, rate expert, traf- 
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fic department, Standard Oil Company; vice-presidents, F. A, 
Hooper, assistant traffic manager, American-Hawaiian Steamship 
Company; Roy S. Busby, traffic manager, Chevrolet Motor Co.; 
H. R. Higgins, traffic manager, Rosenberg Bros & Co.; executive 
secretary, J. H. Todd, assistant general freight agent, Lucken- 
bach Steamship Co.; treasurer, Harry J. Brown, assistant traffic 
manager, Spreckels Companies; .directors, A. T. White, traffic 
manager, The Emporium; H. C. Hallmark, general freight agent, 
Southern Pacific Co.; H. E. Van Horn, traffic director, California 
Packing Corporation; G. E. Chapin, general freight agent, 
Toyo Kisen Kaisha; F. Morgan, traffic director, Zellerbach Paper 
Co.; J. A. Keller, traffic manager, Pacific Portland Cement Co. 


The Milwaukee Traffic Club will hold its annual Thanksgiv- 
ing dinner and free distribution of turkeys on November 12 at 
the Hotel Pfister. 


The Illinois Telephone Convention at Peoria on November 
15 will be addressed by Dean Charles M. Thompson of the Col- 
lege of Commerce and Business Administration of the Univer- 
sity of Illinois, who will speak on “Public Utility Twining 
Courses at the University of Illinois.” 


The New York Traffic Club October 29 adopted the follow- 
ing resolution: 


Whereas, Transportation is the most fundamental and vital in- 
dustry of the United States and its development and maintenance in 
the condition where it may render the greatest public service are 
fundamental to national welfare, and 

Whereas, There is an imperative need for a thorough investiga- 
tion to develop accurate and complete knowledge of every phase of 
transportation and especially of the rail carriers so that there may be 
available to all concerned impartial reports upon the complex and far- 
reaching problems of transportation, and 

Whereas, the National Transportation Institute has been estab- 
lished to gather, collate, digest, interpret and present comprehensively 
the facts touching all forms of transportation and the relationship of 
transportation agencies to each other and to agriculture, industry, 
trade and finance, with the definite object of aiding the people in pro- 
moting, co-ordinating and maintaining the most efficient transporta- 
tion facilities, be it 

Resolved, That the Traffic Club of New York approves the pur- 
pose of the National Transportation Institute to acquire by thorough 
and impartial investigations, and to disseminate as effectively as pos- 
sible when determined, the facts regarding transportation and how 
and to what extent any policy or course of action affects the various 
means of transportation and the public. 


“Railroad operating results this year speak for themselves 
and it would be the height of folly for the public or the railroads 
to swap this actual accomplishment for the intangible and un- 
proved claims of those engaged in this stupendous promotion,” 
L. M. Betts, manager of the closed car section of the car service 
division of the American Railway Association, said in an ad- 
dress before the Traffic Club of Wheeling, W. Va., November 6, 
referring to the “so-called Warfield plan of car pooling.” Con- 
tinuing, Mr. Betts said: 


For promotion it is pure and simple. It would be well for a close 
analysis to be made of the purposes and possibilities of the proposed 
federal charter. In the latest appearance of that statistical wizard. 
my old friend, Vice-President Ballantine, of the National Railway 
Service Corporation, out at Sioux City, Ia., he dismisses the mag- 
nificent record of the railroads this current year with a gesture as a 
combination of fortunate circumstances, and with a mighty jingle 
of that stage money, which is so much their stock in trade, proceeds 
to an audacious attempt to purchase public support by a promise of 
a substantial reduction in freight rates if the Warfield plan is 
adopted. A hitherto unsuspected alliance with those railroad destruc- 
tionists who would force a reduction in rates purely for political pur- 
poses is revealed by newspaper reports, manifestly inspired. such as: 
“Speaking in favor of congressional legislation authorizing the or- 
ganization of a central railroad agency, preferably to be called 
“National Railway Service, Inc.,’’ which would aid in the develop- 
ment of ‘‘car pools” to insure an equitable distribution of car equlp- 
ment during times of heaviest traff¥e and decrease the enst of onera- 
tion to the railroad companies, resulting in lower rates to the shipper. 
N. D. Ballantine, vice-president of the National Railway Service 
Corporation, explained to members of the Traffic Club Wednesday 
the main points in the “Warfield Plan’ for freight car operation. . 

When requested by one of his auditors to specify in greater deta 
how the alleged saving—which was ninety-two millions a year in one 
connection and fifty thousand a day in another—would be accom- 
plished, particularly as to how his plan of car distribution would be 
made effective, he pleaded the necessity of working out these details 
after Mr. Warfield obtained his federal charter. 

This plan of procedure inevitably calls to mind the old ‘Punch 
and July” game that was pulled off in a less sophisticated age by 
traveling charlatans, one of whom displayed the puppets to the open- 
mouthed gaze of the countrymen, while his unrecognized confederate 
worked the crowd for their valuables. Mr. Ballantine is displaying 
some very attractive puppets and putting marvelous promises I 
their mouths; let us beware lest in our interest in this entertainment 
we fail to protect a very substantial and valuable possession we now 
have, one which certainly has been tried and proved equal to 4 
hitherto unattained task. a te 

The great need today in the discussion of railroad matters 18 : 
clear conception of the actual facts of the situation and the gray 
danger is the adoption of conclusions hased upon insufficient év 
dence or upon irresponsible and reckless statements of politic’ 
demagogues on one hand and economic theorists and selfish interests 
on the other. The railroads are trying to do an honest day’s work for 


an honest day’s pay and the rates charged should and must bear * 
exact relationship to the expense of furnishing the service rendered. 
With infinite regulation of every detail of their service, with ane. 
lute publicity on every angle of their operation and with the utmo 
desire that their patrons shall have an accurate insight into ev 
item of interest in connection with their mutual relations, it 15 et 
possible to conceive of much opportunity for the railroads to & 
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From a drawing made at 
Castleton, September 
1923, by Herbert Morton 
Stoops. 


NEW YORK 
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\ LINES 


all 


Beyond the dreams of the Pioneers 


Of the mile-long, high-level bridge now being built 
across the Hudson near Albany on the New York 
Central the New York World says: 


“The great cut-off at Castleton on the Hudson * * * * 
will be a boon to all the people of New York State and 
to five times as many beyond its borders. * * * * 


“The Castleton cut-off is a notable example of those 
modern railway problems which concern rather improv- 
ing old lines than the opening of new ones, for the 
cheaper movement of traffic grown vast beyond the 
dreams of the pioneers.” 


NEW YORK CENTRAL LINES 


BOSTON & ALBANY~ MICHIGAN CENTRAL~BIG FOUR ~ PITTSBURGH & LAKE ERIE 
AND THE NEW YORK CENTRAL AND SUBSIDIARY LINES 
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away. with anything that is not coming to them. They have gone 
forward this year in good faith, translating improved earnings into 
improved transportation facilities as rapidly as the money can be 
spent. Not only will there be over a billion dollars expended for 
capital improvements during 1923, but the actual current outlay for 
material, wages and supplies this year will be not less than five 
billion dollars. To express some idea of its magnitude, this distribu- 
tion alone is equal to $1.27 for every second of time since the sign- 
ing of the Declaration of Independence. Probably more than any 
other single factor this enormous expenditure has contributed to the 
revival of prosperity of industry and agriculture in this country. 
Not because of the magnitude of its operations, but because of its 
supreme importance to the country as a whole, to you and to me, 
it is vital that these issues of railroad transportation shall be settled 
in a fair, honest and impartial way. 

Through our regional advisory boards we have encouraged the 
shippers to become partners of the railroads in operating matters. 
We need more participation of this kind. We need more partners 
and fewer creditors in our financial relations. If such conditions can 
be obtained, there will be engendered a spirit of mutual respect and 
co-operation that will insure a settlement of these issues on lines 
that will be fair to the railroads, profitable to their patrons and of 
inestimable benefit in the development of the agricultural, mineral 
and industrial resources of our country. 


Summarizing the record of the year 1923 from a car dis- 
tribution standpoint, Mr. Betts said: 


1. Car loadings have greatly exceeded all previous. records. 

2. There has been no car shortage or freight accumulation of 
moment in any part of the country, and a consistently increasing 
margin of surplus cars has been maintained in the face of ascending 
car demands. 


3. An extraordinary relocation of box cars has been accomplished, 
equalizing car balances to the most equitable figure ever attained at 
the season of peak demand. 

The eastern and southern territory, which contributed most 
heavily to the empty box car movement, shows a more favorable in- 
crease in traffic than any other territory. 

These results have been accomplished in an orderly manner 
and in close harmony with the technical requirements of the Car 
Service Rules, as indicated by current checks of railroad performance. 

Such facts point inevitably to these conclusions: (a) The Car 
Service Rules are eminently practicable; (b) They do not handicap 
commerce; and (c) their enforcement insures a fair and equitable 
distribution of equipment between different sections of the country. 


CHICAGO SHIPPERS’ CONFERENCE 


Opposition to the consolidation and unified operation of 
Chicago terminal facilities was voiced by Charles H. Markham, 
president of the Illinois Central System, in an address at the 
annual luncheon of the Chicago Shippers’ Conference Associa- 
tion, at Chicago, November 6. Mr. Markham declared co-oper- 
ation to be the keynote of relations between the shipper and 
the carrier, and said that the Commission must see that the 
carriers had rates which would permit them to make sufficient 
money to attract capital, so that they could expand to take care 
of new business and reduce costs. He looked with disfavor 
on the present proposal to reduce wheat rates, declaring that 
it could only be effected by corresponding increases on the rates 
on other commodities which would be vigorously opposed by 
shippers of those commodities. 

He urged the maintenance of competition in the Chicago 
terminal district, the mileage of which he said was equal to 
that of the entire Illinois Central System. He condemned the 
Warfield Chicago terminal plan; with regard to freight handling, 
but said that he agreed with its statement that three passenger 
terminals were sufficient for the city. Half the carriers of the 
country entered the Chicago terminal area he said with an 
average of 30,000 cars per day. There had been instances, he 
said, when there were more than 110,000 cars in the district, 
but with the excellent co-operation of the shippers and the Car 
Service Division of the A. R. A. the terminal was rendering the 
best service that had ever been seen and doing it under com- 
petitive methods. 

He said the Warfield plan devoted considerable attention 
to the movement of through shipments around the terminal, but 
that under present competitive methods, although 25 per cent 
of the business was through business, 97 per cent of the through 
cars did not pass through the terminal district proper. 


He compared the efficiency of the St. Louis terminal, 
operated by a terminal company, and the Chicago terminal, un- 
der private competition, during the switchmen’s strike. The 
Chicago problem was by far the more difficult, he said, but 
it had been more quickly solved because employees were more 
loyal to the carriers by whom they were employed than the 
St. Louis employees who felt little loyalty to the terminal com- 
pany. He stressed the value of loyalty of employees and said 
that it was a large factor in the excellent recovery of the car- 
riers made in the past year. “We are proud of the accomplish- 
ments of 1923,” he said, “and we believe we kave done a good 
job.” 

He said that there was room for improvement in the Chi- 
cago terminal and that the improvement would come under 
private control. Chicago grew up around the railroads,” he 
said, “and the difficulties are those which naturally accompany 
a rapid industrial development. But the bad conditions in the 
Chicago terminal has not stopped Chicago’s growth and there 
cannot be anything radically wrong with a railway situation 
that has permitted a growth like that of Chicago.” 

The problem of the L, C. L. shipment he declared to be an 
important one but said that he did not have a ready solution. 
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He suggested that some solution might be found in the de. 
velopment of trucking as practiced by the English roads, and 
that it might result in an enormous saving, but that if it was 
placed in effect the carriers should not be required to absorb 
the cost of it. 

He touched briefly on the present reconstruction and bet- 
terment of the Illinois Central passenger terminal, declaring 
that when it was finished all rail and grade crossings would 
be eliminated and that the terminal would be able to handle 
all the traffic not now assigned to the Northwestern and Union 
stations. He said that the completed, electrified scheme would 
permit the Illinois Central to give Chicago the finest suburban 
service in the world. 

In introducing Mr. Markham, R. C. Ross, president of the 
association said that the railroads had fulfilled the promises 
of the past and that their record in the past year was indis- 
putable evidence that the principle of private control and oper- 
ation was correct. 

At the annual election of officers, which was held preceding 
the luncheon, the following officers were elected for the en- 
suing year: President, George A. Blair, general traffic manager, 
Wilson and Company; vice-president, Chester T. Bradford, traf- 
fic manager, International Harvester Company; secretary, W. J. 
M. Lahl, traffic manager American Seating Company; treasurer, 
R. W. Campbell, traffic manager, Butler Paper Company. R. C. 
Ross, the retiring president and E. C. Wilmore were elected 
directors. 

Among the subjects brought up for discussion at the meet- 
ing preceding the luncheon was that of the proposed nine-foot 
waterway from Chicago to the Guif. The matter of arranging 
a trip to inspect the present waterway as far as Marseilles, Ill, 
was taken under advisement, and H, G. Legan, a member of 
the waterways committee, assistant traffic manager for the 
Morton Salt Company, was authorized to attend the opening 
of the new Memphis terminal facilities on November 21. 


BOARD ACTS TO HALT STRIKE 


Following the receipt of information that a strike vote had 
been taken and that a strike had been ordered by the locomo- 
tive engineers and firemen of the Virginian Railway, the Rail- 
road Labor Board, November 7, telegraphed representatives of 
the employes and of the carrier that the board had assumed jur- 
isdiction over the dispute which precipitated the action and that 
all parties should refrain from stopping service and appear be- 
fore the board on November 14 for a hearing of the dispute. 


The information reaching the board was to the effect that 
following unsuccessful negotiations which had been under way 
for some months, the employes had refused to adopt the carriet’s 
suggestion and submit the dispute to the Labor Board. The 
strike vote was taken on October 20 and is said to have been 
followed with the order of the unions on November 7 that a 
strike be declared within 24 hours. The dispute centers about 
the dismissal of three engineers, seven firemen and other em- 
ployes, together with the question of running two pushers on 
the rear of the train through the tunnels on Clark’s Gap Hill. 


The action taken by the board is in accordance with Section 
307 of the Transportation Act and is similar to action taken 
early in the history of the Labor Board, when it halted strike 
action on the Chesapeake & Ohio. 


RAILWAY WAGES 


The Labor Board was notified that on October 1 the manage- 
ment of the Tennessee Central granted a two-cent-an-hour in- 
crease to all skilled trade mechanics, helpers and apprentices, 
excluding boiler washers, who received only one cent an hour. 
The increases affect 192 employees and will aggregate $7,600 
yearly. 

The management of the Norfolk & Southern has notified 
the Board that it has granted, effective as of September 1, in- 
creases of three cents an hour to all metal crafts and two cents 
an hour to all carmen, helpers and apprentices. Four hundred 
employees are involved in the increase, which will total $23,000 
yearly. : 

The management of the Columbus & Greenville has notified 
the Board of an increase, effective as of August 16, of two cents 
an hour for metal workers, painters and carpenters. An addi- 
tional increase of one cent an hour was also granted, to be 
effective as of September 16. The increase will aggregate $6,700 
yearly for the 110 employees affected. 

Clerical employes, freight handlers and station employes of 
the Baltimore and Ohio New York Terminal have received in 
creases ranging from one to two and one-half cents an hour, 
according to new schedules filed with the Railroad Labor Board 
to be effective as of July 1, 1923. 

Stationary engineers and firemen and shop and roundhouse 
laborers have received increases of one and two cents an hour, 
effective October 16, on the Northern Pacific. The advance af 
fects 880 men and is an approximate yearly increase of $34,000. 
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CHICAGO 
Jos. Stockton Transfer Co. 


‘ 1020 South Canal Street, near Taylor Street 
| of Ev Description—City Deliv Service and Carload 
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Kedney Warehouse Co. 


Merchandise Storage and Distribution 
Minneapolis—St. Paul Grand Forks, N. D. 


Members A. W. A.—C. W. C.—Minn. W. A. 





Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 
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Transfer and 


EDW ARDS 


Storage Co. 


Members: 
American Warehousemen’s Asso. Central Warehousemen’s Club 


Merchandise Distributors 


No Switching cg. on Carloads. Established 1905 
FIREPROOF STORAGE LOW INSURANCE 


SEATTLE, WASHINGTON 


PORTLAND, OREGON 


OREGON TRANSFER COMPANY 


Established in 1868 


General Transfer and Storage Business 
Four Warehouses on Terminal Tracks 
255,000 Square Feet 


Special attention —— Merchandise Stocks, 
Storage Accounts and handling of Car- 
loads for Distribution. 


NO SWITCHING CHARGE ON CARLOAD SHIPMENTS 
CHICAGO OFFICE: 123 West Madison Street 
NEW YORK OFFICE: 100 Broad Street 
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Joint Service With 
Hamburg-American Line 


NEW YORK TO HAMBURG 


*RELIANCE ......... Nov. 13 +THURINGIA ........ Dec. 6 
YWESTPHALIA ..... Nov. 15 THANBA .......cccc00 Dec. 13 

T CLAY...... Nov. 22 +#CLEVELAND ....... Dec. 20 
*ALBERT BALLIN...Nov. 29 WESTPHALIA ...... Dec. 27 


¢Cabin and 3rd Class Passengers. *lst, 2nd and 8rd Class. 
Loading Pier 86, North River, Foot of West 46th St. 


BOSTON TO BREMEN AND HAMBURG 


FURST BULOW (via Baltimore and Hampton Roads)...... Dec. 1 
EMDEN (via Baltimore and Hampton Roads).............. Dec. 28 
PHILADELPHIA TO BREMEN AND HAMBURG 
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Pile stecawronsss ewes osssesweenvesio Last Half of December 


ALSO DIRECT FREIGHT SERVICE FROM U. S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg to all Scandinavian, Baltie, 
Mediterranean, Levant and African Porte 


Joint Service With 


Hoalder, Welx & Bovd 


Weekly Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle 


FROM NEW YORK 
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General Offices: 39 BROADWAY, New York 
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BRANCH OFFICES: 
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LABOR BOARD DECISIONS . 


The Labor Board has ruled in Decision No. 1994 that ‘“em- 
ployes of a class or craft come under the provisions of an 
agreement negotiated by the organization representing the ma- 
jority of such class or craft, irrespective of the membership or 
non-membership in the organization holding the agreement for 
the particular class or craft.” The decision is the result of a 
disagreement on the Maine Central and the Portland Terminal 
Company with regard to the inclusion of certain freight house 
clerks and others within an agreement made with station 
employes. 

In Decision No. 1996 the Board has decided that the duly 
authorized representative of the employes on the Southern Pa- 
cific shall be entitled to have a copy of the seniority roster of 
the traffic manager’s office which the employes contended had 
not been issued in accordance with an agreement. 

The contention of refrigerator inspectors on the Santa Fe 
that they are included within the scope of the agreement be- 
tween the carrier and its clerical organization has been sus- 
tained by the Labor Board in its Decision No. 2000. The pro- 
test followed the removal of these employes from the scope of 
the agreement on July 1, 1922. 

The Labor Board has ordered an election on the Oregon- 
Washington Railroad and Navigation Company to determine rep- 
resentatives of the company’s train dispatchers following a com- 
plaint filed by the American Train Dispatchers’ Association in 
which it was alleged that the company had attempted to nego- 
tiate an agreement with other representatives of the employes. 


CLAIMS AGAINST GERMANY 


The Trafic World Washington Bureau 


The Mixed Claims Commission, United States and Germany, 
in an opinion announced November 5, rejected the group of 
claims put forward by the United States on behalf of its 
nationals in which reimbursement was sought for war-risk in- 
surance premiums paid by them for protection against stipu- 
lated hazards of war. The commission said the premiums were 
paid for protection against possible acts which never occurred. 

The opinion reviewed the situation confronting American 
maritime commerce in the war period. The commission said it 
was impossible to attiibute to the acts of Germany alone the 
cost to American nationals of insuring against risks incident 
to the existence of a state of war, participated in by both groups 
of bellligerents, without holding Germany liable for all of the 
consequences of the war, which under the treaty with Germany 
was not permissible; that if the terms of the treaty cou'd be 
expanded to embrace such claims, then they would inc'u‘te all 
increased living costs, increased railroad fares and fre‘ghts, 
increased income and profits taxes, in a word, all costs of 
consequences of the war, direct or remote, to the extent that 
such costs were paid or losses suffered by American Nationals. 
In conclusion the commission said: 


> 


In this group of claims there is no complaint of injury to, or 
destruction or seizure of property by the acts of Germany or her 
agents. The sole complaint here is that the hazards of the war 
required the claimants as a matter of business prudence to protect 
by insurance, against risks which never matured into damage to, or 
destruction of the property insured, and the claimants seek to recover 
from Germany the cost to them of such insurance. Under the terms 
of the Treaty of Berlin as construed by Administrative Decisions Nos. 
I and JI handed down this day, Germany is financially obliged to 
make full and complete compensation for all losses sustained by 
American nationals proximately caused by Germany’s acts. But 
under the terms of that Treaty Germany can not be held liable for 
all losses incident to the very existence of a state of war. To this 
class belong claims by American nationals for refund of premiums 
paid by them for insurance against risks of possible losses which 
never occurred, risks in their very nature uncertain, indefinite, inde- 


i ~ tr and too remote to furnish a solid basis on which to rest 
a claim. 


In Administrative Decision No. 1, announced at the same 
time, Germany was held liable for damages caused by Germany 
or her allies and suffered by American nationals in the period of 
belligerency in respect of all property wherever situated, which 
was carried off, seized, injured or destroyed, on land, on sea, or 
from the air. Cases involving such damage or loss will be tried 
under the general principles laid down in the decision. 


STATION AGENTS’ MEETINGS 


Better organization on the part of station agents and better 
co-operation on the part of shippers is showing results in the 
betterment of service and the reduction of freight claims for 
loss and damage, according to J. R. Hitchcock, chairman of the 
freight station section of the American Railway Association, and 
assistant freight agent for the Santa Fe at Kansas City. “Sta- 
tion agents have put forth greater effort and have made greater 
improvement in the organization of their business during the 
past two years than ever before,” he said. The annual meeting 
of the committee on station traffic of the freight station section 
of the A. R. A. was held at New Orleans on October 29 and 30 
and was followed by the meeting at Chicago of the eommnittee on 
station rules on November 7 and the meeting of the operating 
committee, also at Chicago, on November 8 and 9. ~ ~* ©" 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





General Appearance by Federal Agent Obviates Necessity of 

Service on Carrier: 

(District Court, S. D., New York.) In a suit against the 
federal agent, in a cause of action arising out of federal opera- 
tion of a transportation system, where the agent has made a 
general appearance by his attorney, service of process on an 
agent of the carrier, as provided for in transportation act, 1920, 
tit. 2, sec. 206b, is not necessary to give the court jurisdiction, 
—New Jersey Shipbuilding & Dredging Co. vs. Davis, agent, 
etc., and six other cases, 291 F, Rep. 617. 

— Permitted to Try Suit to Meet Different Theories of the 
aw: 

There being a question under the decisions whether the 
federal agent appointed under transportation act, 1920, tit. 3: 
sec, 206a, is a single legal person or has a separate personality 
for each carrier for which he is agent, an interlocutory decree 
in admiralty entered against him in a suit charging him as 
agent of one carrier set aside to permit him to file a petition 
against himself under admiralty rule 56 (267 Fed. xxi) as agent 
of another carrier and to allow libelant to take testimony to 
meet the issues thus presented.—Ibid. 

Answer Denying Liability Does Not Preclude Petition to Bring 
in Others: 

(District Court, S. D., New York.) An answer to a libel 
denying liability for the damage to a parcel of flour, on the 
ground that the consignee accepted discharge at the ship's 
tackles and that the damage occurred thereafter, did not defeat 
the right of the claimant to bring in, under the fifty-sixth ad- 
miralty rule (267 Fed. xxi), the parties responsible for the dam- 
age, since the claimant was entitled to the protection of that 
rule in the event it should ultimately be determined that dis- 
charge at ship’s tackles did not terminate the contract or that 
the damage was occasioned theretofore.—The Milwuakee Bridge, 
291 F. Rep. 711. 

Denial of Liability Does Not Estop Claimant from Petitioning 
to Bring in Another: 

An answer by claimant, denying liability on the ground 
that the consignee accepted discharge at the ship’s tackles and 
the damage occurred thereafter, does not estop the claimant 
from protecting itself against possible invalidity of its answer, 
either in fact or law, by bringing in, under the fifty-sixth rule 
(267 Fed. xxi), the party who would ultimately be liable for 
the damage.—Ibid. 

Jurisdiction Extends to Acts Performed Ashore Included in Con- 
tract of Carriage: 

Where the libel pleaded only a maritime contract of car- 
riage, so that recovery could be had only on such contract, 
admiraltty had jurisdiction to bring in, on the petition of 
claimants, those who were ulimately liable, if claimants’ de- 
fense that the consignee accepted discharge at the ship’s tackles 
and that the damage occurred thereafter, was not sustained, 
because discharge was not accepted at the ship’s tackles, since 
the carriage includes the discharge, even though they may em- 
brace acts performed ashore.—lIbid. 
ae in Bill of Lading of Conditions by Reference Held 

Valid: 

(District Court, D., Maryland.) A provision of a through 
bill of lading issued by a railroad company for a shipment to a 
European port, that the property should be subject to all con 
ditions expressed in the regular forms of bills of lading in use 
by the steamship company at the time of shipment, is valid 
and makes the provisions of such ocean bills of lading a part 
of the contract—The Susquehanna, 291, Fed. Rep. 698. 
a of Time for Bringing Suit on Bills of Lading Held 

Valid: 

Provisions in ocean bills of lading that the carrier shall not 
be liable for any claim unless written notice thereof is given 
before removal of the goods from the wharf, and that no suit 
therefor shall be mairttainable unless instituted within three 
months after such notice, held reasonable and valid.—Ibid. 


SUPPLEMENTAL COMPENSATION 


In a supplemental and final report, as referees in com 
pensation docket No. 87, Detroit & Toledo Shore Line Rail 
road Company vs. the Director-General of Railroads, made to 
the President of the United States, Daniel W. Knowlton, Georse 
M. Curtis and Seely Dunn, said the annual value of the use 
of that road was $530,000, as agreed upon by the parties in 4 
final settlement made between the parties in March, 1923 
They further found that the plaintiff was entitled to the further 
sum of $54,576.67, the amount of an invalid switching chargé 
deducted from its railway operating income for the three years 
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PORT OF HOUSTON 


Where Seventeen Railroads Meet the Sea—The Funnel Thru Which Pours 


Tonnage thru the Port of 
Houston continues to in- 
crease. 


The Statistics below speak 
for themselves. 


the Traffic of the Great Southwest 


The arrivals and depar- 
tures for the first 9 months 
of 1923 show an increase of 
104% over the same period 
of 1921 and 26% increase 







































over 1922. 


Is the Port of Houston 
preparing to take care of 
this enormous increase in 
tonnage? 


YES. 


Contracts have been let for 
three new wharves which will 
accommodate four’ vessels. 
This work is now in prog- 
ress. 


Railroad classification yard 
to accommodate 1,000 cars, 
composing the first unit of 
wharf development. 


Plans for 1,000,000 bushel 
grain elevator completed. 


Three more 2 to be 
FOR FURTHER INFORMATION, ADDRESS Ss oo 


DIRECTOR OF THE PORT, Fifth Floor, Courthouse, Houston, Texas 


During the first 9 months 
of 1923, nine hundred and 
forty-five arrivals and de- 
partures handling 2,044,679 
tons of import, export and 
coastwise freight. 


During the same period of 
1922 there were only seven 
hundred and thirty-nine ar- 
rivals and departures han- 
dling 1,238,739 tons and in 
1921 there were four hundred 
and sixty-four arrivals and 
departures handling 862,755 
tons. 


The first 9 months of 1923 
show an increase in tonnage 
of 137% over the same period 
of 1921 and 65% increase 
over 1922. 





S.S. ““STEADFAST” IN HOUSTON CHANNEL 





PORT HOUSTON’S SHIPSIDE WAREHOUSE 










INTERIOR VIEW SHOWING A PART OF COFFEE CARGO 

120,000 SQUARE FEET FLOOR SPACE, concrete construction throughout; three compartments; sprinkler system; 
electric conveyor trucks and stacker; 72 cars, private tracks. 

Quick out bound rail and water service; very low insurance rate. 

MERCHANDISE ACCOUNTS FOR STORAGE AND DISTRIBUTION SOLICITED. 

WE CALL SPECIAL ATTENTION to our facilities for handling, storing and distributing full 2nd part cargoes of 
coffee, sugar, rice, beans, canned goods of all kinds, dried fruits, packing house products, farm implements, 
automobiles and steel products. 

Your shipments to HOUSTON can be financed through our NEGOTIABLE WAREHOUSE RECEIPTS. 

We offer our efficient and reliable service, backed by years of experience in the warehouse business. 


BINYON SHIPSIDE WAREHOUSE CO., INC., HOUSTON, TEXAS 
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ended June 30, 1917, for the switching of fuel coal for the Grand 
Trunk at Detroit, upon which the standard return certified by 
the Interstate Commerce Commission, was based. The referees 
further found that as additional just compensation for the use 
ean 26 months of federal control the road was entitled to 
$118,249.49. 


McCARL FINAL AUTHORITY 


Decisions on claims against the government of the United 
States, made by the General Accounting Office, of which Comp- 
troller General McCarl is the head, that office holds to be final 
in so far as the executive branch of the government is con- 
cerned. The Dockery law of 1894, making the decision of the 
comptroller of the treasury final, is the law on the subject 
under the comptroller general. 

The ruling was made in connection with a denial by the 
comptroller general of a petition asking for arbitration, sub- 
mitted by Moore & McCormack, a New York shipping com- 
pany, on its claim for demurrage on two shipments of coal, on 
government account, from Hampton Roads, to Melville, R, I. 
The comptroller disallowed the claim and then the shipping 
company asked for arbitration, sending its petition to the ex- 
ecutive branch of the government, to which it had sent its 
claim. The comptroller general ruled that settlements made 
by his office were “final and conclusive upon the executive 
branches of the government.” 






Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


LOSS OF OR INJURY TO GOODS 


Burden on Plaintiff to Show Quantity or Condition when Goods 

Delivered to Initial Carrier; “Loss and Damage:” 

(Supreme Court of South Carolina.) The term “loss and 
damage,” including, as it does, both goods received in a dam- 
aged condition and short shipments, burden is on the plaintiff, 
in an action for either loss or damage, to show the condition 
or quantity of the goods when delivered to initial carrier.— 
Copeland Co. vs. Davis, Director-General et al., 119 S. E. Rep. 19. 
On Proof of Delivery in Good Condition and Receipt in Damaged 

Condition, Presumption Arises that Loss or Damage Oc- 

curred During Possession of Terminal Carrier: 

On proof of the condition or quantity of goods delivered to 
an initial carrier, and proof of a damaged condition or defi- 
ciency in quantity at delivery, a presumption arises that the 
loss or damage occurred while in the possession of the terminal 
carrier.—Ibid. 

Affidavit of Consignor’s Shipper as to Contents of Shipment 

Held Inadmissible in Action for Goods Lost in Transit: 

In an action to recover for clothing lost in transit, where 
consignor’s shipper testified that he had no recollection of the 
particular shipment, an affidavit by him as to the contents of 
the particular shipment, an affidavit by him as to the contents of 
the shipment, prepared by others from another slip not in 
evidence and signed by him more than a month after the ship- 
ment, held inadmissible.—Ibid. 

Requisites of Memorandum from Which Witness May Testify 

Stated: 

Where a witness, after referring to a memorandum, testi- 
fies from his memory, depending on his recollection of the 
facts, it is immaterial when or by whom the memorandum was 
made; but if he relies on a memorandum, and testifies only 
to the facts contained therein, the memorandum, to be so used, 
must be an original paper made by the witness contemporaneous 
with the transaction referred to.—Ibid. 

Interest Allowable on Recovery Against Carrier for Goods Lost 
in Transit: 

The allowance of interest on a recovery for goods lost in 
transit is not error.—lIbid. 


CARRIAGE OF LIVE STOCK 


Substitution of Federal Agent for Railroad Held Not Mere 

Continuation of Original Suit: 

(Circuit Court of Appeals, Eighth Circuit.) In view of act 
August 29, 1916 (Comp. St., sec. 1974a), act March 21, 1918 
(Comp. St. 1918, Comp. St. Ann. Supp. 1919, sec. 3115%a- 
3115%p), and transportation act February 28, 1920, as to fed- 
eral operation of railways, and proclamations, orders and 
proceedings thereunder, held that, where shipper filed suit for 
damage to stock shipment against a railway on May 17, 1920, 
at which time the proper party defendant was the Director- 
General of Railroads, the subsequent substitution of the 
Director-General as defendant was, as to him, the institution 
of a new case as respects limitations—Herbert vs. Payne, agent, 
291 F. Rep. 5655. 


— 
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Limitations In Contract with Railroad Not Available to Director. 
General: 


Where shipper’s live stock shipment, contract, containing 
contract limitation of two years as to damage suits, was made 
with a railroad in May, 1918, at which time the railroad was 
under federal control, and the Director-General did not require, 
before transporting, new contracts limiting the time withip 
which suit could be brought, but proceeded to transport as q 
common carrier the property of the shipper, so that the con. 
tract made with the railroad was not the basis of the parties’ 
mutual rights, the Director-General could not claim the benefit 
of the contractual limitation, but his liability for damages to 
the stock shipped was governed by the statute of limitations — 
Ibid. 


a 


Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any — question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C 





Diversion vs. Reconsignment. 

Tennessee.—Question: Kindly define reconsignment and 
the difference between a reconsignment and a diversion. 

Southern Railway has listed in its tariff reconsignment and 
diversion being the same, and if the writer remembers correctly 
this is not the way that the A. C. A, defines these two items in 
their Tariff Court. 

Answer: Diversion is the same as reconsigning except 
that destination is changed prior to arrival of shipment at 
original billed destination—Doran & Co. vs. N. C. & St. L, 
38 I. C. C. 528. 

Notice of Claim. 


Wisconsin.—Question: On November 12, 1921, a ship- 
ment of one case of cigars was made to us from X, Pennsyl- 
vania. This case was lost in transfer at Y, Pennsylvania. At 
that time we had an inexperienced manager of the cigar depart- 
ment and he approved the invoice for this case of cigars with- 
out checking it against receipts and the invoice was paid and 
placed in file. For that reason our traffic department had no 
knowledge of any shortage. Approximately one year later the 
“A” Railroad called on us to pay the charges on this ship- 
ment under the presumption that it had been received by us 
and that payment had been overlooked. 

When investigation was made the above situation was 
found. We paid the charges and immediately entered claim for 
the loss of the case. As anticipated, the claim has been declined 
by the “B” Railroad as not entered within the prescribed time 
but we contend that the date on which we paid the charges 
should be considered the date of delivery in this case and that 
there is no provision in the bill of lading which would justify 
declining payment. Inasmuch ag they demand payment for 
services which were never completed by them we certainly have 
a perfect right and are justified in expecting them to complete 
the contract or pay for its violation by the loss of the goods. 

Can you advise us of any decisions rendered by the Inter- 
state Commerce Commission on a similar case? 

Answer: The decisions of the courts, in general, are t0 
the effect that, unless a claim or notice of claim is filed within 
the period of time: specified in the bill of lading, namely, within 
six months after delivery, or, in case of failure to deliver, within 
six months after a reasonable time for delivery has elapsed, 
no recovery can be had, the failure to file such claim or notice 
thereof ,being a legal defense to the carrier, and one which 
cannot be waived. 

This stipulation in the bill of lading, in effect, impose 
upon a shipper the duty of determining whether or not a shiP 
ment has been delivered at destination and, if not, the futher 
duty of filing a claim or notice of claim within the six months 
period prescribed in the bill of lading. 

From your statement above it does not appear that any 
action on the part of the carrier prevented you filing the claim 
within the prescribed time. 

The Supreme Court of the United States, in the Blish cas¢, 
241 U. S. 190, held that a stipulation, in the shipping contract 
requiring notice of loss or damage cannot be waived. See alse 
Kahn vs, American Ry. Express Co., 106 S. E. 126 (W. Va); 
which holds that the time limit for presenting a claim was 10 
suspended nor enlarged by the failure of the shipper, without 
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Norfolk Municipal Grain Elevator, Showing Loading Galleries 


Grain Elevator Loading 
Capacity Is Increased 


NORFOLK 


ON HAMPTON ROADS 


A port always free from ice! 


. | ‘O give quicker dispatch to vessels, the City of Norfolk has 
increased the berthing capacity of the Municipal Grain 
Elevator so that three vessels may load simultaneously. 


This added berthing capacity provides the maximum of dis- 
patch, both for vessels and for grain moving through the port. 


Investigate the opportunity the port of Norfolk offers for the 
handling of export grain at a minimum of cost, and with absolute 


freedom from delays, terminal congestion or bad weather 
handicaps. 








For information write 


NORFOLK PORT COMMISSION 


NORFOLK, VIRGINIA 


Route your shipments through the 


“Port of Quick Dispatch and Economical Handling’’ 
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fault of the carrier, to discover the loss until after the time 

had expired. See, however, T. & P. vs. R. W. Williamson & 

Co., 187 S. W. 354. 

Liability of Carrier for Damages Resulting From Improper 
Loading by Shipper. 

California.—Question: Is the carrier liable in the accept- 
ance of a carload shipment- of grapes loaded at a non-agency 
station, when the damage at destination was noted that the 
car was improperly loaded (under loading method No. 2), with 
the exception of the doorway when in order to take up the 
extra space and make the load a solid load, three rows of boxes 
were put lengthwise the car in the doorway instead of cross- 
wise the car in the doorway as called for in loading method 
No. 2. 

Now a word regarding loading methods No. 1 and No. 2. 
The bill of lading line has issued a circular but I do not find 
anything in this circular or rules or regulations pertaining to 
the movement of fruit, that cars loaded or stowed in a differ- 
ent manner would not be accepted as being a safe load or in fit 
condition to be transported in a trans-continental move. What 
I would like to know is, have the carriers the right to decline 
a claim because their inspection at destination showed the car 
loaded in a different manner than that prescribed under their 
circular covered by loading method No. 2? In other words, 
is it not conceded that when the carriers take out upon the 
highway a car, it is their duty to know that it is in fit and safe 
condition to be transported? 

Answer: The decisions of the courts are not uniform as to 
whether or not the duty is imposed upon a carrier to see that 
the packing and conveyances are such as to secure the safety 
of a shipment received by it for transportation. However, the 
rule is laid down in a number of decisions that where the ship- 
per loads freight on a car for shipment, the carrier who receives 
the car as loaded is not liable for damages which arise from 
the defects in the loading, particularly those defects in loading 
which are necessarily invisible to the agent of the carrier who 
accepts the freight, or which he cannot discern by ordinary ob- 
servation or such inspection as he can readily make; that where 
a shipper assumes the duty of loading cars for shipment, the 
carrier is not called on to see that the shipper has properly 
performed his duty in this regard; and that the fact that a car- 
rier’s employees knew before starting that the goods were im- 
properly loaded is immaterial. See Gulf, etc. R. Co., vs Witten- 
bert, 108 S. W. 253; Texas, etc. R. Co. vs. Klepper, 24 S. W. 
567;:R. Co. vs. Oil Co., 198 S. W. 601; Ross vs. Troy, etc. R. 
Co., 49 Vermont 364, 24 Amer. Rep, 144. 

Whether goods were properly loaded in a car is a question 
of fact. The circular issued by the carrier and referred to by 
you is merely a statement, subject to proof, of the proper 
method of loading, and while possibly the best method, others 
are not precluded, if the safety of the goods while in transit is 
assured. 

Freight Charges—Liability of Consignee for. 


Canada.—Question: We purchased a number of cars of 
material from a point in Central Freight territory. Our Orders 
did not give name of carriers to be routed via but specified 
“To be routed so as to take $2.75 rate.” Shippers routed cars 
and specified a railway at destination who had not concurred 
in the agency tariff naming the $2.75 rate. Delivering line 
presented bills at a rate of $3.25 which is the rate applying via 
their line. We settled on the low rate, namely, $2.75 and re- 
ferred them to shippers for the balance. This we claimed the 
right to do as shipper had not signed the clause on the bill of 
lading referring to section 7, which reads as follows: “If this 
thipment is to be delivered to the consignee without recourse 
ro the consignor, the consignor shall sign the following state- 
ent,” ete. Can shippers refuse to pay this balance or are we 
liable for same? 


Answer: The consignor, with whom the contract of ship- 
ment is made, is primarily liable for the payment of the freight 
charges, whether he is the owner or not. A contract to pay 
freight is to be implied from the mere fact that the consignor 
has placed the goods with the carrier for the purpose of being 
carried to their destination. This liability is discharged only 
by full payment by the consignor or consignee. The consignee, 
however, by acceptance of the goods, also becomes liable for 
the freight charges, including any balance due. 

While the carrier should, under the circumstances, make 
collection from the consignor, we believe that, in view of such 
decisions of the courts as the Fink case, 250 U. S. 577; the 
York-Whitney Case, 256 U. S. 406, and the W. & A. R. Co. vs. 
Underwood, 281 Fed. 891, the carrier would be successful in a 
suit against the consignee for the unpaid balance of the freight 
charges, notwithstanding the delivery of the shipment without 
collection of the full amount of the lawfully published rate. 
Application of Combination Rule to Shipment Back-Hauled and 

Reforwarded to Make Proper Delivery. 

West Virginia. Question: Please refer to your answers 
to Oklahoma and Ohio; pages 512 and 826 of September ist and 
October 6th, 1923, issue of The Traffic World, respectively, cap- 
tioned: “Application of Combination Rules to Shipments Back- 
hauled and Reforwarded to Make Proper Delivery,” and advise 
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proper basis for freight charges in case shipper had routed 
via the line which could not make delivery. 

Answer: In the instant case, the situation would be sim. 
ilar to the shipment covered by the answer to Oklahoma on 
Page 512 of the September ist issue of the Traffic World, as 
amended, in our answer to Ohio. That is the reconsignment 
rules must be taken into consideration, and the movement into 
the original destination (or the reconsigning point), must be 
treated separately insofar as the combination rule is concerned 
from that out of the reconsigning point to final destination. 

Liability of Carrier for Loss Through Freezing. 

New York.—Question: In Traffic World XXIX page 726, 
your answer under title “Liability of Carriers for Loss through 
Freezing,” you say in part: 

“It is held in a number of cases that while freezing weather 
such as is likely to cause injury to fruit, vegetables, fruit trees 
and like property, is not deemed an act of God, the carrier will 
not be held liable for loss for such cause unless some fault 
or negligence on his part. Other cases hold, however, that a 
carrier is liable when goods are frozen to its negligence either 
in shipping at a season of the year when a freezing spell might 
reasonably be anticipated or in not properly taking care of a 
shipment: during freezing weather.” 

Are you in position to refer us to the publication contain- 
ing the decisions upon which your answer was based? 

Answer: As supporting the statement to which you refer, see 
the following cases: Hewett vs. Chicago, etc. R. Co., 63 Iowa 611; 
Fox vs. Boston, etc., R. Co., 19 N. E. 222 (Mass.); McGraw vs. 
Baltimore, etc. R. Co., 41 Amer. Rep. 696; Mich. Cent. R. Co. 
vs. Burrows, 33 Mich. 6; Milton vs. Denver, etc. R. Co., 29 pac. 
22 (Colo.); Pierce vs. So. Pac. R. Co., 47 Pac 874 (Cal.); Hin- 
ton vs. Eastern R. Co., 75 N. W. 373 (Minn.). Also Schwartz 
vs. Erie R. Co., 106 S. W. 1188 (Ky.); White. vs. Minneapolis, 
ete. R. Co., 127 N. W. 544 (Minn.); Calender-Vanderhoff Co. Vs. 
= etc. R. Co., 109 N. W. 402; Vail vs. Pac. R. Co., 63 Mo. 


Application of Rate—Intermediate Rule—Meaning of Term 

“Line” When used Therein. 

Ohio.—Question: Please give me your opinion, as well as 
decisions of the Commission of courts, if any, in which they 
define the meaning of the phrase “same line or route” in Fourth 
Section of Interstate Commerce Act. 

What I am trying to get at, is whether the word line as 
used in the Fourth Section means a particular road or whether 
it can be construed to mean the entire line of movement from 
point of origin to destination, when more than one road is in- 
volved. For instance, does a through rate from E. St. Louis, 
Ill. to Detroit, Mich., via B. & O. to Toledo and D. & T.S. L. 
beyond constitute one line? 

The intermediate clause in some tariffs reads substantially 
“rate to any point not named will be the rate to the next more 
distant point on the same line to which a rate is named.” If 
this intermediate rule were used in connection with the above 
line from East St. Louis to Detroit, would a specific rate pub- 
lished to Detroit apply to Dayton, Ohio? Detroit being on the 
D. T. S. L. and Dayton on the B. & O. 


Answer: The Commission has informally ruled that under 
circumstances such as you describe that the rate to the more 
distant point located on the connecting line is applicable at the 
intermediate point, basing its opinion on The Vermont State 
Grange vs. Boston & Lowell R. R. Co., 1 I. C. C. 158. See also 
The First Annual Report of the Interstate Commerce Commis- 
sion 1887, 1 I. C. C. 254 and Daniels vs. C. R. I. & P.61.C.C. 
a in which the Commission, on page 289 of the former case 
said: 

“In some cases the lower rate on the longer line is a com- 
bination of rates over several lines; and it has been contended 
in some quarters that the fourth section only applies to cases 
in which the carrier who makes the greater charge for the 
shorter haul controls the line of longer haul, and makes the 
charge upon that also. The Commission does not take this 
view, but has decided in the case of the Vermont State Grange 
against the Boston and Lowell Railroad Company and others 
(I. C. C. Reports, page 158), that where a carrier unites with 
one or more others in making a rate for long-haul traffic, the 
rate so made constitutes a measure for the rates on short-haul 
traffic upon its own lines as much as it would if the long-haul 
transportation was in its lines exclusively.” 


Demurrage Charges—Liability of Consignor for, Where Goods 
Are Shipped On Order Notify Bill of Lading. 

Michigan.—Question: A carload shipment was made on at 
order-notify bill of lading, with draft attached, freight charges 
collect. Consignee paid draft and received bill of lading upon 
arrival of car but did not unload it until several days demul- 
rage had accrued. Freight agent at destination failed to col- 
lect demurrage charges from consignee and carrier now seeks 
to make collection from shipper claiming that collection cal- 
not be made from consignee. 

Is shipper liable for these demurrage charges if assessed 
under the straight plan? Under the average plan? ; 

Answer: The rule is that the consignor, as the party with 
whom the contract of shipment was entered into, is primarily 
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GENERAL GRAIN RATE INQUIRY 


' 
e INTERSTATE COMMERCE COMMISSION DOCKET 15263 
d 


Investigation instituted by the Commission with a view to determining whether and 
to what extent the rates, etc., in respect of the transportation of grain and grain prod- 
ucts, in interstate or foreign commerce, are unjust, etc. 


1s Hearing set for Kansas City beginning November 14th, before Commissioner Aitchison and 
Examiners Keene and Beach. 
The Official Stenographers’ minutes of these and all other I. C. C. hearings can be secured from the Official Report- 


ers for the Commission, The State Law Reporting Company, 235 Broadway, New York City, or from the Official Field 
nt Reporter at the hearing. The charge will be 12'4c per page (fixed by the Commission). 
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liable for the payment thereof. A contract to pay freight is to 
be implied from the mere fact that the consignor has placed the 
goods with the carrier for the_purpose of being carried to their 
destination, and this liability is discharged only by full pay- 
ment by the consignor or consignee, 

While, so far as demurrage charges which accrue after the 
surrender of the bill of lading and acceptance of the goods 
from the carrier by a consignee are concerned could hardly 
be charged to a consignor, where, as in the instant case, the 
demurrage accrues prior to the acceptance of the goods and the 
surrender of the order notify bill of lading, the above referred 
to rule is, in our opinion, applicable and controls the liability 
of the consignor. This, for the reason that the goods are in 
possession of the carrier for account of the consignor until the 
order notify bill is surrendered by the order notify party, that 
party not being entitled to the goods until such time and other 
than for notification purposes not being a party to the trans- 
action, so far as the delivery of the goods by the carrier is 
concerned, until the bill of lading is surrendered. 

Liability of Carrier Where Shipper Instructed to Replace Ship- 
ment Converted by Carrier. 

Pennsylvania.—Question: We sold a car of merchandise 
to Mr. A, but through carrier’s error it was delivered to Mr. B, 
who accepted it and paid us $4.00 more than we would have 
obtained from Mr, A. 

The carrier instructed us to ship replacement car to Mr. 
A, (they also instructed us to negotiate with Mr. B to accept 
the astray car) which we did. However, since the original car 
was sold four months prior to the time of shipment, the replace- 
ment car had to be biled at $284.00 more than the original car, 
due to a sharp advance in cost of production in the interim. 
Mr. A refused to pay the advance price, insisting that we make 
replacement at the old price. 

Consequently we placed claim with the carrier for the dif- 
ference ($280.00) who refuse adjustment, claiming that. we re- 
ceived $4.00 more for the sale of the astray car and disclaiming 
responsibility for any replacement even though they directed 
us, in writing, to do so. 

Will you kindly advise if you know of any precedents or 
court decisions on a similar case? We can see no other way 
than that we were losers to the extent of $280.00 solely through 
carrier’s blunder. 


Answer: Provided you were authorized by an agent of the 
railroad company having authority to do so, we do not see how 
the carrier can justify the declination of your claim, if the 
amount thereof actually represents the difference in produc- 
tion costs and the forwarding of the car was in compliance 
with the definite instructions of the carrier’s agent. 


However, as it has been held that a local station agent has 
no authority to bind the carrier by a contract to settle a claim 
for damages, such claims being passed on and determined by 
officers of the company specially designated for that purpose 
(See Chicago, etc. R. Co. vs. Kelm, 141 N. W. 295 (Minn.); 
New Hampshire Wholesale Fruit Co. vs. Payne, 120 Atl. 78), 
the liability of the carrier necessarily depends upon whether 
the instructions for the forwarding of a duplicate shipment to 
A were given by an agent of the carrier authorized to do so. 

Tariffs—Carrier Must Comply Strictly With Terms of. 


Wyoming.—Question: I have before me a complaint, in 
connection with a tariff issued by the X. Y. Z, Railroad, apply- 
ing on food and clothing between all points on the X. Y. Z. 
Railroad. 

Provisions of this tariff are that rate of 1 cent per ton mile 
will be accorded to employees of that road, when consigned 
to the forman of a gang or to employees of that road, when 
not under direct supervision of a foreman, when approved by 
the officers designated to pass on such matters. 


Rates named will not be applied on such shipments destined 
to any station that affords regularly a sale of and an opportun- 
ity to purchase the kind of goods shipped, the rate being ap- 
plicable to points not affording such a market. 

Investigation in connection with this document, results in 
a finding that the carrier does ship to points that afford a mar- 
ket for goods similar to those purchased. Further, that this 
rate is applicable from only one point, and that it is applicable 
only for one or two shippers from this one given point and that 
authority for application of this rate to stations that have mer- 
cantile establishments is on file at this one given point of origin, 
and destined to points on line of carrier. Also, that a baggage 
car service is accorded to one shipper, same not being allowed 
to others. 

I claim unjust and unreasonable discrimination and prefer- 
ential rates,-and a violation of tariff provisions, in shipping to 
neve affording a sale of such goods, also discrimination in 
service, 


I am aware of Interstate Commerce Conference rulings in 


regard to the transporting of merchandise at a free rate for their - 


employees and contractors, but on making a complaint to the 
carrier they contend that it is lawful to transport merchandise 
for their employees at reduced rates, as carried in the above 


named tariff, if they (the employees) do not sell such mer-’ 


chandise to the public. 
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The purpose of the tariff, I believe, is to give all merchants 
located along the line an opportunity to sell to the carrier’s 
employees at places where such goods are not procurable, and 
use the rate quoted for such goods via this line. If such was 
not the intention of this tariff, the provision that it is not ap. 
plicable to points affording a market would not be necessary, 

Will you please give me your opinion and cite me decisions 
of the Interstate Commerce Commission on same. 

Answer: While we do not locate an opinion of the Inter. 
state Commerce Commission relating to the application of such 
a tariff, under the law all tariffs lawfully on file with the Ip. 
terstate Commerce Commission must be applied strictly in ae. 
cordance with the terms thereof and without discrimination, 
the carrier being liable to the penalty provided for in the Ip. 
terstate Commerce and Elkins Acts for its failure to do so. 


Liability of Steamship Company for Loss of Goods. 

Connecticut.—Question: We purchased from a firm on the 
Pacific Coast, 401 pieces of fir lumber 8x10, all 34 feet long 
price to cover delivery to lighter in New York Harbor. We then 
made arrangements with a responsible lighterage concern to 
handle this lumber from alongside steamer New York Harbor 
to over the string piece our dock, Bridgeport, Conn. 

Within a very few days after the lumber arrived at ou 
dock and was delivered, there was found to be a shortage of 
15 pieces. Each individual piece of this lumber is so large as 
to preclude the possibility of pilferage. 

We took the matter of shortage up with the lighterage con- 
pany, who refused to accept responsibility, claiming that they 
delivered all the stock that the steamer delivered to them. 

The steamship company also refused to accept responsibil- 
ity, claiming that they delivered the entire shipment to the 
lighterage company. The lighterage company gave the stean- 
ship company a receipt reading: “The total number of feet of 
lumber more or less.” Please advise who was the responsible 
party in this case, and to whom we should make claim. Also 
advise if the Harter Act of Congress 1893 will apply in this 
case. 

Answer: In the Wildenfels, 161 Fed. 864 it was held that 
under the rule of the American Courts of Admiralty a lighter 
hired exclusively to convey the goods of one person to a par 
ticular place for an agreed compensation is not a “common ear. 
rier” with respect to such goods, but a “private carrier,” and 
liable only as a bailee for hire. 

There being no contract for a through shipment the bur 
den is upon you to prove where the loss occurred, that is, 
whether while the goods were in the possession of the steam: 
ship company or while in the possession of the lighterage com: 
pany and to bring suit accordingly if necessary. If you can 
prove delivery of the full amount to the steamship company, 
as to which the bill of lading receipt for that amount is prima 
facie evidence thereof, although subject to rebuttal by the 
steamship company, the qualified receipt of the lighterage com- 
pany should aid you in fastening liability upon the steamship 
company. 

Where the loss, if any, occurred is necessarily a question 
of fact, the determination of which fact will, of course, de 
termine which carrier is liable. 


Delay—Liability of Carrier for, Where Result of Defective Equip 
ment Furnished by Shipper. 

IHinois—Question: There was shipped from station A il 
Indiana to Station B in Illinois, a distance of about 50 miles, 
a tank car of oil in a private tank car. Shipments of this char 
acter ordinarily come through in about three days. This par 
ticular shipment consumed fourteen days in transit necessitat: 
ing the hauling of oil from another city subjecting us to extl 
expense. The carriers are willing to pay only fifty per cent of 
our claim on the ground that although the car had been thor 
oughly inspected by the shippers and the carriers a mechanical 
defect occurred enroute, for which they disclaim responsibility. 

Our question is, are not the carriers responsibile ev 
though the shipment was in a private tank car? 

Answer: A carrier is liable in damages for unreasonable 
delay in the transportation of goods, unless such delay is dé 
to one or more of the causes which the law recognizes as 
excuse for delay, such as an act of God, unusual press of bust 
ness, weather conditions, acts of the shipper, etc. We ca 
locate no case involving the carrier’s liability where delay W% 
the result of defective equipment furnished by a shipper, bil 
in two cases one of the federal courts has enunciated principle 
with respect to a shipper’s equipment which if followed, would 
seemingly exonerate a carrier from liability where it is prov 
that the delay was due to defects in a shipper’s equipmet! 
which existed but were not apparent at the time the goods wél 
received for transportation—See A. G. S. vs. Morris & Co. 24 
Fed, 312 and Ry. Co. vs. American Cotton Oil Co., 249 Fed. 38 

Damages—Measure of 

Arkansas.—Question: In connection with loss and damat 
claims can you refer us to the court ruling advising what ba‘ 
a retail merchant has for filing claims on shipments that be 
been damaged beyond repair or lost in transit. The McCall 
Dinsmore case, 253 U. S. 97 allows a jobber, where his goods 
have been damaged, to file claim for-his jobbing price, therebl 
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ALBANY, N.Y. 


Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Security Storage & Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 





ROUTE YOUR CARGO VIA 


Mobile=Gulfport~Pensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 


Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports 
Hamburg and Bremen 


We Solicit General Cargo 


LIVERPOOL 


Sailing from Mobile Nov. 23 
Sailing from Gulfport Nov. 27 
Sailing from Pensacola Nov. 30 


LIVERPOOL AND MANCHESTER 
Sailing from Mobile Dec. 24. 
U.S.8.B. 8.8. COAHOMA COUNTY Sailing from Gulfport Dec. 28 
Sailing from Pensacola Dec. 31 


LONDON 
Sailing from Mobile Dec. 10 





U.S.S.B. 8.S. AFOUNDRIA........ 


U.8.8.B. 8.8. EFFINGHAM........ Sailing from Gulfport Dec. 13 
Sailing from Pensacola Dec. 17 


Sailing from Gulfport Dec. 20 
U.8.8.B. 8.8. CLAVARACK........ Sailing from Mobile Dec. 28 
Sailing from Pensacola Dec. 31 


BREMEN AND HAMBURG 


Sailing from Mobile Nov. 20 
U.S.S.B. 8.8. WEST HARDAWAY { a ee ee 


Sailing from Mobile Dec. 29 
U.S.8.B. 8.8. BRADDOCK......... { See en Teese tee 


Waterman Steamship Corporation 
“Operating United States Government Ships” 
MOBILE, ALABAMA 
Our Service Backed by 18 Years’ Experience 
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eal at other and more congested terminals, resulting in a substantial saving of time. 
‘ ° The M. N. & S. Ry. also has advantageously located terminals for the delivery 

of freight shipments at Minneapolis. 

@St. Paul Our business is service—Consequently we give every shipment personal attention. 

Postal notice of the movement of all cars sent to both consignor and consignee. 

Ler; In the last two years the volume of competitive traffic handled by the M. N. & 
: S. Ry. has increased to five times the tonnage handled in 1921. Real service is the 

> only means by which that result could be accomplished. 


Try the M. N. & S. Route and Convince Yourself ; 


For the benefit of those interested, we have published a pamphlet showing list 
of all industries having side track facilities in the City of Minneapolis. Copies can 
be secured from any of the following representatives of this company. 


MIGILL-WARNER CO G. C. WRIGHT, Traffic Manager, 209 Lincoln Bank Bldg., Minneapelis. 


s ao . Ze 
SN inneapolia OR 
a - 
¢ 


a &. 


AD 
>) Des Moines 
» Council Blais fe 









ROUTING OF THROUGH FREIGHT. 


C.G.W. R.R., Northfield, M.N. & S. Ry. 



















MINNEAPOLIS, NORTHFIELD AND SOUTHERN RAILWAY 


heme . TERMINAL DELAY ELIMINATED 
a ye .. 


Through carload shipments routed via the M. N. & S. Ry. are interchanged with 
- ‘ the G. N., N. P., Soo and C. M. & St. P. at Minneapolis. Interchange with these 
. = ; lines is effected within a few hours, where days are required for the same interchange 


C.G.W. R.R., Northfield, M.N.& S.Ry., E. J. Sexton, 209 Lincoln Bank Bldg., Minneapolis L. W. Gent, 211 Railway Exchange Bldg., Kansas City 
or . 


Minneapolis, care of G. N., N. P., Soo, or C J. E. Delmore, 209 Lincoln Bank Bldg., Minneapolis F. C. Nessly, 4437 White Henry Stuart Bldg., Seattle 
M. & St. P., or the reverse of this routing on — — — —, Woolworth Bldg., New York City C. T. Spooner, 232 Chamber of Commerce Bldg., Portland 
eastbound shipments. a one, 306 Free Press Bldg., a W. H. —— 4 pte Sie, See See 
ROUTING OF MINNEAPOLIS FREIGHT. - J. Mitchell, 520 Marquette Blidg., cago Geo. A. Davis, 301 ert Dollar g., San Francisco 


— — — —, Hippodrome Bldg., Cleveland H. W. Stigler, 33 Porter Bldg., Memphis 
G. W. Neudling, 403 Pierce Bldg., St. Louis 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


The Shipping Clerk Speaks 


LEONARD'S : of the sn oa 
SHIPPING Detelio hie ea 
GUIDE 
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The Cleve- 
land Brass 
Mfg. Co., of 
Cleveland, 
Ohio, pass 
this infor- 
mation on to 
us as a tribute 
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Shipping Guide 
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<a S Learn all 
. about this big 
help to shippers from 


G. R. LEONARD & CO. 






packages, 
reel, post, ex- 
somean ian. 155 N. Clark Street, Chicago 


226 E. 23rd Street, New York 











TRAFFIC REPRESENTATIVES: 
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allowing him not only his profit but his overhead expense, 
whereas, carriers contend that as to retail shippers, they can- 
not settle on the selling price to the retail trade, but that they 
should settle on the invoice price to the retailer. We doa not 
think that claim should be settled on the retail selling price, 
but do think that the retail man is entitled to his profit as much 
as the jobber. We would be pleased if you would refer to us 
any ruling that allows the retail man to file his claim wherein 
he is to be granted his profit. 

Answer: The Supreme Court of the United States, in the 
McCaull-Dinsmore case, held the provision in the carrier’s bill 
of lading which provided that the amount of any loss or damage 
for which any carrier is liable should be computed on the basis 
of the value of the property at the time and place of shipment, 
including freight charges, if paid, to be a, limitation upon a car- 
rier’s liability and therefore contrary to the Cummins Amend- 
ment, and stated that the measure of damages was the actual 
loss caused by the breech of the contract of carriage, which 
loss is what the shipper would have had if the contract had 
been performed. This, as a rule, where the goods are damaged, 
is the difference between the value of the goods in their dam- 
aged state and what would have been their value at destination 
if delivered in good order, with interest, less the unpaid cost 
of transportation. Where the goods are lost or destroyed the 
carrier is liable, as a rule, for their value at the place of des- 
tination at the time they should have been delivered, with in- 
terest thereon from that time, less the unpaid cost of trans- 
portation. In the event of damage resulting from delay in 
transit, the measure or damage is the difference between the 
value of the goods at destination at the time they arrived and 
their value at destination at the time they should have arrived 
in the usual course of transportation. 

The value at destination to be used as a basis for arriving 
at the amount of damage is the market value, provided there 
is a market for the goods. Where there is no market value 
at the place of destination, the actual or intrinsic value or the 
fair and reasonable value of the goods at that point is the 
amount of damages. Just how this market value is to be de- 
termined in a given case is the subject of many decisions of the 
courts and igs not a question easy of determination for the pur- 
pose of stating a general rule to be fgllowed. See the follow- 
ing cases which relate to the question of whether the profits 
under the sale of goods at retail may be recovered: Brown Coal 
Co. vs, Ill. Cent. R. Co., 192 N. W. 920; Smith vs. N. Y. O. & W., 
196 N. Y. S. 521; American Ry. Express Co. vs. Parisian Hat 
Co., 240 S. W. 947; M. & M. Transportation Co. vs. Branch, 282 
Fed. 494; C. R. I. & P. Ry Co. vs. Broe, 86 Pac. 441, these cases 
holding that profits from the sale of goods at retail may not be 
recovered in an action for damages. 

Damages—Special, Notice to Carriers. 

Colorado.—Question: We filed claim with the railroad 
company for loss incurred account of delay in transit. 

A carload of wire moved from the East consigned to our- 
selves. The regular schedule at this time was from 12 to 14 
days, but the car was 30 days in transit. This was a consigned 
car and we sold the entire car before it arrived. We paid the 
shippers at the market price of this material on the date of the 
delivery of the car to us. This car was forwarded from point 
of origin on November 21st, 1922, and arrived in Denver on 
December 20, 1922. The price of wire advanced when the car 
had been enroute 19 days and we had to pay the shippers on 
the advanced price. 


We contend the car was delayed enroute, and being a con- 
signed car we were rightfully entitled to receive same on sched- 
ule time, and if car had arrived on schedule time we would not 
have suffered any loss. This car moved via Memphis, Tennes- 
see, and we called the general agent of the connecting line at 
Memphis and told him that if there was any danger of any con- 
gestion on their road that we wished to divert this car via a 
line that was not having any trouble with congestion at this 
time, and we were informed by him that the car would move 
on schedule time. 


The following is taken from a letter from the railroad com- 
pany declining this claim: 


“If I correctly understand the facts, this consignment was 
billed upon by XYZ Sons Co. to A. & B. €o. There was some 
delay in transit during which the market rose. A. & B. Co. 
were not the owners in transit, but received the shipment and 
stored it as agents of XYZ & Sons Co., with the understanding 
that the various articles would be paid for by A. & B. Co. at 
the market price at the time that the latter accepted and re- 
moved the articles from their warehouse. 

“If these facts are correct, A. & B. Co. were not the real 
parties in interest nor the owners of the shipment while in 
transit, and have no cause of action against the railroad com- 
pany. The real party in interest who actually owned the ship- 
ment while in transit was XYZ & Sons Co., and this firm ap- 
pears to have profited by the delay. 

The fact that A. & B. Co. are named as consignees does not 
alter the situation, as the claim is predicated on the theory that 
they were merely acting as agents of the shipper in receiving 
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is yours, if you subscribe for the 
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It contains not only the latest, 
most complete and most 
authoritative traffic news ac- 
counts available, but it pub- 
lishes promptly— 

Rate Committee Dockets 

Tariff Abstracts 

Embargo Notices 

Sixth Section Orders 


and other information the 
value of which is largely de- 
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And when you subscribe for 
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FORT WORTH, TEXAS 


11 TRUNK LINES 
17 OUTLETS 


Distribution of Pool Cars and Merchandise 
for Storage. 


FORT WORTH WAREHOUSE 
AND STORAGE COMPANY 
L. C. ABBOTT, Manager 





FREIGHT GAR REPAIR WORK 


We are equipped with the shop 
facilities and experienced labor 
to repair and build Railroad 
Freight Cars In our large new 
plants at Sharon, Pennsylvania, 
and Kansas City, Kansas. 


We can give prompt service in 
the fabrication of underframes, 
center sills, draft arms, and 
similar car construction. 


PENNSYLVANIA CAR COMPARY 
SHARON, PENNSYLVANIA 


New York St. Loule Kansas City Tulea 
Houston Casper San Francisee Bear mont 
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New York-Baltimore-Norfolk- 
Pacific Coast Ports 


VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 
WESTBOUND SAILINGS 

Baltimore NewYork Norfolk 


0 a Nov. 12 Nov. 15 Nov. 17 
es xa ly Ge ee arms Nov. 22 Nov. 23 
SANTA OLIVIA...... Nov. 26 Nov. 29 Dec. 1 


THEREAFTER EVERY WEEK 
EASTBOUND SAILINGS 


San Francisco Los Angeles 
SANTA CLARA..... Nov. 17 Nov. 19 


VENEZUELA....... Nov. 29 Dec. 1 
SANTA ROSA ...... Dec. 1 Dec. 3 
SANTA PAULA ..... Dec.-8 Dec. 10 


THEREAFTER EVERY WEEK 


*Calling at Manzanillo, San Jose de Guatemala, La Libertad, 
Corinto, Canal Zone, Havana (Eastbound), Baltimore (East- 
count, ’ Norfolk and New Y: 


FARES, to Los Angeles or San stan ll FIRST CLASS, $270 and $300 
PANAMA SERVICE 
Between San Francisco, Los Angeles, Mexico, Central America and Canal Zone 
S.S. NEWPORT sails from San Francisco Nov. 27 


and sailings about every 22 days thereafter 


PACIFIC MAIL S.S. COMPANY 


10 Hanover Square, New York 508 California St., San Francisco 
605 Central Bldg., Los Angeles, Calif. 
ALSO OFFICES IN 
NS isc sosmmuited Hoge Building Norfolk. .. Southgate Fwd. & Stg. 


Building leveland..... 630 Engineers Bldg. 
Pittsburgh . 410 State Theatre Bldg. 


ILLINOIS NORTHERN 
RAILWAY 


Excels in the handling of INTERMEDIATE SWITCH- 
ING SERVICE AT CHICAGO, ILLINOIS, between the 
following Railroads: 


A. T. & 8. F. Ry. St. P. Ry. 


C. M. & 
C.& A. R. R. Cc. C. C. & St. L. Ry. 
C. & I. W. Ry. G. T. Ry. 
C. & N. W. Ry. tg! 
Cc. B. & Q. R. R. . Railroad 
M. St. P. & S. Ste. M. Ry. (Soo Line) 


Both INBOUND AND OUTBOUND, less carload 
freight handled for ALL ROADS entering Chicago at the 
flat Chicago rate thru our McCormick Freight Station. 


INDUSTRIAL LOCATIONS 


Choice locations can be found on the line of the 
ILLINOIS NORTHERN RAILWAY for manufacturing 
and other business. 

Chicago rates apply to and from all industries. 

Our trap car service allows for the handling of 

L. C. L. freight between our industries and McCormick 


Station free of charge, in lots of 6,000 pounds or more, 
thus avoiding cartage. 


INQUIRIES INVITED 


Address inquiries to T. J. Maloney, Vice-President, 
606 S. Michigan Ave., Chicago, Illinois. 
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the shipment, and that when they ultimately acquired posses- 
sion, that they had to pay the then existing market price.” 

Kindly advise if you know of any similar cases and also 
if you think we are entitled to a claim. 

Answer: Regardless of the question of whether or not the 
ownership of the goods in question was in the consignee thereof, 
namely the “A. & B. Co.” during the time the shipment was in 
transit, thereby affording that party the right to damages for 
unreasonable delay to the goods, if the carrier be liable there- 
for, it is our opinion that no recovery can be had for the rea- 
son that the damages claimed are special damages, which dam- 
ages are recoverable only when notice of the urgency and the 
circumstances which require prompt transportation of the goods 
is given to the carrier at the time the goods are delivered to 
the carrier for transportation or that it appear from the nature 
of the goods shipped of from other circumstances that the car- 
rier ought to have known of the consequences which would 
follow from a delay in transportation. ; 

Overcharges—Intrastate Shipments. 

In our answer to West Virginia, under the above caption, 
on page 1084 of the November 3, 1923 Traffic World, we stated) 
in effect, that the provisions of Section 16 of the Act applied 
to claims against the Railroad Administration on intrastate 
traffic, overlooking the fact that Section 206-C of the Trans- 
portation Act, as amended, governs the filing of such claims on 
shipments moving during Federal control. 


REVENUE FREIGHT LOADING 


Revenue freight loading showed a slight increase the week 
ended October 27 over the preceding week, the total number 
of cars having been 1,073,965, as compared with 1,072,881 cars the 
preceding week, according to the weekly report of the car service 
division of the American Railway Association. After the last 
week of October the seasonal decline in loading usually sets in 
and it is expected that the week ended September 29 with its 
loading of 1,097,274 cars will hold the record for 1923 and every 
preceding year. 

Loading by the districts the week ended October 27 and the 
corresponding week of 1922 follows: 





Eastern district: Grain and grain products, 9,752 and 10,074; live 
stock, 4,090 and 3,983; coal, 53,113 and 53,461; coke, 2,986 and 1,960; 
forest products, 5,601 and 5,924; ore, 5,749 and 4,735; merchandise, 
L. C. L., 68,831 and 64,165; miscellaneous, 104,317 and 98,652; total, 
1923, 254,439; 1922, 242,954; 1921, 246,988. se 

Allegheny district: Grain and grain products, 2,955 and 3,530; 
live stock, 3,479 and 3,984; coal, 53,200 and 58,698; coke, 5,577 and 
5,815; forest products, 3,475 and 3,214; ore, 12,254 and 8,811; merchan- 
dise, L. C. L., 52,753 and 50,799; miscellaneous, 80,622 and 85,548; total, 
1923, 214,315; 1922, 215,399; 1921, 194,367. 

Pocahontas district: Grain and grain products, 245 and 212; live 
stock, 363 and 369; coal, 28,867 and 18,881; coke, 451 and 370; forest 
products, 1,968 and 1,681; ore, 96 and 48; merchandise, L. C. L., 6,791 
and 5,464; miscellaneous, 5,244 and 3,779; total, 1923, 44,025; 1922, 
30,804; 1921, 37,273. . 

Southern district: Grain and grain products, 3,503 and 3,770; live 
stock, 2,826 and 2,643; coal, 24,981 and 22,373; coke, 1,024 and 1,201; 
forest products, 24,475 and 20,767; ore, 1,547 and 1,347; merchandise, 
L. C. L., 41,347 and 38,246; miscellaneous, 47,826 and 45,183; total, 1923, 
147,529; 1922, 135,530; 1921, 130,934. 

Northwestern district: Grain and grain products, 15,786 and 
15,582; live stock, 11,035 and 10,241; coal, 9,918 and 11,299: coke. 1,497 
and 1,474; forest products, 18,984 and 14,709; ore, 32,465 and 30,187; 
merchandise. L. C. L., 31,561 and 26,737; miscellaneous, 46,763 and 
38,625; total, 1923, 168,009; 1922, 148,854; 1921, 125,247. 

Central Western district: Grain and grain products, 12,559 and 
13,397; live stock, 18,079 and 17,714; coal, 19,775 and 22,687; coke, 256 
and 324; forest products, 12,893 and 8,133; ore, 2,728 and 2,328; mer- 
chandise, L. C. L., 35,644 and 33,140; miscellaneous, 69,726 and 65,762; 
total, 1023, 171,160; 1922, 163,485; 1921, 147,618. 

Southwestern district: Grain and grain products, 4,620 and 4,719; 
live stock, 4,223 and 3,644; coal, 5,681 and 6,410; coke, 244 and 142; 
forest products, 9,122 and 5,777; ore, 666 and 394; merchandise, L. C. 
L. 15,643 and 13,457; miscellaneous, 34,289 and 28,149; total, 1923, 
74,488; 1922, 62,692; 1921, 68,957. 

Total, all roads: Grain and grain products, 49,420 and 51,284; 
live stock, 44,095 and 42,578; coal, 195,535 and 193,809; coke, 12,035 and 
11,286; forest products, 76,018 and 60,205; ore, 55,505 and 47,850; mer- 
chandise, L. C. L., 252,570 and 232,008; miscellaneous, $88,787 and 360,- 
698; total, 1923, 1,073,965; 1922, 999,718; 1921, 951,384. 


PAYMENTS TO RAILROADS 


The Treasury announced this week that payments to rail- 
roads under sections 204, 209 and 210 of the transportation act 
amounted to $19,428,903.59 in October, bringing the total paid to 
date to $848,087,197.90. The total payments to date were divided 
as follows: Section 204, reimbursement of deficits, $8,256,526.97; 
section 209, guaranty, $500,380,003.93; section 210, loans, $339,- 
450,667. Repayments on loans amounted to $146,501,558.03. The 
payments made in October follow: 


Section 204: 






ee 5,648.94 
Cimarron & Northwestern Railway Co............. a 25,228.35 
Flint River & Northeastern Railroad Co........... ifs 4,225.33 
Rome & Norther Bairoad CO. ccc sccccccccccccccce 4,224.84 
Roscoe, Snyder & Pacific Railway..........ccccccccccce 17,286,62 
Smoky Mountain Railway Co 3,793.14 
Tavares & Gulf Railroad Co........... 24,266.23 
Washington Run Railroad Co 11,760.21 
Section 209: 
ae OE EL OI 9 a. re cine) 6: 6:0 0:0 8 sible ed wr@ierecele 102,680.44 
Central New England Railway Co...........ccceceeeee 19,204.09 
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Charlotte, Monroe & Columbia R, R. Co.............5. 1,597.55 
Chesterfield & Lancaster R. BR. Co... .ccccccsvvccsccces é ¢,194,38 
Cleveland, Cincinnati, Chicago & St. Louis Ry. Co..... 2,964,911.86 
Cimemmnati Northern FR..2h.. GOs. < asa > dic e4:0:0:6:5.00.0'b0i0'0 vce 25,100.41 
Detroit, Grand Haven & Milwaukee R. R. Co.......... 525,423.98 
DGErOht & FSUPON Mawar CO... hike. ds cowie css neecoees 11,890,37 
SE ae WPGRE GOL FEAT oo ds ca oe cc cece ceccescveceses 4,329.84 
rowan Central Ge GUlE, TAWOE c. vo.c oc ciecccccccescsces 13,015.17 
Prankiin & Pittsyivania. Raliroad Co... .....cccceceseee 2,672.36 
Grand Trunk Ratlway Co. of Camada........ccccccccecs 741,392.09 
Acct. of: Atlantic & St. Lawrence R. R. Co. 
Chicago, Detroit & Canada Grand Trunk 
Junction R. R. Co. ; 
—- Saginaw & Mackinaw R. R. 
o. 

Lewiston & Auburn R. R. Co. 

wena. Ale Eames RY... .cick ccccccnsee 
Grand Trunk Western TRaway CO... icc ccccccsccsccces 1,171,829.18 
WUGate SIGEOOe TOME, iy Bes CO vivgesc ccseeesersccssceees 897,228.54 
Kanawha & West Virginia R. R. Co...........eeeeeee 56,183.21 
ee A ere ere 200,412.87 
Macon, Dublin & Savannah Railroad...............++- 16,337.16 
Michigan Central RAMPOad CO. 2... ccccccccccccccecccces 1,139,827.80 
Natchez, Columbia & Mobile R. R. Co........--...+0e- 3,722.91 
New Orleans, Texas & Mexico Railway Co...........-. 317,018.75 
New York, New Haven & Hartford R. BR. Co.......... 2,891,206.26 
New YOrk Central Rasroad CO. ccccccve cccscqervsvsscve 5, 282,637.82 
Pittsburgh & Shawmut Railroad Co.............eeee 71,739.32 
Pittsburgh & Lake Brie Railroad Co... ..cccccccccceove 1,275,409.14 
Pontiac, Oxford & Northern R. R. Co... ..scccseccccecs 63,700.93 
Raleigh & Charleston BR. R. CO... cccccscccccccscccvers 4,656.71 
oe OO > ee ne re 20,646.31 
Tampa & Gulf Const RalirOad CO. ...ccccccvcccsoccecce 29,453.79 
Tampa Northern Railroad Co... ...ccecccccccccscccveve 24,819.02 
Toledo & Ohio Central Ry. C0. .....cceccccccccvccccccee 514,686.90 
Toledo, Saginaw & Muskegon Railway CoO...........++ 105,278.57 
Union PACIHIC TAMPOR Ceo ccccicccscvccciccessescscees 374,293.41 


Acct. of: Los Angeles & Salt Lake R. R. Co 
Oregon Short Line R. R. Co. 
Oregon-Washington R. R. & Nav. Co. 
Virginia. Blue. RiGee RAM WAY. «ccc sc ccccccsctvcesvcwsess 780.11 


Waupaca-Green Bay Railway........ccccccccccccccsces 2,940.85 
York Harbor & Beach Railroad Co..........ceeeeceeees 1,237.83 

Section 210: . 
450,000.00 


Seaboard Air Line Railway Co........ccccccccccscccses 


SEPTEMBER EARNINGS 


“Reports filed by 194 class I railroads, representing a total 
mileage of 235,812 miles, showed that those roads in September 
earned an annual rate of return of 4.46 per cent on their tentative 
valuation, as fixed by the Interstate Commerce Commission for 
rate making purposes, including additions and betterments up 
to January 1, 1923,” the Bureau of Railway Economics said in a 
statement which continued as follows: 


In dollars this rate represented a net operating income for 
the month of 92,238,400. In the Eastern district the rate earned 
was 3.93 per cent; the Southern district, 5.20 per cent, and the 
Western district, 4.86 per cent. . 

These tabulations were compiled by the Bureau of Railway 
Economics from reports filed with the commission. 

The same carriers in September last year earned a net oper- 
ating income of $58,677,600, which was at the annual rate of 
return of 2.90 per cent. In August this year their net operating 
income was $98,343,200, or 4.94 per cent. 

As was the case in the two previous months, account must 
be taken, in considering the earnings of the Class I carriers 
in September, of the strike of railway shopmen which began on 
July 1, last year, at which time the coal miners’ strike was also 
in progress. 

Twenty-two Class I railroads in September operated at a loss, 
of which eleven were in the Eastern district; two in the Southern 
district and nine in the Western. In August, sixteen carriers 
had operating deficits. : 

Operating revenues of the Class I carriers in September 
totaled $545,502,700, an increase of $44,620,000, or nearly 9 per 
cent over the same month last year, while their operating ex- 
penses amounted to $415,983,500, an increase of $7,070,600, or 
about two per cent over September last year. ; 

For the first nine months this year the net operating income 
of the Class I railroads represented an annual rate of return of 
5.27 per cent on their tentative valuation, amounting in dollars 
to $718,948,600, compared with $529,470,680, or 3.96 per cent for 
the same period in 1922. This was an increase of $189,478,920 
over the first nine months last year. 

In the Eastern district, for the first nine months, the rate 
of return was 5.84 per cent or $377,353,000; the Southern district, 
6.21 per cent or $96,049,700, and the Western district 4.35 per 
cent or $245,545,800. 

Tabulations as. to tentative valuation of the carriers, accord- 
ing to the various sub-districts have not been made by the Inter- 
state Commerce Commission, but, compilations show the annual 
rate of return for the carriers for the first nine months this 
year _— on their property investment to have been 4.62 
per cent. 


Earnings by sub-districts for the first nine months this year 


with the percentage of return based on the property investment 
account in each district follows: 


New Pmpiand district... ....ccecsccvss $ 13,492,208 1.95 per cent 
Great TRON GIBGTICl... 0. ccc cciiccccscn 152,328,203 5.80 per oun 
Ohio-Ind.Alleg, district ..... tera es 173,986,027 5.385 per “— 
POCGROUEAS GIBETICL. «0000s cc cecescees 37,546,584 6.02 per cont 
lg eC ee rae 96,049,772 5.25 per cen 
Worthwestern, Gistrict 0: ..o0 cess saccies 68,887,075 3.05 per a 
Central Western district ........ cs scese 125,903,975 4.40 per — 
Southwestern district...............6. 50,754,760 8.57 per cen 


Ciass I carriers in the Eastern district, according to — 
plete reports had a net operating income in September 0 
$37,380,600, which was at the annual rate of return of 3.93 per 
cent on their tentative valuation as fixed by the Interstate 
Commerce Commission for rate making purposes. This compare 
with a net operating income in September last year of $18,545,500, 
or 1.99 per cent when the expenses of the railroads, particulary 
in the Eastern district were affected by the railway shopmer. 
strike. Freight traffic in the Eastern district, according to “4 
complete reports was approximately 20 per cent greater tha 
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DIRECT FREIGHT SERVICE 


Via Panama Canal 


REGULAR SAILINGS 


Between 


NEW ORLEANS — MOBILE 
GALVESTON — HOUSTON 


and 
Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports. 


Through bills of —— issued from Gulf Ports to Hawaii, Australia, New 
Zealand, Dutch East Indies, for Transhipment at San Francisco. 


Through bills of lading, from Pacific Coast Ports to Mexice, Cuba, Porto 

Rice, West Indies, Central America, South America, Europe. 

Rates quoted, bookings and other information furnished upon 
application 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 Whitney Central Building, New Orleans, La. 


Steele Bidg. SWAYNE & HOYT, Inc. 15 Moore St. 
Galveston, Texas 430 Sansome St. New York City 
San Francisco, Calif. 
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MERCHANDISE STORAGE AND FORWARDING 
SPECIALIZING ON POOL CARS 
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288-36 WEST FOURTH 
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SAN DIEGO 
SAN FRANCISCO SEATTLE 
OAKLAND TACOMA 
VANCOUVER 


NORTH ATLANTIC AND WESTERN S. S. CO. 


Owners and Operators, U. S. Government Ships 
BOSTON: 111 Summer St. 


NEW YORK: 11 Moore St. BALTIMORE: American Bldg. 
PHILADELPHIA: 136 So.4th St. PITTSBURGH: 601 Bessemer Bldg. 
PORTLAND: 36 Exchange St. 


or ADMIRAL. LINE Pacific Coast Ports 


PORTLAND 
ASTORIA 





INDIANAPOLIS, IND. 










INDIAN —a Ss 
LEADING 
WAREHOUSE 


SERVICE 
FIRST 


INSIDE TRACKAGE 
OR 10 CAR 
SIX ELEVATORS 








HENRY COBURN 
STORAGE & WAREHOUSE CO. 


INDIANAPOLIS, IND. 


Storage and Distribution 
of General Merchandise 


Elevated Tracks 
No Delays During Switching 






Ein 
Pool Cars and Prompt Delivery Service a Specialty 
MOST CENTRALLY LOCATED 
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during the same month last year, due principally to the miners’ 
strike which affected coal shipments one year ago. Operating 
revenues of the Eastern carriers totaled $267,389,000 in September 
this year, an increase of approximately 10 per cent over the 
same month last year, while operating expenses amounted to 


$212,586,900, or an increase of nearly 2 per cent over September 
last year. 


Complete reports showed that the carriers in the Southern 
district had -in September a net operating income of $9,471,900, 
which was at the annual rate of return of 5.20 per cent. Freight 
traffic on the southern roads showed an increase of 15 per cent over 
the same month last year. The net operating income of the South- 
ern carriers in September last year was $8,351,700, or 4.68 per cent. 
Operating revenues of the Southern roads in September this year 
totaled $64,801,450, an increase of about 10 per cent over: those 
for the same month last year, while operating expenses totaled 
$51,876,200, an increase of 11 per cent over September, 1922. 

Carriers in the Western district, according to complete re- 
ports had a net operating income in September of $45,385,800, 
which was at the annual rate of return of 4.86 per cent, compared 
with $31,780,300, or 3.47 per cent in September last year. Freight 
traffic in the Western districts in September showed an increase 
of approximately 8 per cent over the same month last year. 
Operating revenues for those roads amounted to $213,312,000, an 
increase of nearly 7 per cent over Septemer last year, while their 


~~ epated expenses totaled $151,520,350, a decrease of 1.3 per 
cent, 


D. T. & Il. EARNINGS 


Henry Ford’s Detroit, Toledo & Ironton reported a net rail- 
way operating income of $211,227 for September, an increase 
of $594,324 over last September, when there was a deficit. 
Operaating revenues for the month amounted to $941,252, an 
increase of $275,113 over September last year, and operating 
expenses amounted to $550,690, a decrease of $336,506 as com- 
pared with September, 1922, of which $296,310 was in main- 
tenance expenses. 

For the nine months ended with September the net railway 
operating income was $1,506,950, an increase of $1,501,300 over 
the same period of last year when the net was only $5.650 for 
the nine months. Operating revenues for the nine months 
amounted to $7,860,952, an increase of $1,173,203 over the same 
period of 1922, and operating expenses totaled $4,987,118, a 
decrease of $570,638 as compared with the same period of 1922. 

Maintenance expenses in the nine months were reduced 
$780,893 as compared with the same period in 1922. The oper- 
ating ratio for the nine months was 63.4 as compared with 83.1 
for the same period last year. 

The percentage of revenues expended for maintenance in the 


nine months was 27.5 as compared with 44 for the same period 
of last year. 


FRUIT AND VEGETABLE SHIPMENTS 


Total loading of leading lines of fruits and vegetables 
amounted to 25,339 cars the week ended November 3 as compared 
with 27,972 cars the preceding week, according to the weekly 
statement of the Bureau of Agricultural Economics of the De- 


partment of Agriculture. The totals from the summary of carlot 
shipments follow: 


Total for week and season regularly subject to revision because 
of the receipts of late and corrected reports from the railroads. 
Asterisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 

Shipping Districts and Approximate Shipping Seasons 
Tuesday, November 6, 1923. 
Oct. 28- Oct. Oct. 29- Total this Totalthis Total 
Nov. 3, 21-27, Nov. 4, season to season to last 
1923 1923 1922 Nov. 3 Nov. 4 season 
APPLES (Box Areas)— 
5,027* 


Total 4,701 2,343 30,898* 18,439 46,261 
APPLES (Barrel Areas)— 

5,464* 4,111 42,999 65,950 
1,717 


Total 
CABBAGE— 

1,571 30,697 41,341 

530* 8,731 14.782 

4,585* 


Total 
54,956 59,863 


39,793* 
24,749 
9,873* 


Total 55,405* 


GRAPEFRUIT— 
Florida— 
Sept. 15-June 30. 642 
LETTUCE (Old Crop)— 
Total 30 e 
LETTUCE (New Crop)— 
Total 166 
MIXED VEGETABLES— 
Total 
ORANGES— 
Florida— 
Oct. 1-Aug. 31... 
SPINACH— 
Total 
ONIONS— 
Total 
PEARS— 
Total 271 
SWEET POTATOES— 
Total 50 
TOMATOES— 
Total 
SUMMARY POTATOES— 
Leading Sections, 
late crop .... 5,507 
Other Sections, 
late crop 
Early crop 


3,030 7 
26,745* 21,730 
530 274 
20,136 17,429 


16,604 
22,282 
25,697 
19,676 


341 1,238 

337 
16,689* 
16,469* 
7,804* 


22,998 


22,322 

7,341 
29,783 
20,367 
21,588 
26,624 


20,868 
19,597 

9,736 
26,309 


65,413 


12,744 
33,153 


111,310* 


65,440 


23,877 
40,842 


130,159 


185,644 


27,171 
40,943 


253,738 
**Unavailable. 
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COAL PRODUCTION AND SHIPMENT 


Colder weather appears to have strengthened the demand 
for soft coal, and the trend of production was upward in the 
last week of October, the Geological Survey says in its current 
coal report which, in part, follows: . 


The total output, including mine fuel, local sales, and coal coked 
at the mines, is now estimated at 10,908,000 net tons.. Compared 
with the preceding week this was an increase of 214,000 tons, 
Preliminary reports of car loadings for the week (October 29. 
November 3) indicate further improvement and it seems likely 
that the total will be between 10,000,000 and 11,000,000 tons. 

Production of anthracite continues to improve slowly but 
steadily, and for five weeks in succession it has passed the two 
million ton mark. The total output in the week ended October 
27 is estimated at 2,069,000 net tons, including mine fuel, loca] 
sales, dredge and washery production. Production in the week 
before was 2,045,000 tons, and in the corresponding week of 1923 
it was 1,836,000 tons. 

Work virtually ceased in the anthracite mines on Monday, 
October 29, in observance of Mitchell Day. Present indications 
are that the total output for the week will be between 1,700,000 
and 1,800,000 net tons. i@ 

The movement of bituminous coal across the Hudson 
Eastern New York and New England declined sharply in the 
week ended October 27. Reports from the American Railway 
Association show that 3,282 cars were forwarded through the 
rail gateways of Maybrook, Harlem River, Rotterdam, Albany, 
Mechanicsville, and Rouses Point. Despite this decrease of 176§ 
cars shipments were 19 per cent larger than in the corresponding 
week of 1922. 

Anthracite shipments, on the contrary, continued to increase 
and totaled 4,038 cars. This was an increase of 248 cars over 
the shipments in the week before, and the total exceeded by 
714 cars that in the same week a year ago. 

There was a slight increase in shipments of soft coal through 
Hampton Roads in the week ended October 27. The total quantity 
handled was 278,812 net tons against 268,776 tons in the preceding 
week. Cargoes consigned to New England and other coastwise 
trade ee, whereas cargo coal for the foreign account de- 
creased. 

The movement of soft coal across the Lakes changed but 
little during the last week of October. The Ore and Coal Ex- 
change reports that the quantity dumped was 967,549 net tons 
against 1,010,122 tons in the preceding week. Of the total dump- 
ings 918,764 tons were cargo coal and 48,785 tons were vessel fuel. 
In the corresponding week of 1922, 1,026,388 tons were dumped. 

On October 28, the cumulative dumpings of cargo coal during 
the present season stood at 25,537,559 tons. This is the highest 
mark recorded for such period, and is 43 per cent larger that 
the average for the three years immediately preceding. In fact, 
the movement this season has been so heavy that the total to 
eT | exceeds the totals for the entire season of any year since 


into 


Shipments of anthracite up the Lakes in the week ended 
October 28 totaled 69,771 net tons. This was a decrease of 57,139 
tons, or 45 per cent, when compared with the preceding week. 
From the viewpoint of actual tonnage the decreases at Buffalo 


and Erie were about equal; relatively the decrease at Erie was 
much the larger. 


LUMBER SHIPMENTS 


The national lumber movement for the week ended No- 
vember 3, as reflected in reports received by the National 
Lumber Manufacturers’ Association from 371 of the larger com- 
mercial sawmills of the country, as compared with revised re 
ports from 391 mills for the preceding week, showed a slight 
decrease, although it was substantially larger than for the cor- 
responding week of 1922. This decrease may be partially ac 
counted for by the fact that report from the California Redwood 
Association was not received in time for inclusion in this report. 
Production decreased 11,584,262 feet, shipments 9,609,524 feet 
and orders 29,958,026 feet, as compared to the preceding week. 
The 129 reporting mills of the West Coast Lumbermen’s Ass0- 
ciation and the 134 reporting mills of the Southern Pine Asso 
ciation showed a decrease in unfilled orders on hand from 
653,210,304 feet of the preceding week to 630,107,439 feet the 
week ended November 3. ; 

For all the mills of the six reporting associations, ship- 
ments were 100 per cent and orders 95 per cent of production. 
For Southern Pine Association mills these percentages were 
103 and 88, and for the West Coast mills 94 and 76. Most of 
the mills have a normal production for the week, according 
to which actual production was 104 per cent, shipments 100 
per cent and orders 85 per cent. 

The following table compares the lumber movement for the 
three weeks indicated: ‘ 
Preceding 


week, 1923 
( reviews 


3 

2.48, 002,868 
241,613,492 
226,059,230 


Corre- 
sponding 
week 1922 
389 
234,517,898 
174,669,669 
193,618,427 


Owing to the incomparability of its current order reports 
with respect to those of other regional associations, the Call 
fornia White and Sugar Pine mills are no longer carried 
in the above figures, which -accounts for some apparent dis- 
crepancies in these statistics when compared with earlier 
statements. : . 

Reports received this week from 18 of the California Pin 
mills, representing 42 per cent of the California pine cut, giv 
their production as 14,890,000 feet, shipments 11,281,000 feet ali 
orders 9,899,000 feet. 


Past week 
371 
236,418,606 


232,003,968 
196,101,209 


Production 
Shipments 
Orders 
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14 Buildings in Downtown Wholesale District for Merchandise Storage 


L. C. L. Shipments via all R. R. Lines without cartage. 


Insurance rates as low as 17 cents 


SECURITY WAREHOUSE CO., MINNEAPOLIS 


Expedite your 
shipments 


Of the sixteen railroad 
lines entering Peoria, 
the Peoria and Pekin 
Union Railway Com- 
pany, a terminal and 
switching line, is the 
connecting link used in 
the interchange of all 
the traffic between 
Eastern and Western 
lines and the greater 
portion of traffic be- 
tween Northern and 
Southern lines passing 


through the Peoria 
gateway. 


Peoria and Pekin Union Railway Company has unexcelled facilities for carrying on 
local and industrial traffic at and between Peoria and Pekin, Illinois, and serves 


efficiently all industries located upon its rails. 


The gateway between 
the Eastern and Western 
frunk line territories 


Transfers of traffic be- 
tween these many line- 
haul carriers are made 
within a few hours by 
the use of the facilities 
of the Peoria and Pekin 
Union, while a much 
longer period is re- 
quired for such inter- 
change of traffic 
through some of the 
larger and congested 
gateways. Traffic is 
handled with sufficient 
dispatch to avoid con- 
gestion, thus affording 
regular and expeditious 
service in the move- 
ment of all through 
traffic. 


PEORIA & PEKIN UNION RAILWAY G, 
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Compared with like period of 1922, the lumber movement 
for the first 44 weeks of 1923 is as follows: 


Production 
EE er ae eer oe ee 10,482,115,405 
9,224,375,049 


1,257,740,356 


Shipments 
10,441,132,636 
8,834,068,714 


1,607,063,922 


Orders 
9,908,912,004 
9,060,310,436 


848,601,568 


REDUCTIONS IN FREIGHT CLAIMS 


A fifteen per cent reduction in freight loss and damage 
claims for the first six months of 1923, when compared with the 
some period of last year, and a 58 per cent reduction when the 
same comparison is made with the first half of 1921, has been 
accomplished, according to figures recently released by Lewis 
Pilcher, secretary of the freight claim division of the Amer- 
ican Railway Association. The figures also reveal that the ratio 
of freight claims paid to the revenue received by the carriers 
has shrunk to 1.03 per cent, the lowest for the past twenty years 
with the exception of 1916, when an abnormally low figure was 
produced due to the carriers falling behind in their payment of 
claims. 

A larger number of claims were paid than during previous 
periods, but this is due to the fact that the carriers handled 
a record-breaking tonnage during the first half of 1923. The 
payments per thousand tons of revenue freight carried actually 
dropped from $71.29 in 1921 and $34.07 in 1922 to a record 
figure of only $20.62 for the first half of this year. 


Of particular interest to merchandise shippers is the great 
improvement which has been made in the handling of L. C. L. 
shipments. In 1920, for example, the figures show that loss of 
entire packages amounted to more than $19,500,000. During the 
first half of last year the loss was reduced to a little over 
$5,000,000 and in the first half of 1923 it has been reduced 
to only $2,039,218. This particular class of loss claims repre- 
sented 15.6 per cent of the total claims paid in 1920, and this 
year’s reduction brings it down to but 8.8 per cent of the total. 


Another outstanding improvement has been made in the 
amount of claim payments made necessary by robberies. This 
item has been cut from almost $3,000,000 for the first half of 
1922 to $1,605,523 for the first half of 1923. The estimated 
amount covering shortages from packages and including known 
robberies, which stood at better than $24,000,000 in 1920, is 
$3,112,274 for the first half of 1923. 


Comparative ratios for the first half of the past three years 
are as follows: 


Amount 
paid for each 
Ratio of 1,600 tons of 
payments to revenue 
freight freight 
revenue carried 
Deepak aetiee sore & nae Oo $55,509,014 2.98% $71.29, 
RA rete re 27,380,061 1.47% 34.07 
Se re ore 23,225,924 1.03% 20.62 


Amount 
paid for 
each 1,000 
revenue 
ton-miiles 
37.80 cents 
17.95 cents 
11.49 cents 


Loss and 
damage 


First half payments 
1921 


For each 

Number of 1,000 
L. & tons rev. For each 
claims freight 1,000 rev. 
presented carried ton-miles 
sella le cil. adh eittie iha. Maas Aint oa. Wino e ate are 1,347,393 1.73 -0091 
BE aie walde ise sae obs ols Mare Matt aie ccee velgsioea 1,100,155 1.37 .0072 
BD visas 4 ec ate aierd re. e mate Ratan ee ade ea 1,439,154 1.28 -0070 


Commenting on the reasons for the improvements in the 
figures, officials of the freight claim division of the A. R. A. 
said that the credit belonged to the shippers as well as to the 
carriers. ‘Shippers have co-operated in better addressing of 
freight, better containers, more accurate preparation of bills of 
lading and better loading in cars. Meanwhile the carriers have 
developed a higher degree of efficiency among their personnel 
and have improved methods of handling despite the increase in 
tonnage, it was said. An instance was cited as an example of 
the improved practices which are helping to reduce losses and 
causes for claims. At points reached by two or more carriers, 
it was said, a plan has been more universally put in effect 
whereby freight received astray and without revenue waybill is 
connected with the waybill, which in many such cases happens 
to be held by a road other than the one holding the astray 
freight. Under this plan carriers get together and check up 


their overs and shortages and are able to eliminate many errors 
and losses. 


The best improvement, the officials say, has been made in 
the reduction of losses of entire packages and in robberies. 
Improvement has been made in practical all classes of claims. 
During the last period losses of fruit and vegetables and losses 
from rough handling show the smallest amount of improvement 
of any class of claims. The carriers are continuing their efforts 
toward the betterment of conditions, it was said, and expect to 
make headway in the reduction of damage from rough han- 
dling despite the increasingly heavy traffic which is being 
handled. ‘ 

Fruits and vegetables continue to hold their place at the 
head of the column showing the amount of claims paid by 
various commodities. The following table shows the ten com- 
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modities which carried the highest amount of claims for the past 
three years and for the first half of this year: 


1920 First half 
Commodity Estimated 1921 1922 1923 
Fresh fruits and vegetables.. 13,450,290 13,898,081 8,830,192 4,217,840 
Clothing, dry goods and notions 12,809,800 


SPOON Vosrieccvededachiseesee esis 7,429,684 6,120,957 2,750,113 1,441,835 
COG) BNE CONG 65.6 Seccweasewces 4,355,33 3,988,809 2,121,206 1,614,126 
Fo, OO ge Pe eae 4,739,626 3,497,526 2,007,436 1,432,080 


Meats, packing house products 4,227,234 
Tobacco, cigarettes and cigars 3,486,714 


Machinery and hardware..... 3,330,548 2,865,823 1,469,925 710,339 
Automobiles, trucks, etc...... 3,971,038 3,311,560 1,760,842 845,679 
Flour and other mill products 4,739,62 3,438,035 1,472,767 738,940 


GUARANTY AND DEFICIT CERTIFICATES 


The Commission has certified to the Secretary of the Treas- 
ury $1,178,990.54 is due the Long Island in final settlement for 
the guaranty period, an advance payment of $450,000 having been 
made. Other certificates issued under the guaranty provisions 
of the transportation act follow: Glenmore & Western, $391.84; 
Kane & Elk, $1,532.22; Penn Yan & Lake Shore, $1,631.66; Mon- 
son, $268.58; Randolph & Cumberland, $2,788.09. Certificates 
issued under section 204, reimbursement of deficits, follow: Penn 
Yan & Lake Shore, $2,204.23; Bay Terminal, $7,499. In the case 
of the Randolph & Cumberland, the Commission found that the 
carrier had been overpaid $16,562.65 and that the carrier owed 
the President on account of traffic balances and other indebted- 
ness, $4,369.38. 


OPERATING AVERAGES STATEMENT 


The Commission has issued a comparative statement of 
operating averages of Class I roads for the years 1922, 1921, 
and 1916. It was prepared by the bureau of statistics for the 
convenience of those who are interested in analyzing the re- 
sults of the operation of individual railroads, the Commission 


said. It consists of 99 pages of statistics covering individual 
roads. , 


COOLIDGE FOR COMMERCIAL AVIATION 


In reply to a question relative to acquisition by the Good- 
year Tire & Rubber Company of all patents and rights to 
manufacture Zeppelin airships, a spokesman for President 
Coolidge said at the White House that the President regarded 
encouragement of commercial aviation as of great importance. 
The President, it was said, believes that the government should 
do all in its legitimate power to promote aviation. The White 
House spokesman referred to the work being done along that 
line by the mail service and the navy. 


JAMES BAY EXTENSION OPENED 


The first train to be run on the extensicn of the Temiskaming 
and Northern Ontario extension to James Bay was operated on 
November 1. There are thirteen stops on this 43 miles of line, 
all but one of which are flag stations. This train provided a 
thrill for a number of Indians, who saw a train for the first time. 


BETTER PACKING FOR RAIL SHIPMENTS 
(Commerce Reports) 

Shippers might help to lower freight rates and facilitate 
delivery by giving more attention to packing. An eastern rail- 
road reports that of $1,219,000 in revenue, claims amounted 
to $433,000 during the first half of 1922. Thirty-five and one 
half per cent in claims is a serious drain upon any carrier, 
but may be relieved with the cooperation of the shipper. AS 
many of these losses may be charged to improper packing, 
the transportation division urges the use of well-constructed 
containers, wire strapped when feasible, and the exercise of 
greater care in interior packing. 


CLAIM CONFERENCES 


The Freight Claim Division of the American Railway Ass0- 
ciation announced that the following dates had been fixed for 
claim conferences between shippers and carrier representatives: 
Eastern Claim Conference at Naw York City, November 7 and 8; 
Northwestern Claim: Conference at St. Paul, November 13; 
Chicago Claim Conference at Chicago, November 15 and 16. 


WILLIAMS VALLEY BONDS 


The Williams Valley Railroad Company has applied to the 
Commission for authority to extend the time for the payment 
of the principal of $120,000 of first mortgage bonds, maturing 
December 1, 1923, until December 1, 1938, with interest at 4 
per cent per annum. The original bonds bore 5 per cent im 
terest. The Reading Company, the owner of the majority © 
terest in the capital stock of the Williams Valley, applied for 
authority to guarantee the principal and interest on the ponds. 
The Reading holds on deposit $108,000 of the $120,000 of bonds 
under the proposed arrangement for the extension of the mé 
turity thereof and is willing to purchase at 90 per cent of par 
and extend the maturity date of any of the bonds which the 
present owners do not desire to extend, the applicant said. 
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Great Lakes Transit Corporation 


General Office: Great Lakes Transit Corporation Bullding, 223 Erie St, Buffale, N. Y. 
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Fireproof Warehouses on Track 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 


Consign via any Railroad into Denver 
Free switching to Warehouse 


Storage capacity 350,000 square feet 
Insurance rate 15c 


Negotiable Warehouse Receipts Issued 
The Weicker Transfer & Storage Company 


Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 





Los Angeles Harbor, San Francisco 


Seattle, Tacoma, Bellingham and Aberdeen 


Baltimore, Norfolk, Philadelphia 
and New York 


FORTNIGHTLY SAILINGS 


Thru bills of lading issued to other Pacific 
Coast Ports, Hawaii and the Far East 


FREIGHT SERVICE 


Rates Restored for the Season of 


1923 


New and fast service on Lake Michigan to and from 
the Ports of Chicago and Milwaukee in addition to the 
famed service via Lake Superior. 


Twenty-four (24) modern steamers, fully equipped for 
handling package freight east and westbound comprise 
the finest and swiftest fresh water fleet in the world. 


Package freight capacity Refrigerator freight ca- 
over two million tons. pacity about forty thou- 
sand tons. 


Through rates are in effect between the Atlantic Sea- 
board, a Basing points, also Lake Ports; and 
Western and Northwestern points, including Chicago, IIL; 
Milwaukee, Wis.; St. Louis, Mo.; Duluth, Minn.; Minne- 
apolis, St. Paul and points beyond. aaa 


Through rates are also in effect from Youngstown, 0O.,; 
Pittsburgh, Pa.; Wheeling, W. Va.; Canton and Akron, O., 
and points in the same general territory to Duluth, St. 
Paul and related points. 


Under arrangements with connecting rail lines this Cor- 
poration maintains a service via rail-and-lake between 
Eastern points and territory in the West, Southwest and 
Northwest, including Pacific Coast. 


INFORMATION FURNISHED SHIPPERS OR RE- 
CEIVERS ON APPLICATION WILL DISCLOSE A CON- 
SIDERABLE SAVING IN RATES AS COMPARED 
WITH ALL-RAIL. 


In order to secure the benefit of our unexcelled rail-and- 
lake service, combined with the saving in rates, shippers 
should mark their bills of lading plainly, “care Great 
Lakes Transit Corporation.” 


Address F. A. Stanley, Freight Traffic Manager, Great 
Lakes Transit Corporation Building, 223 Erie St., Buffalo, 
N. Y., or any of the agents mentioned below. 


AGENCIES 
Boston, Mass.—589 Old South Building, Milwaukee, Wis.— 

PL. Staart, New Bogiand agme =. re General Agent 
ane ie Ree Ee nan 
Cleveland, 0.—Lake Front, Foot Minth New York, a eg 

M. 8. Mead, General Agent. W. B. Riddle, e). 

Detrolt, Mich. —Yoot of Cass Street Philadelphia, Pa.-452 Tue Boures 
Duluth, Minn.—Palladio Building Pittepergh, Fa.—1828 Oliver, Building. 

Geo. C. Williams, General Western 

Agent. 


Cc. 
ong | ws Marie, Mich.—Kemp’s Dock. 
Washington, D. C.—326 Mills 

L, Agnew Myers, Agent. ees 


Cruise the Great Lakes this summer on the 
Great Lakes Transit Corporation 
Steel Steamers 


jn- For rates, dates of sailing and other intormation 
ry in a apply to 
dt WILLIAMS STEAMSHIP CO., Inc. TIONESTA JUNIATA OCTORARA 
nonds core and Water Streets, New York Telephone Bowling Green 7394 ‘The World’s Finest Cruise”’ 
“er Baltimore, Md. Philadelphia, Pa. Pittsburgh, Pa. __ Chicago, Ill. Orchestra Dancing 
yf par 39South St. Drexel Bldg. | Olive" Bldg. 333 S. Dearborn St. 


h the 


And at our Branch Offices at ports of call, ete. 





Ask Anyone Who Has Made the Trip 
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Digest of New Complaints 


No, 15118, Sub. No, 59. Continental File Corporation, Anderson, Ind., 
va. C. C. C. & St. L. et al. 

Unjust, unreasonable and prejudicial rates and charges on 
coal from Edgemont, Ky., to Anderson, Ind. Asks cease and de- 
sist order, just and reasonable rates, and reparation. 

No. 15175, Sub. No. 2. Moore-Lawless Grain Co., Kansas City, Mo., 
vs. Director General as agent, Missouri Pacific et al. 

Unjust, unreasonable, discriminatory, preferential or prejudicial 
rates on wheat from Leavenworth, Kans., to Cannon Falls, Minn., 
and Lake City, Minn. Asks reparation. 

No. 15221, Sub. No. 1. Armour and Company, Chicago, IIl., vs. Di- 
rector General as agent. 

Unlawful rates and charges, in violation of section 6, on ship- 
ments of dressed poultry, butter and eggs, and cheese, in straight 
and mixed carloads, from complainant’s plants to various inter- 
state destinations, because of refusal of defendant to pay to com- 
plainant published allowances for initial icing of said traffic. 
Asks reparation. 

No, 15223, Sub. No. 15. E. H. Rolf Coal & Supply Co. et al., Fort 
Wayne, Ind., vs. L. E. & W. et al. 

Unjust, unreasonable and prejudicial rates on bituminous coal 
from mines in the Clinton, Brazil, Linton, Princeton, Evansville 
and Booneville districts of Indiana to Fort Wawne. Asks cease 
and desist order, just and reasonable rates, and reparation. 

No. —- The Sanderson Cyclone Drill Co., Orrville, O., vs. Pennsyl- 
vania. 

Unjust and unreasonable rates in violation of the aggregate of 
intermediates claused on bar steel from South Duquesne and Pitts- 
burgh, Pa., to Orrville, O. Asks cease and desist order, just and 
reasonable rates and reparation. 

No. 15308. Standard Oil Co. (California), San Francisco, Calif., vs. 
Director-General, as agent, Oregon Short Line et al. 

Unjust and unreasonable rates in violation of the aggregate of 
intermediates clause on 11 tank cars of gasoline from Salt Lake 
City to Baker, Ore. Asks reparation. 

No. 15309. J. J. Nartzik, Inc., Chicago, Ill., vs. Director-General, as 
agent, Atlantic Coast Line et al. 

Unjust, unreasonable, discriminatory, preferential or prejudicial 
rates in violation of the long-and-short-haul clause on cross band- 
ing from Darlington and Sumter, S. C., to Dubuque, Ia. Asks 
reparation. 

No. 15310. Pratt & Lambert, Inc., Buffalo, N. Y., vs. New York 
Central et al. 

Unlawful, unreasonable, discriminatory and prejudicial rates on 
linseed oil from New York harbor points to Black Rock, Buffalo, 
N. Y. and Bridgeburg, Ont. Asks cease and desist order, just and 
reasonable rates and reparation. 

No. — The Atlantic Refining Co., Philadelphia, Pa., vs. C. & O. 
et al. 

Unjust and unreasonable rates on tank cars of gasoline from 
Hubball and Altman (Alkol), W. Va., to Point Breeze, Philadelphia, 
Pa. Asks reparation. 

No. yy Leslie Bros. Lumber Co., Minter, Ala., vs. Pennsylvania 
et al. 

Unjust and unreasonable charges on shipment of lumber from 
Minter, Ala., to North Philadelphia, Pa., reconsigned to Moore, 
Pa. Asks reparation. 

No. 15313. Atlantic Lumber Co., Boston, Mass. vs. New York Central. 

Unjust and unreasonable charges on shipcent of lumber from 
Blackford, Va. consigned to Buffalo. thence shipped to Detroit; 
also from Putanm, Va. and Bemis, W. Va., to Buffalo, thence to 
Detroit. Asks cease and desist order, just and reaSonable charges 
and reparation. 

No. 15314. Lockport Paper Co., Lockport, N. Y., vs. Maryland & 
Pennsylvania et al. 

Unjust, unreasonable, discriminatory, preferential and prejudi- 
cial rates on crushed slate from Delta, Pa., to Lockport, N. Y. Asks 
cease and desist order, just and reasonable rates and reparation. 

No. py Arbogast & Bastian Co., Allentown, Pa., vs. Lehigh Valley 
et al. 

Unjust, unreasonable, discriminatory and prejudicial rates in 
violation of Section 6, on hogs and cattle from Chicago, Indiana- 
polis, South St. Paul and Rectortown, Va., to Allentown, Pa. Asks 
just and reasonable rates and reparation. 

No. 15316 ‘Texas Farm & Ranch Publishing Co. et al, Dallas, Tex., vs. 
Director-General, as agent. 

Illegal rates on newsprint, printing and wrapping paper from 
points in Michigan, Wisconsin, Ohio, Mississippi, New York and 
Pennsylvania to Dallas, Tex. Asks reparation. 

No. 15317. Sterling Salt Co., Leicester, N. Y., vs. Pennsylvania et al. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
rock salt from Halite, N. Y., to destinations in North Carolina. 
Asks cease and desist order and just and reasonable rates . 

No. 15318. Northwestern Livestock Shippers Traffic League et al. 
Portland, Ore., vs. Camas Prairie et al. 


Alleges that exaction of $1 for bedding of single-deck cars and 
$1.50 for bedding double-deck cars, and exaction of any charge 
for bedding, additional to what is included in the freight rates 
themselves, is unreasonable and excessive. Asks cease and desist 
order, elimination of charges complained of on shipments of live 
stock, and reparation. 


No. 15319. C. K. Williams & Co., Easton, Pa., vs. Director General as 
agent, Lehigh Valley et al. 
Unjust and unreasonable rates on bituminous coal from Vinton- 
dale, Pa., to Easton, Pa. Asks reparation. 
No. 15320. The National Supply Company of Texas, Toledo, Ohio, vs. 
c.. c. C...& . da C6 al. 
Unjust, unreasonable and discriminatory rates on boilers from 
Muncie, Ind., to Beaumont, Texas. Asks reparation. 
No. 15320 (Sub. No. 1). Same vs. Same. 
Same complaint and prayer as to other shipments of boilers 
between the same points. 
No. 15320 (Sub. No. 2). Same vs. Same. 
Same complaint and prayer as to shipments of boilers from 
Muncie, Ind., to Houston, Texas. 
No. 15320 (Sub. No. 3). Same vs. Same. 
Same complaint and prayer as to shipments of boilers from 
Muncie, Ind., to Houston, Texas, 
No. 15320 (Sub. No. 4). Same vs. Same. 
Same complaint and prayer as to shipment of boilers from 
Muncie, Ind., to Shreveport, La. 
No. 15320 (Sub. No. 5). Same vs. Pennsylvania et al. 
Same complaint and prayer as to shipments of boilers from 
Muncie, Ind., to Houston, Texas, 
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No. 15321. Zap Colliery Company, Republic Junction, N. Dak., yg 
Northern Pacific, . 
Unjust, unreasonable, discriminatory, preferential, prejudicia) 
illegal, unlawful and unauthorized rates and charges on lignite 
coal between points on complainant’s spur and point of connec. 
tion with defendant’s railway at Republic Junction, N. Dak. Asks 
cease and desist order, just and reasonable rates and charges, ang 
reparation. 
No. 15322. Standard Oil Company (Calif.), San Francisco, vs. Director 
General as agent, Santa Fe et al. 

Rates in violation of section 6 on numerous carload shipments 
of gasoline or other products of petroleum from Sugar Creek, Mis. 
souri, and El Segundo, Calif., to Blythe, Calif. Asks reparation. 

No. 15323. Albion Lumber Company, San Francisco, Calif., vs, Di. 
rector General as agent, Northwestern Pacific, 

Unjust and unreasonable demurrage charges on 27 cars of ties 
consigned to complainant at Albion, Calif. Asks reparation. 
No. 15325. The Parkersburg Rig & Reel Co., Parkersburg, W. Va. 

vs. St. Louis-San Francisco et al. é 

Unjust and unreasonable rate of 31 cents on two cars of 
wooden tank material from Tulsa, Okla., to Augusta, Kans, 
to the extent it exceeded 201% cents. Asks reparation. 

No. 15324. Crowell Lumber & Grain Company, Omaha, Nebr., vs, 
Director General as agent, Chicago & North Western et al. 

Excessive, unjust, unreasonable rates, in excess of the aggre. 
gate of local rates, in violation of section 4 and also in violation 
of section 6, on bituminous nut coal from Pinnacle and Mt. Harris, 
Colo., Bradish, Dodge, Ewing, Raeville and Scribner, Nebr. Asks 
reparation. 

No. Be Wichita (Kans.) Board of Commerce et al. vs. Santa 

e et al. 

Unjust, unreasonable and excessive rates, in violation of sec- 
tion 4, on hay from Gridley, Toronto, Welda, Wilder, and Yates 
Center, Kans., to Estancia, Moriarty and Stanley, New Mexico, 
Asks reparation. 

No. 15327. J. D. Goodpasture, Nashville, Tenn., vs Nashville, Chat- 
tanooga & St. Louis et al. 

Unjust and unreasonable rates on corrugtaed boxes, k. d., from 
Nashville, Tenn., to Houston, Texas. Asks cease and desist 
order, that defendants be required ‘to establish and put in force 
in the future for the transportation of paper boxes from Nash- 
ville, Tenn., to Texas points the so-called Carriers’ Convenience 
Rule, requiring the application of the carload minimum applicable 
to the size of the car ordered when two or more smaller cars 
are furnished at the convenience of the carriers, and reparation. 

No. 15328. Pomeroy Paper Products Co, et al., Chicago, Ill., vs. Al- 
goma Central & Hudson Bay et al. 

Unjust, unreasonable and unlawful rates, in violation of section 
4, on shipments of paper or paper articles from Neenah, Appleton, 
Kimberly, Wis., and Quinnesec, Mich., to Chicago and Rockford, 
Ill. Asks cease and desist order and reparation. 

No. 15329. Pennsylvania Sand & Gravel Producers Assoc. et al., Wash- 
ington, D. C., vs. B. & O. et al. 

Alleges that present rates on sand and gravel from complain- 
ants’ plants in Pennsylvania to points in Pennsylvania, Ohio, 
New York and West Virginia are excessive, unjust, unreasonable 
and discriminatory and prejudicial against complainants and 
preferential to shippers of crushed stone and slag. Asks cease 
and desist order, just and reasonable rates. 

No. 15330. Iowa Pearl Button Co., Muscatine, Iowa, vs. Wabash et al. 

Unjust, unreasonable and excessive rates, in_ violation of sec- 
tion 4, on shell from Delphi, Ind., to Wapello, Iowa. Asks cease 
and desist order, just and reasonable rates, and reparation. 

No. 15331. The W. O. Anderson Commission Co., Topeka, Kans., vs. 
Rock Island et al. 

Unjust, unreasonable, discriminatory and preferential rates on 
cabbage from East Grand Forks, Minn., to Topeka, Kans. Asks 
cease and desist order, just and reasonable rates, and_reparation. 

No. 15332. State of Arizona,.ex rel. Arizona Corporation Commission, 
Phoenix, Ariz., vs. Arizona Eastern et al. 

Unjust _and unreasonable rates on rails and rail fastenings from 
Norfolk, Va., to Phoenix, Ariz. Asks cease and desist order, just 
and reasonable rates, and reparation. : 

No. 15333. Pioneer Pearl Button Co., Poughkeepsie, N. Y., vs. N. C. 
& St. L. et al. 

Unreasonable, excessive and unjust rates on shell from Hobbs 
Island, Ala., to Oswego, Kans. Asks cease and desist order, just 
and reasonable rates, and reparation. 

No. hey -— Rutenber Electric Co., Marion, Ind., vs. C. C. C. & St. 

. et al. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
two cars of electric heaters, hot plates, table stoves, cooking 
stoves and toasters, from Marion, Ind., to San Francisco. Asks 
reparation. 

No. 15335. Niagara Wall Paper Co. et al., Niagara Falls, N. Y., vs 
Macon, Dublin & Savannah et al. 

Unjust, unreasonable, discriminatory and prejudicial rates and 
charges on crude clay from Dedrick, McIntyre and Dry Branch, 
Ga., to Niagara Falls, N. Y., and New Brighton, Pa. Asks ceasé 
and desist order, just and reasonable rates, and reparation. 


No. wy California Cotton Mills Co., Oakland, Cal., vs. Southern 
e 


Unjust and unreasonable charges on cotton twine and cotton 
factory sweepings from Uniontown, Ala., to Pacsteel, Cal. Asks 
reparation. a: 


No. 15337. Memphis Freight Bureau et al., Memphis, Tenn., vs. At- 
lantic Coast Line et al. 

Unjust, unreasonable, discriminatory and prejudicial and pref- 
erential rates on linoleum and asphalt paper felt carpeting from 
interior New England, Eastern Trunk Line and Virginia points, 
to Memphis, Tenn. Asks cease and desist order, just and rea 
sonable rates, and reparation. 

No. 15338. Gugenheim-Goldsmith Co., et al., San Antonio, Tex., V5 
Galveston, Harrisburg & San Antonio et al. a 

Unjust and unreasonable rates on bananas, and bananas an 
cocoanuts, mixed carloads, from New Orleans to San Antonio. 
Asks cease and desist order, just and reasonable rates, and réeP- 
aration. 

No. 15339. Jackson Traffic Bureau et al, Jackson, Miss., vs. Ala- 
bama & Vicksburg et al. ; 

Unjust, unreasonable, discriminatory and preferential rates, 
in violation of section 4, on fertilizer from Jackson, Miss. 
points in Arkansas. Asks just, reasonable, non-discriminatory, 
non-preferential rates, and reparation. An- 

No. 15340. San Antonio Paper Co., San Antonio, Tex., vs. San 
tion & Aransas Pass et al. on 

Unjust, unreasonable, preferential and prejudicial rates © 
newsprint paper, printing paper, wrapping paper and paper j= 
kins from Little Falls, Minn., Port Edwards, Nekoosa, Rhine 
ater and Green Bay, Wis., to San Antonio, Tex. Asks reparé 

on. 


Nove1 





November 10, 1923 














“6 At 


Your Service” 


At the National Capital— 
the source of transporta- 
tion regulation—the most 
comprehensive service of 
its kind in the United 
States. 











A combined Traffic and 
Transportation Service 
comprising : 


A Traffic Department 
A Rate Department 

A Tariff Department 
A Miscellaneous Service 
Department 











Four distinct, thoroughly 
equipped, efficiently 
handled departments 
where service is sold by 
the hour or by the year 
and where no job is either 
too large or too small. 






Address 
The Traffic Service Corporation 


Special Service Department 


Colorado Bldg., Washington, D. C. 
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MEMPHIS 


TENNESSEE 


The South’s Most Centrally Located 
Distributing Center 


The Home of the World’s Largest 
Cotton Warehouses, operating 
departments for the 


STORAGE 


of General Merchandise 
Automobiles 
and 


Pool Car Distribution 


Lowest Rates, Insurance 


Facts Concerning Our Warehouses 


200 Acres Concrete Warehouses 
All on Ground Floor 


Automatically Sprinkled 
Finest Fire Alarm System Privately Policed 


Ten Miles Standard Railroad Served by 10 Railroads 
Mississippi Warrior Barge Line 
Trackage Facilities 500 Cars 


Our Own Fleet Motor Trucks 


An organization of experienced operatives permitting 
unexcelled service at all times 


Information gladly furnished 


MemphisTerminal Corporation 


General Offices 
15th Floor Central Bank Building 


Member: American Warehousemen’s Association 































































































1164 


No. 15341. C. F. Carpenter, Anderson, Ind., vs. Central Vermont et al. 
Unjust, unreasonable and discriminatory rates on granite monu- 

ments from Northfield, Vt., to Anderson, Ind. Asks cease and 

desist order, just and reasonable rates, and reparation. 

l be 4 Continental File Co., Anderson, Ind., vs. P. C. C. & St. L. 

et al. 

Unjust, unreasonable, discriminatory, and prejudicial rates on 
shipments of worn-out steel files from various points in Official 
and Western Classification territories to Anderson, Ind. Asks 
reasonable rates and classification, and reparation. 

. 15343. The Chicago Assn. of Commerce, Chicago, Ill., vs. Southern 
Pacific et al. f 

Prejudicial and discriminatory rates and charges on various 
articles from New York piers of Southern Pacific Atlantic Steam- 
ship Lines to destinations on line of Southern Pacific west of El 
Paso, etc., as more specifically shown in Trans-Continental Freight 
Bureau Westbound Tariff I-V, Agent Countiss, I. C. C. No. 1114, 
and effective supplements thereto; alleges that rates complained 
of are analogous to many of the rates covered by protest and ap- 
plication made and filed on behalf of the Chicago Association of 
Commerce and fourteen others, dated October 26, wherein suspen- 
sion is asked of the schedules and rates provided for in Supplement 
Ne. 29 to R. H. Countiss, agent, I. C. C. 1114, to become effective 
November 12; that the issues raised by this complaint are sim- 
ilar and identical in many instances to the issue now involved in 
I. and S. Docket No. 1930, upon which hearings will be had begin- 
ning Dec. 1: asks all matters here at issue be consolidated with 
I. and S. Docket No. 1930. Asks cease and desist order, just, rea- 
sonable, non-discriminatory and non-prejudicial rates. 

- 15344. California Cotton & Factorage Co., Los Angeles, Cal., vs. 
Director-General as agent, California Southern, et al. 

Unjust and unreasonable rates on cotton from Blythe, Cal., to 
Galveston, Texas. Asks reparation. 

. 15345. Tidewater Portland Cement Company et al., Baltimore, 
Md., vs. Cumberland & Pennsylvania et al. 

Unjust, unreasonable, preferential and prejudicial rates and 
charges on coal from points in the so-called Pittsburgh-Yough- 
iogheny, West Virginia, Meyersdale, Cumberland-Piedmont and 
Clearfield coal regions to Union Bridge, Md. Asks cease and de- 
sist order, rates not to exceed those in effect to Martinsburg, W. 
Va., Hagerstown, Md., and Harrisburg, Pa., and reparation. 

- 15346. Walsh Tie & Lumber Co. et al., St. Louis, Mo., vs. Direc- 
tor-General, as agent. 

Unjust and unreasonable rates, in violation of section 6, on 
wooden ties from various points in Missouri to St. Louis, Mo. 
Asks reparation. 

- 15347. National Council of Furniture Associations, High Point, 
N. C., vs. Ann Arbor et al. 

Unjust, unreasonable, discriminatory and prejudicial classifica- 

tion ratings and minimum weights and rates and charges on 


furniture. Asks cease and desist order, and just and reasonable 
ratings. 


JOINT ISSUING TARIFF AGENTS 


Following is a list of tariff publishing agents, compiled from the 
files ot the Interstate Commerce Commission. It will be published 
from time to time and subscribers are requested to inform us of any 
inaccuracies or omissions noticed by them. The fact that a name is 
shown in this list does not necessarily indicate that the agent bearing 
that name is active, or even still living, but merely that there has 
never been occasion to reissue the tariff. 

F. W. Smith, agent for lines in Official Classification, 143 
Liberty Street, New York, N. Y. 

E. H. Dulaney, agent for lines in Southern Classification, 
215 Brown Bldg., Atlanta, Ga. 

R. C. Fyfe, agent for lines in Western Classification, Con- 
oe Classification No. 2, 1830 Transportation Bldg., Chi- 
cago, Ill. 

B. W. Dunn, 30 Vesey St., New York. Agent for all carriers 
in all territories that may carry explosives or other dangerous 
— and that make reference in their individual issues to his 
tariff. 

F. A. Leland, Southwestern Lines, St. Louis, Mo. 

B. T. Jones, Central Freight Association, 608 S. Dearborn 

E. B. Boyd, Western Trunk Lines, Chicago, II. 

J. H. Glenn Atlanta Freight Tariff Bureau, Atlanta, Ga. 

Wm. J. Sedgman, agent, Atlantic Seaboard Freight Bureau 
(Coastwise Lines), 320 Broadway, New York, N. Y. 

F. W. Gomph, Pacific Freight Tariff Bureau, 256 Montgomery 
St., San Francisco, Cal. 

F. L. Speiden, to and from Southern points, 2nd and Main 
St., Louisville, Ky. 


W. M. Hough, Mississippi-Warrior Service, New Orleans, La. 
: R. H. Countiss, Trans-Continental Freight Bureau, 608 8. 
Dearborn St., Chicago, Ill. 

T. Clem Beck, Lake Shore-Lehigh Valley Route, Michigan 
Central-Lehigh Valley Route, Pere Marquette-Lehigh Valley 
Route, Rate Basis and Billing Instructions, Lake and Rail (Bast 
Bound), 148 Liberty St., New York, N. Y. 

G. C. Ranson, Canadian Freight Association (Eastern Lines), 
Montreal, Que. 

F. W. Thompson, Canadian Freight Association (Western 
Lines), Winnipeg, Man., Canada. 

W. J. Collins, Canadian Car Demurrage Rules, Montreal, Que. 

F. V. Davis, Ohio and Pa. (Coal Tariffs), 8 East Chestnut 
St., Columbus, Ohio. 

H. Wilson, New England and Trunk Line, 143 Liberty 
St., New York, N. Y. 

R. C. Dearborn, National Perishable Freight Committee, 542 
S. Dearborn St., Chicago, Ill. 

C. W. Galligan, Illinois Freight Association, Transportation 
Bldg., Chicago, Ill. 

A. P. Gilbert, Virginia Lines, Richmond, Va. 
G. B. Guthrie Official Freight Directory, Washington, D. C. 
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N. W. Hawkes, New England Freight Association, 493 South 
Station, Boston, Mass. 
I. T. Hanson, Tariff Bureau, International Bldg., Washington, 
D. C. 
S. J. Henry, North Pacific Coast Freight Bureau, Seattle, 
Wash. 

H. A. Johnson, Colorado and New Mexico, Denver, Colo. 

R. C. Munholland, Pacific Car Demurrage Bureau, 617 Wells 
Fargo Bldg., San Francisco, Cal. 

H. C. Nut, Monongahela Ry. Co. and P. C. & Y. Ry. Co., 1202 
Century Building, Pittsburgh. 

Cc. A. Hunt, Michigan Central Railroad, Canadian Southern 
Line (Bases for Rates and Billing Instructions Eastbound), De 
troit, Mich. . 

, L. A. Lowrey, Chicago District, 608 S. Dearborn St., Chicago, 
Til. 


L. Agnew Myers, New York Harbor (Canal, Lake and Rail), 
326 Mills Bldg., Washington, D. C. 

L. E. Earlywine, Central Electric Traffic Association, 308 
Traction Terminal Bldg., Indianapolis, Ind. 

A.M. Schubert, Baltimore & Ohio Railroad, Continental Line, 
Central State Dispatch (Bases for Rates and Billing Instructions, 
Eastbound), Cincinnati, Ohio. 

C. W. Owen, Southern Pacific Co. (Atl. S. S. Lines), Houston, 
Texas. 

J. A. Reeves, Utah, Salt Lake City, Utah. 

R. H. Smith, Pennsylvania System (Index), 411 Seventh 
Ave., Pittsburgh, Pa. 

M. S. O’Connor, Empire Line, New York Central Railroad 
Co. (Guide Book), Cleveland, Ohio. 

M. C. Strawn, Oregon, Foot of Alder St., Portland, Ore. 

J. B. Sweeny, Eastern and Interior Eastern Points (Rail 
and Water) to Southern Points, Baltimore, Md. 

J. B. Stewart, Ontario Central Despatch, Michigan Central 
R. R. (Guide Book), N. Y., O. & W. Ry., New York. 

R. H. Vaughan, Blue Ridge Despatch (Guide Book), Cin 
cinnati, Ohio. 


Fred Wild, Jr., Colorado-Utah Freight Bureau, Denver, Colo. 

G. C. Wright, Northwest Freight Tariff Bureau, 175 East 
4th St., St. Paul, Minn. 

W. P. Emerson, Gulf Ports, New Orleans, La. 

A. C. Fonda, Texas Lines Tariff Bureau, Dallas, Texas. 

J. J. Cottrell Southern Lines, Richmond, Va. 

G. P. Conard, Railway Equipment Register, 424 West 33rd 
St., New York, N. Y. 


Chas. S. Fay, Louisiana Lines, New Orleans, La. 
Thornton Lewis, Kanawha Dispatch, C. & O. Ry. Bases for 
Rates and Billing Instructions (Eastbound), Cincinnati, Ohio. 


R. H. Smith, Star Union Line Guide Book, Bases for Rates, 
Bases for Rates and Billing (Eastbound), Pennsylvania System, 
Pittsburgh, Pa. 


Nat. Duke, Bases for Rates and Billing Instructions (East: 
bound), Lackawanna Line, Lake Shore-Michigan Central-Pere 
Marquette, New York, N. Y. 


M. S. O’Connor, Merchants Despatch. Bases for Rates and 
Billing Instructions (Eastbound), New York Central Fast Freight 
Line, Cleveland, Ohio. 


H. G. Powell, agent, Wood River District Lines, Alton, I. 
T. C. Morrison agent, New York Dock, 334 Furman St., Brook 
lyn N. Y. 


L. G. Waldrop agent, Nashville terminals, Nashville, Ten. 


DISTRIBUTION ORDER POSTPONED 
The Trafic World Washington Bureau 


In No. 12530, in re distribution among coal mines of Plt 
vately owned cars and cars for railroad fuel, the Commissiol 
has modified its order so as to become effective January 1 ir 
stead of December 1. 


COAL CASE BROADENED 
The Trafic World Washington Bureas 


In No. 15006, in the matter of rates, charges, classifications, 
regulations and practices governing the transportation of anthre 
cite coal, the Commission has entered an order broadenils 
the investigation so as to include rates, etc., on bituminous 
coal, semi-bitminous coal and coke from points in Virginia, West 
Virginia, Kentucky, Ohio and Pennsylvania, to points im the 
New England states and New York, New Jersey, Pennsylvala 
Delaware, Maryland, Virginia and the District of Columbia. 
The order was made after consideration of the record am 
complaints of shortage of fuel in the destination states namet, 
so as to enable the Commission to take appropriate action 
require the establishment of railway routes and reasonable 
rates that will insure transportation of an adequate supply 
of fuel for domestic and other purposes in said states a! 
District, the Commisison said. 
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= Direct Sailings to the Pacific Gast 
a from Port of Jacksonville 


Onin MONTHLY SAILINGS — FLEET OF LARGE _ SHIPS 

Rates, 

‘stem, The inauguration of a direct ocean freight service between the Port of Jack- 

(Hast sonville and Pacific Coast points gives eastern shippers a profitable opportunity to 

I-Pere : develop trade with the prosperous northwest. 

s and Under the auspices of the Commercial Steamship Lines, a fleet of 12,000-ton 

relght ships of modern type have been placed in service, providing regular monthly sail- 

. ings to Pacific Coast points, including Puget’s Sound ports, 

—_ Ship through Jacksonville to the Pacific and save money in freight rates and 

Ten demurrage. Favorable freight tariffs on all classes of merchandise to Port of 
Jacksonville from Chicago, Detroit, Indianapolis, Cleveland, St. Louis, Cincinnati, 

D Louisville and other points. 

Bureot Neither sun nor ice, fog nor tide interfere with sailings from the Port of Jack- 

fpr sonville. Municipal docks and terminals offer free storage for freight arriving on 

-s" thru bills of lading and no charge is made for handling freight between warehouse 
and freighter. | 


The Importance to Shipping of the Port of Jacksonville 
is concisely told in booklet “The Port of Jacksonville,” which gives important data 


Bureau 


= and statistics for shippers and outlines the advantages offered in the distribution of 
ening domestic goods, and in the importing and exporting of raw materials and manufac- 
ninous tured articles. Copy of this booklet may be obtained by making request on your 
tye business letterhead. 
1 
—_ « d ee 

1a. 
7 City Advertising Department 
name 
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Note, items in the Docket marked with an asterisk (*) are new, 14781 (Sub. No. 3)—Merchants’ and Manufacturers’ Traffic Bureau 
having been added since the last issue of The Traffic Worid. Cancel- et al. vs. A. G. S. R. R, et al. 
lations and postponements announced too late to show the change in Portions of fourth section applications Nos. 1766 and others, 
this Docket will be noted elsewhere. comeeratan e~ = oo. — ——, Geen —. ss Low 
—Exa . Silana points, ugariand, ex., and points in ansas, Colorado, e- 
Taiko wear peamen: braska, Idaho and Utah, to Oklahoma City, Okla. 
November 12—Washington, D. C.—Examiner Kelly: November 20—Argument at Washington, D. C.: 
Val. Dkt. No. 307—In re tentative valuation of the property ef Rut- 13001—Chamber of Commerce of Kansas City, Mo., vs. Alexandria & 
land Railroad Company and Addison Railroad. Company Western Ry. et al. 
13949—Lincoln Gas Coal Co. et al. vs. B. & O. R. R. et al. 
November 13—New York City, N. Y.—Examiner Gaddess: Portions of fourth section application No. 1571, filed by B. & 0, 
1. ane Ke ee fares between points on the N. Y. R. R., relating to coal from minewon B. & O. R. R. to points in 
- i. . roa N. Y., Pa., N. J., Del., Md. Va. and New England points, etc. 
November 13—Oklahoma City, Okla.—Corporation Commission of Okla- 14277—The Barber Asphalt Company vs. L. & N. R. R. et al. 
homa: 14277—(Sub. No. 1)—Certainteed Products Corp. vs. L. & N. et al, 








Finance No. 3183—In the matter of the application of the Beaver, joyvember 20—Washington, D. C.—Examiner Sweet: 
Meade & Englewood Railroad Co. for a certificate of public con- Magy Bo ; 
venience and necessity authorizing it to construct a line of rail- Val. Dkt. No. 268—In re tentative valuation of the property of 


the Due West Railway Company. 
road from Forgan to Hooker, Okla. November 21—Washington, D. C.—Commissioner Eastman and Ex- 









November 13—Philadelphia, Pa.—Chief Examiner Butler: aminer Hosmer: 
16006—1n the matter of rates, charges, classifications, regulations * 11893—U. S. War Dept., Inland Waterways, Mississippi-Warrior 
and practices governing the transportation of anthracite coal. Service vs. Abilene & Southern Ry. et al. 
November 14—Austin, Tex.—R. R. Commission of Texas: * 11892—U. S. War Dept., Inland Waterways, Mississippi- Warrior 
Finance No. 3141—In the matter of the application of the Rockdale, Service vs. Abilene & Southern Ry. et al. | : 
Sandow & Southern Railroad Company for a certificate of public * 13290—The Secretary of War, operating Mississippi-Warrior Service 
convenience and necessity authorizing it to construct a line of vs. Aberdeen & Rockfish R. R. et al. 
railroad. 


November 21—Argument at Washington, D. C.: 
















November 14—New York City, N. H.—Examiner Gaddess: 14236—The Louisville & Nashville Railroad Company vs. the Cum- 
i. and S. No. 1934—Icing of L. C. L. shipments of milk and other berland & Manchester Railroad Co. et al. 
dairy products at points on the N. Y. N. H. & H. R. R. 14251—Sales Dept., Gillican-Chipley Co., Inc., vs. Director-General. 
November 14—Kansas City, Mo.—Commissioner Aitchison and Exam- 14386—Republic Iron & Steel Company vs. Director-General, L. & N, 
iners Keene and Beach: 14445—Geo. A. Fuller Company et al. vs. Director-General, N. & 
Ls PS Utilities Commission of Kansas vs. A. T. & S. F. W. Ry. et al. 
y. et al. 22 ss a ae —— 
15263—In the matter of rates and charges on grain and grain prod- 4 No. Lansing, an ae ar ae saat ar ae wre & 
ucts, Mackinac Railway Company for a certificate of public convenience 

November 14—Argument at Washington, D. C.: and necessity authorizing it to construct an extension of a line 
11733—The Parkersburg Rig & Reel Co. vs. B. & O. et al. of railroad. 
13980—The Parkersburg Rig & Reel Co. vs. B. & O. et al. November 28—Argument at Washington, D. C.: 

November 15—Argument at Washington, D. C.: aga Wont 
14476—Northwestern Coal Dock Operators’ Assn. vs. C. & A. et al. ea Poultry, Butter and Egg Assn. vs. Ann Arbor R. R. 
a th a ar ee, ee ee we Commerce et Ol ve —_ ~ aoe Refining Company vs. Director-General, B. & 0. 

. “= 3 . R. et al. 
ae sa ag ee R. Comm. of State of South Dakota vs. C. & 14553—New Orleans Joint Traffic Bureau vs. A. & V. Ry. et al. 
14142—Illinois Coal Traffic Bureau vs. C. & N. W. Ry. et al. November 22—Washington, D. C.—Examiner Kelly: 
14477—C. Reis Coal Company et al. vs. Ahnapee.& Western et al. * Val. Dkt. No. 319—In re tentative valuation of the property of the 

November 16—Washington, D. C.—Examiner Davis: Natchez, Columbia & Mobile Railroad. 


* Finance No. 3295—In the matter of the joint application of the New November 23—Washington, D. C.—Examiner Boles: 
Hope Telephone Co. and the United Telephone Co. for a certificate * Finance No. 3135—In the matter of the joint application of the El 
of advantage and public interest. : : Paso & Southwestern Co. to acquire, through the exchange of 
* Finance No. 3296—In the matter of the joint application of the certain securities, direct control of certain subsidiaries now con- 
Herrington Co-operative Telephone Exchange and the United Tele- trolled indirectly; and of the El Paso & Southwestern R. R. Co. 


phone Co, for a certificate of advantage and public interest. to issue stock and bonds in exchange for stock and bonds of cer- 
























* oe ~ o se the ‘.~y' of ee agg gee the Superior tain subsidiaries of the El Paso & Southwestern Co., etc. 
outheastern Ry. Co. for a certificate of public convenience 
and necessity authorizing it to operate a line of railroad. November 23—Argument at Washington, D. C 


14402—Oklahoma Millers’ Association vs. A. & V. Ry. et al. 
November 16—Washington, D. C.—Commissioner Hall and Examiner November 23—Argument at Washington, D. C.: 
ealy: 1. and S. No. 1878—Refrigeration charges, Florida, Maryland, Penn- 
12964—Consolidation of Railroads. (This will complete the hearings sylvania and West Virginia to interstate destinations. 
to be held in this proceeding.) 






















November 24—Argument at Washington, D. C.: 
naeeaae Ser PaRees. |B O—Opeetenees (un ont eamines ETI, Ceasar cf Oncaea ot att a Ge 
14941—Administration of section 4 of the act. et al. 
ye my ey 1a > ae Fe, Director-Gen- “qz866—Wisconsin ‘Fraime tae a lila Central & Hudson 
13867—-Standara Oil Company (California) vs. Santa Fe et al. s07-Michigan, Pa 7 Re Re, Ae ERR oe es PO. 
i4i7e—Turner Grain Company Ve. Director-General, G, N. Ry. 12108—Wisconsin ‘Traffic Assn. vs. C. & N. W. et al. (Argument 


3263— solely with reference to the measure and relationship of rates to 
’ ‘Washburn-Crosby Co. vs. Director-General. points in Northern Illinois and Southern Wisconsin previously 
November 19—Pittsburgh, Pa.—Examiner Seal: fixed in these cases. . 


* I. and S. No. 1929—Iron and steel between C. F. A. and Trunk Line ve - 
points (joint hearing with Public Utilities Comm. of Ohio, Public November 26—Austin, Tex.—Ratlroad Commission of Texas: 









; > : - Finance No. 3207—In the matter of the application of the Rio 
ae, A na og of West Virginia and Public Service Comm. of Grande City & Northern Railway Company for a certificate of 
ennsyivania). public convenience and necessity authorizing it to construct a 
een 24 omy or ae Re eng ae = Soften: line of railroad. 
. and S. No. —Lime an 8 
=i. Ce November 26—Argument et Washington, D. C9 1) 
: —Edlun: room Corporation et al. vs. B. . et al. 
Nevomber Waste tee poe” ae gy 13583— _purroughs Adding Machine Company et al. vs. Mich. Cent. 
. . ° . . et a . 
November 19—Argument at Washington, D. C:: 
14159—Helena Traffie Bureau et al. vs. Mo. Pac. R. R. et al. November 26—Argument at Washington, D. C.: R 
14370—The Colorado & Utah Coal Co. et al. vs. D. & S. LR. R., 14234—-Parlor .rame Manufacturers’ Assn. vs. Ann Arbor R. 
Boettcher and Freeman, receivers. et al. 
14408—Pacific Tank & Pipe Co. vs. Sou. Pac. et al. 14431—Hendee Manufacturing Company vs. Director-General. 
November 19—Washington, D. C.—Division 4: November 26—Minneapolis, Minn.—Commissioners Aitchison, Esch 
15100—Depreciation of charges of steam railroad companies. and Campbell and Examiners Keene and Beach: 
November 19—Washington, D. C.—Examiner Mullen: * 14393—Public Utilities Commission of Kansas vs. Santa Fe et al. 
10227—Electric Railway Mail Pay (in accordance with the Commis- * 1263—In the matter of rates and charges on grain and grain 
sion’s order of June 5, 1922). products. 
November 20—Springfield, I1].—Illinois Commerce Commission: November 26.—Argument at Washington, D. C.: , 
* Finance No. In the matter of the application of the Jefferson * Va. Dkt. No, 12—In re tentative valuation of the property of Mis- 
Southwestern Railroad Co. for a certificate of public convenience souri Southern Railroad Co. é » Golds 
and necessity authorizing the construction fo a line of railroad * Val. Dkt. No. 64—In re tentative valuation of the property of Go 
and for permission to retain the excess earnings thereof. boro Union Station Company. 


& 


Val. Dkt. No. 69—In re tentative valuation of the property of Nor- 
folk Terminal Railway Company. 
Val. Dkt. No. 100—In re tentative valuation of the property of Pa- 


November 20—Muscatine, Iowa—Board of R. R. Comm. of Iowa: 
* Finance No. 3180—In the matter of the a Plication of Arthur Hoff- 





* 









man, as receiver of the Muscatine, Burlington & Southern R. R. cific & Idaho Northern Ry., E. M. Heigho, receiver. f 
Co. for a certificate of public convenience and necessity authoriz- * Val. Dkt. No. 115—In re tentative valuation of the property © 
ing the abandonment of operation of that line of railroad. Minneapolis & Rainy River Railway Co. he 
November 20—Kansas City, Mo.—Examiner Fleming: * Val. Dkt. No. 156—In re tentative valuation of the property of t 
14781—Oklahoma Traffic Association et al. vs. A. G. S. R. R. et al. Cape Charles Railroad Company. 


* 


, ke 
14781 (Sub. No. 1)—Oklahcme Traffic Ass’n et al. vs. A. G. S. et-al. Val. Dkt. No, 200—In re tentative valuation of the property of La 
14781 (Sub. No. 2)—Hale-Halsell Company vs. A. G. S. R. R. et aL Superior & Ishpeming Railway Co. 
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Insurance Rates 
the Lowest; 


Marine Classification 
the Highest. 


Shall Our Commercial 
Progress Be Hampered by 
An Attitude of Indifference? 


Production, sales, delivery—commercial. suc- 
cess depends upon the perfect correlation of 
these three elements. The United States is 
the fortunate producer of 15 per cent surplus 
goods over what is needed at home. This sur- 
plus is urgently required abroad. Its sale 
means prosperity here. 


The apex of success is attained with the 
ownership of our*own delivery system. Only 
by controlling trade routes, by operating our 
own system of transportation, will the profit 
from this vast flow of wealth be assured for 
this country. 


Keen business men know that the United 
States now possesses a Merchant Marine made 
up of ships, the largest and finest afloat; that 
it offers a service unsurpassed by the vessels 
of any other country; that it includes pas- 
senger, freight, and express facilities, adequate 


accommodations, and unusual advantages of 


economy. 

To prefer a foreign service to our own water- 
delivery system, and to allow the profits from 
this trade to be deflected from home is a 
serious mistake. 

Think of the personal significance of this 
situation when routing your next shipment, 


and support the American Merchant Marine. 


Fast American | 
‘Trans-Pacific Ee. . 
a Freight Service 


Fase? * 


~*~ e VANCOUVER 
et. 


NICTORIA 
e SEATTLE 


e TACOMA 


\ 
,PORT 


oh 


LOS ANGELES 
SAN DIEGO B&B 


Ship via the shortest and fastest route to the Orient. 
An express service at freight rates by an American 
company for American shippers, between 


Puget Sound and Yokohama, Kobe, Shanghai, 
Hong Kong and Manila 


Passengers and Express Freight 
11 days to Yokohama 16 days to Shanghai 
13 days to Kobe 20 days to Hongkong 
24 days to Manila 


OUTWARD SAILINGS—from Seattle 


November 10 
November 15 
November 22 
November 28 
December 4 
* Combination freight and passenger, length 535 feet, 21,000 tons, speed 20 
knots. Through bills of lading issued in connection with other lines. Java 
ports. Singapore transshipped at Hong Kong. 
** Cargo berth service to Japan, North China, Shanghai, Yokohama, Kobe, 


Viadivostek, Hankow, Dairen, Tientsin and Tsingtao. 
*** Cargo service to Japan, South China and Philippine Islands. 


For rates, space and other information apply: 
New York—17 State Street. Phone Bowling Green 5625. 
San Francisco—60 California Street. 


Chicago—Merchants Loan & Trust Bldg., 112 W. Adams Street. 
Phone Randolph 7739. 


Los Angeles—322 Citizens Bank Bldg. 
Seattle—409 L. C. Smith Bldg. 


L. L. BATES, General Freight Agent SEATTLE, WASH. 


Operating 
U.S. Government Vessels 
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* Val. Dkt. No. 236—In re tentative valuation of the property of 
Baltimore, Chesapeake & Atlantic Ry. Ce. 

* Val. Dkt. No. 251—In re tentative valuation of the property of 
Munising, Marquette & Southeastern Ry. Co. 

November 26—Washington, D. C.—Examiner Money: 

° rey Iron Casting Company et al. vs. A. & V. Ry. et al. 

November 27—Washington, D. C.—Examiner Marchand: 

* Val. Dkt. No. 300—In re tentative valuation of the property of the 
Arizona and New Mexico Railway Company. 

November 27—<Austin, Tex.—Railroad Commission of Texas: 

Finance No. 3134—In the matter of the application of the Texas 
Panhandle & Gulf Railroad Company for a certificate of pubfic 
convenience and necessity authorizing “it to construct a line of 
railroad. 

November 27—Argument at Washington, D. C.: 

13662—-Duquesne Slag Products Co. et al. vs. P. R. R. et al. 

14204—John M. Buckland, trading as National Slag Co., vs. Atlantic 
City R. R. et al. 

14481—Linn Chapel et al. vs. P. R. R. et al. 

14516—Wickwire Spencer Steel Corporation vs. Director-General. 

November 27—Washington, D. C.—Fxaminer Sweet: 

Val. Dkt. No. 305—In re tentative valuation of the property of New 
Orleans Great Northern Railroad Company. 

November 28—Argument at Washington, D. C.: . 

13876—Ambrose S. Murray, Jr., Receiver for the Dansville & Mount 
Morris R. R. Co. vs. Erie R. R. et al. 

14607—American Stores Company vs. P. R. R. 

14742—Joseph P. Evans vs. C. & O. Ry. 

14773—General Fire Extinguisher Co. vs. Director-General. 

November 30—Austin, Texas—R. R. Commission of Texas: 

* Finance No. 2951—In the matter of the application of the Nueces 
Valley, Rio Grande & Gulf Railroad Company for a certificate of 
public convenience and necessity authorizing it to construct a 
line of railroad. 

November 30—Argument at Washington, D. C.: 

14334—City of Newport News, Va., vs. B. & O. R. R. et al. 


December 1—Chicago, III.—Examiners Hillyer and Stiles: 
bd be ge nigent Chicago Association of Commerce vs. Southern Pacific 
Oo. et al. 


December 1—Chicago, Ill.—Examiners Hillyer and Stiles: 
1. and S. No, 19 Reduced commodity rates from New York piers 
to Pacific Coast. 
wecember 1—Chicago, Ill—Examiners Hillyer and Stiles: 
* 1. and S. No. 1930 (first supplemental order)—Reduced commodity 
rates from New York piers to Pacific coast. 
December 3—San Francisco, Cal.—Examiner Steer: 
1§137—California Fruit Growers’ and Shippers’ Protective League 
vs. Southern Pacific Co. et al. 
December 3—Washington, D. C.—Examiner. Kelly: 
Val, Dkt. No. 311—In re tentative valuations of the properties of 


ber New York, New Haven & Hartford Railroad Company and 
others. 


December 3—Washjngton, D. C.—Examiner Kelley: 
Val. Dkt. Ne. 77—In re tentative valuation of the property of Wood 
River Branch Railroad Company. 


Val. Dkt. No, 131—In re tentative valuation of the property of Union 
Freight Railroad Company. 


Val. Dkt. No. 183—In re tentative valuation of the properties of 


the Rhode Island Company and the Narragansett Pier Railroad 
Company. 


December 3—Washington, D. C.—Examiner Kephart: 
* 15109—Le Roy C. Dunn et al. vs. Amer, Ry. Express Co. et al. 
December 4—Indianapolis, Ind.—Examiner Carter: 


* 15118 (and Subs. Nos. 1 to 58, incl.)—C. E. Bash & Company et al. 
vs. B. & O. R. R. et al. 


December 4—Chicago, Ill.—Examiner Hillyer: 
14771—John Morrell & Co. et al. vs. N. Y. C. R. R. et al. 
14981—-Armour & Co. et al. vs. Santa Fe et al. 
15041—Independent Slaughterers Traffic Assn. vs. N. Y. C. et al. 


December 4—Washington, D. C.—Examiner Marchand: 
'Val. Dkt. No. 313—In re tentative valuation of the property of 
Nevada County Narrow Gauge Railroad Company. 


December 4—Indianapolis, Ind.—Examiner Carter: 
15223 (and Sub. Nos. 1 to 14, incl.)—Smith & Duckworth et al. vs. 
cc. c. &@ ots ta. Ry. ot. ob 
Portions of fourth section applications Nos. 1596, 3239, 2045 and 
1548, filed by C. C. C. & St. L., C. & E. I. Ry., Ill. Cent. R. R. and 


T. D. GEOQGHEGAN 


COMMERCE SPECIALIST 


Matters Before State and Federal Commissions 
and Departments 


TRANSPORTATION BUILDING 
WASHINGTON, D.C. 


General Freight Service Association CHARLES 
Tratiit sed Transportation Spectattsts ter Shippers 


Lactede Gas Light Bidg., St. Louis, Mo. 
gedestat Copemenes conn, Baginastng end 
Se wtteed. Ceodons Lonel De 


oes Caine sete, Ces wnsing by siperte. Rates and 
Reference: Louis National Bask. 


RATE SURVEYS 


THE TRAFFIC WORLD 


DIRECTORY OF ATTORNEY 


TRAFFIC ANALYST 
TRAFFIC ANALYSES 


RATE COMPARISONS 
RAILWAY STATISTICS 
EXHIBITS PREPARED 


630-632 Transportation Bldg., Washington, D.C. 


Vol. XXXII, No. 19 


Sou. Ry., respectively, pertaining to rates on bituminous coal 
from — in Clinton, Brazil and other coal producing districts 
in Indiana to dustinations in Indiana, etc. 

* 15120 (and Sub. Nos. 1 to 4, incl.)—South Side Lumber & Coal Com- 
pany vs..C. C. C. & St. L. Ry. et al. 


December 5—Argument at Washington, D. C.: 

* I. and S. No. 1922—Cancellation application through rate via P. R. R. 
on sisal from Gulf ports stored at Indianapolis, Ind., destined to 

Chicago, Ill., and Michigan City, Ind. 

- and S. No. 1900 (and Supplemental Orders 1 and 2)—Naval stores 

from southern producing points to various destinations. 
Portions of fourth section application No. 2174, filed by W. P. 

Emerson and numerous others, dealing with rates on naval stores 

from pgints in Mississippi valley and southeastern territories to 

Ohio and Mississippi river crossings, etc. 


December 5—Spokane, Wash.—Commissioners Aitchison, Esch and 
Campbell and Examiners Keene and Beach: 

* eae the matter of rates and charges on grain and grain 
products, 


December 6—Argument at Washington, D. C 


* kg a Copper Works vs. Director General, N. Y. O. & W. 
y. et al. 


R 

* 13107—The National Live Stock Exchange vs. A. T. & S. F. et al. 

December 6—Hattiesburg, Miss.—Mississippi Railroad Commission: 

Finance No. 3229—In the matter of the application of the Bonhomie 

& Hattiesburg Southern Railroad Co. for a certificate of public 
convenience and necessity authorizing it to acquire and operate 
a line of railroad. 

December 7—Argument at Washington, D. C. 

* 1. _—-> No. 1559—Sash and doors from Pacific Coast to New York, 


* 11508—Hastings Commercial Club et al. vs. C. M. & St. P. et al. 


December 7—Washington, D. C.—Examiner Marchand: 
‘Val. Dkt. Noe. 316—In re tentative valuation of the property er tne 
Akron Union Passenger Depot Company. 


December 10—Washington, D. C.—Examiner Marchand: 
‘Val. Dkt. Ne. 312—In re tentative valuation of the properties of 
Georgia Railroad and the Georgia Railroad and Banking Company. 


December 10—Memphis, Tenn.—Examiner Trezise: 
9702—Memphis-Southwestern Investigation (and other cases afflli- 
ated therewith)—hearing solely on rates involved on fruits and 
vegetables other than potatoes. 


December 11—San Francisco, Calif.—Commissioners Aitchison, Esch 
and Campbell and Examiners Keene and Beach: 

«* 15263—In the matter of rates and charges on grain and grain 
products. 


December 12—Washington, D. C.—Examiner Hunter: 
* bas ar ig Evening Star Newspaper Company vs. Can. Pac. Ry. 
et al. 


December 13—Washington, D. C.—Examiner Money: 
* 15164—Winding Gulf Colliery Company vs. Virginian Railway. 


FEDERAL VALLEY NOTES 

The Federal Valley Railroad Company has applied to the 
Commission for authority to issue 6 per cent notes in the sum of 
$30,000, the proceeds to be used for payment of bills and indebted- 
nes incurred in the maintenance of service and to care for future 
lawful requirements and in the creation of a larger working 
capital for the company in order to enable it to maintain and 
improve the service rendered by it to the public. 


PARCEL POST TO BRITISH SOMALILAND 
Paul Henderson, second assistant Postmaster General, has 


“advised postmasters that, effective November 5, parcel-post 


packages addressed for delivery in British Somaliland will be 
subject to the following transit charges: 


Be NO IN oo caccrw cries 4g) 0: €6 ¥idWidie 014 /Siaiaie 6: ciaialel Mais eie/s'6.eleineis.0eseieie $0.42 
i a ee | ee mene re ee 84 
S,, 9. 10; SG TE POUMAB ..o.onis ocicccccvceccvssereccscsecscecesecssees 1.14 


This modifies the item ‘‘British Somaliland” shown on page 29 ‘of 
the August, 1923, Postal Guide. 











PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 






















E. BELL 





ROSCOE F. WALTER 


LAWYER 
For 13 years an attorney for the Interstate Commerce 
Commission, the last two years of which being baa 
capacity of Chief Attorney for the Bureau of Safety 
Special attention given to matters before the 
Interstate Commerce Commission and suits 
for injuries to railroad employees. 


315-16 First Nat'l Bank Bldg. | Huntington, W. Va 
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TENTATIVE REPORTS OF I. C. C 
N. 1. T. L. MEETING 


PERSONAL NEWS AND NOTES 


CANADIAN RAILROAD NEWS 
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Weldon, Williams & Lick vs. A. T. & S. F. et al.; case 13938; 
chip board (83 I. C, C., 371-874)... .cccccccccccccccccccces 
General Gas Light Co. vs. A. G. S. et al.; case 13283; 
Radiantfire heaters (83 I. C. C., 361-365).............0e00s 


Weber Flour Mills Corp. et al. vs. Union Pacific; case 13811; 
a ee a ee eae ee ener 
Lawrence, I. G., vs. Director-General; case 11488; building 


cet ER Se ee Opa nce a cre 
New Jersey Zinc Co. et al. vs. Boston & Albany et al.; 
case 18699; coke (83 I. C. C., 356-358)..........c0ccccwceee 


Mid-Continent Equipment & Machinery Co. vs. Missouri 
Southern et al.; case 13871 (also 13900, same vs. Missouri 
Southern et al.; 13900, Sub. No. 1, same vs. Missouri 
Southern et al; 14229, same vs. Missouri Southern et al., 
and 14276, same vs. Missouri Southern et al.); relay rails 
and avmete Ware COs F.. Co ©... Cie Se el ook 0 deicccisicdes ceesioes 

Anguish, Ben D., et al. vs. A. & V. et al.; case 13458; water- 
a a ee a ee eee ee 

Dixie Portland Cement Co. vs. Director-General; case 11997; 
CN a ee eS S| lL eae a eee 

American Stockmen’s Supplies Association vs. C. R. I. 
a, Seat case 13457; prepared animal feed (83 I. C. C., 

Pioneer Paper Co. vs. Director-General: case 14305; roof- 
ing and building paper (83 I. C. C., 377-379).............. 

Sonora, Inc., vs. D. L. & W. et al.; case 13577; talking ma- 
chine parts and assemblies (83 I. C. C., 399-401).......... 

Koine, John F., vs. Michigan Central; case 13920; accept- 
ance of Canadian currency at par for passenger fares 
See Se fF ee ee eee 

Elk Refining Co. vs. B. & O. et al.;: case 14074; petroleum 
and its products (33 1. C. C., 406-216)... cc ciccecccccsccscssies 

Icing and reicing charges, absorption of, on L. C. L. ship- 
ments of dairy products: I. & S. 1867 (mimeographed).... 
Asphalt from New Orleans and related points to points in 
Arkansas: I. and &. 1865 (63 7. C. C., 428-896). -cacscscccs 
Sand and gravel from Canada to points in New York and 
Pennsylvania; I. and S. 1864 (83 I. C. C., 460-463)........ 
Acid between points in the Chicago switching district: I. 
ee ee ee ee eee 
Lawton Refining Co. vs. Director-General and C. R. I. & 
P.; case 11225; crude petroleum (83 I. C. C., 443-444).... 
Republic Iron & Steel Co. vs. B. & O. et al.; case 12774: 
Ditumineus coal GS FT. C. C., GeO tB Uy iiveoicccesia vckvtceccen 
Shafer, Cyrus C., Lumber Co., vs. Director-General and 
Tilinois Central; case 13734 (83 I. C. C., 427-428)......... 
Fies & Sons vs. Missouri Pacific et al.; case 13851: horses 
Oa a ae I oe. Sa ne tentiane Pee iptats 
Stewart-Warner Speedometer Corp. et al. vs. Director- 
General, C. & N. W., et al.; case 11669: speedometers, 
heads, and connections (83 I. C. C., 485-436) 
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LOSS AND DAMAGE DECISIONS 
Cases decided by state and federal courts 


SHIPPING DECISIONS 
Cases decided by state and federal courts 


ee ey 


ee 


i ed 


QUESTIONS AND ANSWERS 
“Legal and practical questions answered by experts 


NEW COMPLAINTS 
Digests of petitions filed with the Commission 


DOCKET OF THE COMMISSION 
Dates and places of hearings and arguments 


ee 





THE TRAFFIC SERVICE CORPORATION 


WASHINGTON 
COLORADO BUILDING 
Telephone, Main 3840 
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418-430 S. MARKET STREET 
Telephone, Harrison 8808 


{OR 













































Mid-West Box Construction 
Guarantee of Extra Strength 


The Mid-West Shipping Box is built up 
to a service rather than down to a price. 
Its high, strong, resilient truss construc- 
tion and high test liners have reduced the 
shipping costs of hundreds of big shippers 
to the simple, dependable formula—30% 
to 70% MORE PROTECTION. 


Other noteworthy features, special to the 
Mid-West line, are— 


Waterproof Container: For every occasion requir- 
ing complete protection against moisture or wet 
conditions. 


Triple Tape Corners: A strong reinforcement 
which prevents tapes from splitting and peeling. 


Offset Score: Insures a positive tight closing con- 
tact of end flaps. 


Write for our ‘Perfect Package’? Data Sheet. 
Has saved thousands of dollars to big shippers. 
Free upon request. 


MID-WEST 
OX COMPANY 


General Offices: Factories: 
18th Floor Anderson, Indiana 
Conway Building Kokomo, Indiana 


Chicago, Iil. 


Solid 
Fibre Board 


Corrugated Fibre Board Products 


Chicago 
Cleveland, Ohio 





Fairmont, W. Va. 
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The San Antonio and Aransas Pass Railway Co. I 


a 











San 2 
J. C. Mangham, Y Z, ial Ms 4 = y Muskogee 
Gen. Frt. Ast., oe é 8 OklahomaCity 
San Antonio, Tex. Amarillo Y » 
J. B. Y Anadarko® 2Chi & ta 
A. G. F. A, — Y McAlester 
San Antonio, Tex. Little Rock, 
H. Cc Agt. > OWaurike ¥, 


SLUTS 

TLR VL lllm 
, VaaNa 
Nes 

ne 


SHGalveston 
Or 


Shreveport 





ACCOMMODATING 
PERFORMANCE 





Making close connection with the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making th 
time between terminals shown below, also to Mexico via Laredo. ; 


List of Direct Connecting Rail Lines: 








Sen Antonio _| Corpus Christ es parese vie Eiee Aransas Harbor Terminal Railway 
24 hrs. 2s ies. 36 See. oes tes. Fredericksburg & Northern Ry. 
18 « ye 19 « 30% « Gulf Coast Lines 
is%hrs. | ........ —— Mg 20% “ Gulf Colorado & Santa Fe Ry. 
Below is approximate service in days from following cities and River Crossings: International & Great Northern Ry. 


Missouri, Kansas & Texas Ry. 


. Southern Pacific Lines 
— Hes Raton | Coepes Chri San Antonio. Uvalde & Gulf R. R. 
City days days an Antonio Southern Ry. 
a... ri os ri os ; St. Louis Southwestern Ry. (Cotton Belt) 
— = 3 pan 2 oe 3 Sugar Land R 


y. 
: - Trinity & Brazos Valley Ry. 
Ba th arse nntennnnabeaatinatin nth ne i eS eS 
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A VIEW OF ONE OF PORTLAND’S LARGE EXPORTING MILLS 





Portland is the Largest Lumber Manufacturing City in the World. 


Shipments of lumber to foreign ports are increasing yearly. Exports this year will amount 
to 300,000,000 feet compared with 240,000,000 feet in 1922, and 174,000,000 feet in 1921. 


1923 will show an increase of 25 per cent. 


Domestic shipments show, an even greater increase, 40,000,000 feet in 1921; 97,000,000 feet 
in 1922, and 220,000,000 feet in 1923. 


Heavy domestic and foreign shipments are made from points on the Columbia River that 
are not included in these figures. 


Doors are shipped to many foreign countries as well as to ports on the East Coast of the 
United States. 


Shingles, handles, box shooks and staves, furniture and many other articles manufactured of 


—_ wood are shipped from Portland each year. 
ct; Portland is the center of the lumber industry on the Pacific Coast. Excellent opportunities 
rhe are available for men in that industry as well as those allied with it. 


Inquiries Solicited by Traffic Department 


* THE PORT OF PORTLAND and 
THE COMMISSION OF PUBLIC DOCKS 


Spalding Building, Portland, Oregon 


EASTERN OFFICE ORIENTAL OFFICE FAR EAST OFFICE 
C. A. Lockhart, Eastern Traffic Agent S. L. Wiggins, Oriental Representative Geo. T. Webster, Representative 
515 Barclay Building Port of Portland Australia, New Zealand and Straits Settlements 
299 Broadway, New York City 710 Shosen Bldg., No. 5 Kaigan-Dori, Kobe, Japan Hotel Raffles, Singapore 


elt) 





THE PORT OF SATISFACTORY SERVICE 
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MOBILE, ALABAMA 
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Rand McNally & Co. 


WINDWARD ISLANDS SERVICE 
Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Kingston, Jamaica; Port au Prince, Haiti; San Domingo City; 
San Juan, Porto Rico; Guadeloupe; Martinique, Barbados and 
Trinidad. Also North Coast of South America and Curacao as sufficient | 


cargo offers. 


EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, Ghent, Havre, 
Bordeaux and other French Atlantic ports. 


ST. LOUIS OFFICE: 1217 Pierce Building 
IRVING H. HELLER, Manager 


KANSAS CITY OFFICE: 624 New York Life Building 
A. J. FORD, Manager 
NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 
25 Beaver Street 








meee 


November 17, 1923 


THE TRAFFIC WORLD 


1173 








Ne 








sy Baty soc 
013 w 
Boston, Mass. " 


Good Wood Boxes ask no favors 
from man or weather. 


In storage or in transit, they 
stand up under rough treatment 
and exposure. 


They can be piled to the roof 
without cave-in or damage to 
contents. In switching freight 
cars, loosely loaded with steel 
rods, farm implements and the 
usual assortment of mixed freight, 
the sturdy sides of a wood ~ 
ward off many a crushing blow. 


They stand the racket 


Hooks or falls may mar the sur- 
face but cannot injure the well- 
packed goods within. If dam- 
aged, Wood Boxes may be easily 
repaired. Grease and oils on the 
car floor do not soak through. 


Whether you ship canned goods 
or dry goods, machinery or 
musical instruments, butter or 
bottles, for maximum protection 
pack your product in Good 
Wood Boxes and earn the good 
will of your trade. 


Good Wood Boxes 


Backed by the National Association of Box Manufacturers 


GENERAL OFFICES: 
844 RUSH STREET, CHICAGO 
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SOUTHERN PACIFIC LINES 











The Industrial Traffic Manager 


B. J. HA 
ALL HAIL, Comrades of the Commercial Division of our = 
great Traffic Army, laborers in a Common Cause! No longer need wes 
we regard ourselves as contenders in opposing camps, but as ona 
co-operators for the common weal; colaborators in a public field — 
of endeavor; students grappling with mutual problems, smoothing ONE Y 
the way for commerce and industry, minimizing friction, maximiz- ser 
ing efficiency, promoting understanding and fostering the pros- — 
perity, peace and happiness of our great nation. 418-4 
WE WELCOME the increasing tendency of the industrials to = 
entrust traffic affairs to expert hands and the better recognition 
of this exacting and highly specialized department and of the 
technical knowledge, judgment and diplomatic ability required in Ind 
your positions, which is attracting to this field in constantly pro; 
increasing numbers a class of men whose devotion, talents, wee 
initiative and vision qualify them as important factors in the tior 
solution of traffic problems and in the relations between the rail- at | 
roads and railroad patrons. Traffic problems are national prob- 
lems, and to your helpful influence may be attributed the reduc- Le 
tion in friction and increase in understanding happily evident on mi 
every hand. me 
ALL HAIL, then, Comrades of the Commercial Division! You * 
are of us. We are of you. Your problems are our problems. Our " 
difficulties, trials, hopes and objectives run along parallel lines and ™ 
we rise or fall together in mutual prosperity or adversity. There 4 
may be differences of opinion, but there will be mutual confidence; i 
there may be different aspects of the same problem from different ti 
viewpoints, but there will be tolerance and friendship and mutual h 
respect; there may be questions as to facts, but not as to motives; r 
there may be debates as to policies, but not as to sincerity of ‘ 
purpose; there may be exceptions to all generalizations, but they t! 
will only prove the rule, and that rule the Golden Rule. 7 


ALL HAIL! 


Te See 5 an et ou = 


